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ABSTRACT 
Al though Aus tralia  is the world ' s  larges t i s l and , her economic 
d evelopment has been b a s ed on the explo i t a t ion o f  the land rather than 
the sea . One cons equence of thi s has been that hi s t o rians have 
negl ected Aus t r al i an mari t ime hi s tory and , in par t i cular , the h i s t o ry o f  
Aus t ral ian port s . P o r t s  are vi tal links i n  the trans port  chain and , f o r  
a n  i s l and nat i on s uch as Aus t ral i a ,  a s s ume a s p ec ial imp o r t ance a s  
ga t eways to  t h e  r e s t  o f  the wo rld . 
The d evelopment o f  the Port  of Fremant l e , located on the edge of  
the  Indian Ocean,  p r ovided the  B r i t i sh Emp ire  wi th a wes tern g a t eway t o  
t h e  vas t  Aus t r a l i an c ont inent . Af ter the opening o f  the Inner Harbour 
in 1 8 9 7 , Fremantle  qui ckly replaced i t s  r ival Albany , s ome 2 50 miles to 
the south , as We s t ern Aus t ralia ' s  premi er  po r t . However ,  the r e  i s , as 
yet , no detailed  h i s t o ry o f  the Port  of Fr emant l e .  The ob j e c t ive o f  
thi s the s i s  i s  t o  help rec t i f y  thi s defic iency by cha r ting the hi s tory 
o f  the  port  b e tween 1 903 and 1 93 9 ,  a period c ommenc ing wi th the 
f o rmat i on of  the p o rt authority , the F r emantle Harbour Trus t , and 
t erminat ing wi th  the outbreak of the Second World War . 
The the s i s  examines the evo lu t i on of  the Freman t l e  Harbour 
Trus t ' s  powers  and f unc t i ons ; the growth o f  p o r t  act ivity as meas ured by 
t r ad e , pas s enger and ship f l ows ; cargo-handling pract i c e s , working 
cond i t i ons and indus t r ial relat ions on the wa terf ront ; the physical  
evolution o f  the  p o r t ; and the financ ial perf o rmance of the  F r emantle 
Harbour Trus t .  The the s i s  r eveals that port  d evelopment was the outcome 
of a comp l ex p ro c e s s of  dec i s ion-making and ad jus tment in whi ch a large 
number of  organi s a t i ons and actors  played a par t , among s t  whom the mo s t 
impor tant wer e  the Fremantle  Harbour Tr us t , government , shi powners and 
ii  
importers  and exp o r t e r s . An attemp t is  mad e  to as s e s s  whe ther or no t 
the port adap t ed e f f ic iently to changes in port  act ivity . In view o f  
i t s  role a s  main cont ro ller , operator  and planner , an as s e s sment o f  the 
development and management policies  of the F r emantle Harbour Trus t is a 
maj or ob j e c t ive of thi s the s i s . 
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PREFATORY NOTE 
Contemp o r ary uni t s  of measurement have been us ed throughout the 
thes i s . Thus mone t ary amount s are expr e s s ed in pound s , s h i l l i ng s  and 
p ence . When dec imal currency was int roduced in 1 9 6 6  conver s ion was on 
the basis of one pound equal s two dollar s . 
The following ar e the me tric equival ent s  of o ther meas u r e s  used 
in the the s i s : 
1 f o o t  3 0 . 5  centime t r e s  
1 mil e  1 . 6 1  kilome t r e s  
1 ton  1 . 02 tonnes 
1 bushel 0 . 03 6 4  cubic me t r e s  
1 gallon 4 . 5 5 lit res  
1 acre 0 . 4 0 5  hectare s 
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Source: Ad apted from F . W .  Tyd em a n , Report 
on Port of Frem a n t  1 e ,  3 vo 1 s .  ( Perth , 
T91+9), v o\ . 3 ,  Appendi x 1 .  
1 
CHAPTER 1 
Int roduc tion 
Al though Aus t ralia i s  the wo rld 1 s larges t island her economi c 
development has been based on the exploi t a t ion o f  the land rather than 
the sea. Au s t ralia lacks a s t rong tradi t i o n  of mar i t ime ent e rpr i s e  
despite  the f ac t  that she i s  ' the o f f  spring o f  a mighty s e a-powe r ' .1 
One cons equen c e  o f  thi s i s  tha t f o r  a long time hi s t o r ians neg l e c t ed 
Aus tralia ' s  mari t ime hi s to ry. In the late  1 9 6 0 ' s ,  the s t ate o f  the 
l'i t�rature led an Eng l i sh geographe r  to ob s e rve tha t ' Aus tralia is  a 
mari t ime na t i on and s carcely knows i t ' . 2 
However , int e r e s t in mar i t ime hi s t o ry wa s s t imulated by the 
publicat ion in 1 9 6 6  of G. Blainey ' s  The Tyranny o f  D i s t ance. Blainey 
was the f i r s t hi s t o r ian to g ive prominenc e  to the role pl ayed by 
d i s tance and i s o l a t i on in s haping Aus t ral i a ' s hi s tory . It i s  now widely 
recogni sed that Aus t ralia ' s  large ar ea and limi ted population , wi th 
major indus t r ial c entres  widely d i sper s ed along its  coa s t l ine , has mean t 
that the cos t o f  transpo r t , both on sea and on land , has had a majo r  
inf luence on the d evelopment o f  the na tional e c onomy . The c o s t  o f  ocean 
shipping i s  par t i cularly impo r t ant , affect ing the compe t i tivene s s  of 
Aus tral i a ' s  pr imary expor t s and provid ing a ' t ar i f f  wal l ' for her 
manu£ ac tur ing indus t r y . Wr i ting almo s t  twenty years  af ter  The Tyranny 
of Di s tance was f i r s t  publ i shed , F .  Bro eze id ent i f ied a number o f  flaw s  
i n  Blainey ' s book but s t i l l  acknowledged that i t  was epo ch-making in 
that it brought together ' a  r emarkable array o f  aspec t s  of the 
d evelopment o f  Aus t ralia ' s  t r anspor t  hi s t o ry ' . 3 Ano ther landmark in the 
development of mar i t ime hi s tory was the publ i c a t ion of J ohn Bach 1 s A 
2 
Maritime His tory o f  Aus tralia in 1 97 6 . It  was followed two years later 
by the f ormation o f  the Aus tralian As s o cia tion f or Maritime His tory . 
However , despite the growing int ere s t  in maritime his tory there is s til l 
considerable s c ope f or further res e arch , particularly into the his tory 
of  Aus tralia ' s port s . 
Ports are vit al links in the int ernational transport sys t em and , 
for an isl and na tion s uch as Aus tralia , a s s ume a s pecial importance a s  
ga teways to the re s t  o f  the world . The basic func tion o f  a port i s  to 
provide a link be t ween land and sea transport and to furnish means by 
which tran s f ers of freight and pas s engers between the two sys t ems can be 
made e f ficien t ly . In the words o f  one g e o grapher , a port is 
the place  of contact between land and maritime space , and 
it provid e s  s ervice s  to both  hint erland and maritime 
o rganisa tio n .  It is , there f ore , a kno t  where oc ean and 
inland transport line s mee t  and in t ertwine . 4 
But a larg e port is no t always jus t a place where land and sea trans port 
are linked : it c an al s o  be a c entre o f  popula tion and politic a l , 
economic and s ocia l  activity .  A recent study o f  the modern Indian Ocean 
ports has shown that these port s f o rmed the hearts o f  cities which 
cons titut ed the mee ting plac e s  of  European and indigenous cultures . 5 I n  
short , the port s f acilitated we s t ern economic pene tra tion into the l e s s 
devel oped par t s  o f  the world . Aus tralia ' s capital city  port s were 
e s t ablis hed betwe en 1 7 88 and 1 83 7  in ord er to provide t he British Empire 
with gat eways to the vas t  Aus tralian continent .  Yet  inspite o f  their 
importance , port s have g enerally been neglec ted by his t orians . 
The s t udy o f  port his t o ry has o f t en been undertaken .by 
geographers or e c onomis t s  rather than by his t orians . This means tha t 
port his torie s t end to  vary wid ely in f o cus and s c ope . The clas sic por t  
his tory i s  probably R . G .  Albio n ' s The Ris e  o f  New York Port ( 1 9 3 9 ) .  A 
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valuabl e  s tudy of an As ian por t  is  K.  Dharmas ena ' s The Port o f  Colombo 
1 8 60-1 9 3 9  ( 1 9 80 ) . There are a number o f  u s e f ul s tud ies o f  B r i t i s h  
por t s , includ ing J . G .  Broodbank ' s Hi s to ry of  the Port  of Lond on ( 1 9 2 1 ) ,  
J .  B i r d ' s  The M a j o r  S eapo r t s  o f  the Uni t ed Kingdom ( 1 9 63 ) ,  F .  Hyd e ' s  
L iverpo o l  and the Mer s ey ( 1 97 1 ) ,  G .  Jackson 1 s Gr imsby and the Haven 
Company ,  1 7 9 5 -1 84 6  ( 1 9 7 1 ) ,  G .  Jack s o n ' s  Hull i n  the Eighteenth Century , 
( 1 97 2 )  and D . Farnie , The Manche s t er Ship Canal and the Ri s e  of  the Por t  
o f  Manche s t e r  1 8 94-1 9 7 5  ( 1 980 ) . G .  Jacks on ' s The Hi s t o ry and 
Archaeology o f  Por t s  ( 1 9 8 3 ) ,  provides  an i nvaluable s urvey o f  the 
d evelopment o f  Br i t i sh po r t s .  A . H .  McLintock ' s  The Port  of Otago  ( 1 9 5 1 ) 
and W .  H .  S c o t  t e r  1 s A Hi s tory o f  Port  Lyt tle ton ( 1 9 6 8 ) are b o th s ound 
contribut i ons to New Ze aland po rt  hi s t o ry .  
By cont r a s t  wi th over s eas  s cholar s , Aus tral ian acad emic s  have 
neglected  po r t  hi s t o ry .  One exception i s  G .  Lewi s ' A Hi s t ory o f  the 
Ports  of  Queen s l and ( 1 973 ) .  R . J .  S o l omon provides  an int ere s t ing 
account of  the d evel opment o f  Hobar t in Urban i s a t i o n : The Evolution of 
an Aus t ralian Capi tal City ( 1 9 7 6 ) .  But where acad emics have s t udi e d  
Aus t ral ian po r t s  thi s has usually been as par t  of  a wi der s t udy o f  
shipping o r  f r e ight rat e s . 6 Howev e r , there are a number o f  us eful 
d e s c ript ive hi s t o r i e s  of  po r t s  including 0. Ruhen ' s Port of  Melbourne 
1 83 5 -1 9 7 6  (1 9 7 6 ) ,  P . R .  S t ephen s o n ' s The Hi s to ry and Des cript ion o f  
Sydney Har b our ( 1 9 6 6 ) ,  H. Sho r e ' s From the Quay ( 1 98 1 ) and R . A .  
Ferrall ' s The S to ry o f  the Port  o f  Launc e s ton ( 1 9 8 3 ) . 
In rec ent years  hi s t o rians have shown increas ing inter e s t  in the 
hi s tory o f  We s t ern Aus tralia , but the hi s t o ry o f  We s t  Aus tral ian por t s  
r emains relat ively unexpl ored . V . G . Fall 1 s The Sea  and the Fore s t  
( 1 9 7 2 )  r e c o rd s  the hi s t ory o f  the once f lour i shing port o f  Rockingham , 
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and D .  S .  Gard en has provided a hi s to ry of  Albany and i t s  po r t  in hi s 
Albany : A Pano r ama o f  the S ound f rom 1 82 7  ( 1 9 7 7 ) .  However ,  as  ye t ,  
there is  no c omprehens ive hi s to ry o f  the P o r t  o f  F r emantle , the mai n  
we s t ern gateway t o  the Aus t r a l ian cont inent . The main s tudy o f  
Fr emantle and i t s  p o r t  i s  J . K. Ewer s '  We s t ern Gat eway , a popular hi s to r y  
f i r s t  publi shed i n  1 94 8 . I t  could be tha t the abs ence of  a detailed 
economic hi s to ry o f  We s t ern Aus t ralia  make s i t  d i f f i cult to p r o duce a 
' mi c ro ' s tudy at the port  level . 7 However ,  i t  can be argued tha t a 
general ' mac r o ' s tudy can be wri t ten only a f t e r  d e t a iled ' mi c r o ' s tud i e s  
have been comple ted . Fur thermo r e , s ome indicato r s  o f  the s t a t e ' s  
economic d ev elopment are  now availabl e . 8 Thus i t  
d e tailed s tudy o f  the P o r t  o f  Fr emantle i s  long overdue . 
appear s that a 
The objec t ive o f  thi s the s i s  i s  t o  help r e c t i f y  thi s d e f i c i ency 
by char t ing the hi s t o ry of the P o r t  of F r emantle be tween 1 90 3  and 
1 9 3 9 . The cho i c e  of t ime-per i o d  wa s par tly d ic tated by the need t o  
p roduce a manag eable t o p i c  but mainly b y  the fact  tha t bo th dat e s  
repres ent s igni f i c ant turning po int s i n  the p o r t  1 s hi s tory , alb e i t  i n  
markedly d i f f e r en t  ways . The Fr emantle Harbour Trus t became the cen t r al 
admini s tr a t ive author i ty f o r  the port  f r om 1 January 1 9 0 3 . The la t e  
1 9 th century and early 2 0 th century saw the e s t abli shment o f  p o r t  
autho r i t ies  in mo s t  Aus t r alian coloni e s : f o r  example , Melbourne 
acquired a har b our trus t in 1 87 6 , Sydney in 1 9 0 1 . The d i f f icult i e s  of 
pr ivate intere s t s  in mee t ing the neces s ary f inanci al outlays , the ne ed 
t o  prevent pre f e r en t i a l  t r e a tment and d i s c r imina t i on between the vari ous  
port  users , the  d e s i r ab ili ty o f  c o-o rdinat ing the ac t ivi t i e s  o f  a port  
wi th state  need s , e s p e c i ally tho s e  o f  i t s  hinterland : all und e rlay 
moves towards public admini s t r a t ion of  Aus t r alian p o r t s .  Thus the 
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creat ion o f  the Fr emantle Harbour Trus t in 1 9 0 3  can be seen as  a major 
turning po int in the por t's hi s to ry . The o u t b reak o f  the S econd Wo rld 
War provides  a convenient terminating dat e  becaus e the po s t-1 9 4 5  yea r s  
were b o th quan t i t a t ively and quali tat ively d i f f er ent . Port  trade  
reached rec o r d  levels and shipping wa s revolu t i on i s e d  by  technolog i c al 
changes whi ch c r e a t ed a whole new s e t  o f  d emand s on the ports . 
All o f  Aus t ralia' s seap o r t s  wer e  involved in bas ically the same 
task of coping wi th t r ad e , p a s s eng er and ship flows . But d i fferenc e s  in 
s tate  poli t i c s , geography , the nature of hin t erland s and the typ e s  and 
volume s of c argo e s  handled have p r oduced n�merous variations in por t 
admini s t ra t i o n  and cargo-handling procedur e s . S ome cro s s-reference s 
will be made t o  the experience s  o f  o ther p o r t s  in o rder to plac e  
Fremantle ' s  development i n  per spec t ive . One obvious area of  compa r i s on 
i s  the orig inal d e c i s ion on por t loca t ion . 
The cho i c e  o f  location is , o f  cour s e , one o f  the f i r s t  dec i s ions 
made f o r  any p or t . The cho ice would normally be a rati onal one , mad e 
after  as s e s s i ng the rela t ive advantage o f  o ther  locations though in 
Aus tralia r eliable inf o rmat ion on alt erna t iv e  loca t i ons was no t r ead ily 
available to  the f i r s t  s e t tler s . The cho i c e  of B o t any Bay , f o r  example ,  
was influenced by the r e po r t s  o f  Captain Cook's exped i t ion , which p r oved  
t o  be inaccur a t e . Ins t ead of a safe  harbour Governo r Phillip found a 
shallow and exp o s ed bay . Howeve r ,  Port  Jacks on , a f ew mile s t o  the 
no r th , o f f er ed sheltered moor ing for shi p s , deep wat e r  clo s e  t o  the 
shore and acc e s s t o  the int e r i o r ,  wa t er s up plies and build i ng 
mater ials . 1 0  I n  the s e  respect s ,  P o r t  Jacks o n  was an almo s t  per f e c t  
cho ice f or the s i te o f  the f i rst s e t tlement. In Wes t ern Aus t r alia , 
however , the s earch f o r  acc e s s t o  po t en t ial agr icultural areas and wa t e r  
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and build ing supplie s  led t o  the cho ic e  o f  Pe r th ,  t welv e  miles up s t r eam 
f rom the mouth o f  the Swan River . A rock b ar blocked the r iver mouth s o  
i t wa s imp o s s ible f o r  o cean- g o ing v e s s els t o  p r o c eed d ir ec tly t o  
Perth . The town o f  Fr emantle was e s t abli shed a t  the mouth o f  the Swan 
Riv er and in the early year s g r ew f a ster than the c api tal Pe r th . l l  
Ships were f o rced t o  anchor in the expo s ed Gage Ro ad s and lighter  the i r  
c a r g o  asho r e . It then had t o  b e  t r an s f e r r ed t o  b o a t s  and f e r r ie d  up-
r iver or t r ans po r t ed overland by bullock car t . It  hardly need s t o  b e  
s a id that Fr emantle wa s o r ig inally a very p o o r  l o c a t i on f o r  a p o r t . 
Unt il the end o f  the 1 9 th c entury , Albany , wi th i t s  natur al harbour and 
clo s er pr oxim i t y  t o  shipping route s ,  wa s  the o nly p o r t  o f  c all  f o r  mail 
s teamer s . 1 2  
Th e pas s ag e  o f  t ime can s i gni f i c antly alt er  the viab ili ty o f  
loca t i ons : what was once an ideal loca t ion can b e c ome an inf er io r one ; 
a poo r  loc a t i o n  may b e c ome more f av our able . So i t  wa s a t  Sydney and 
Fr emantle . In Por t Jackson the natur e o f  the t er r a in limi t ed the 
availab ili t y  of  Lind phys ically s u i t able f o r  po r t  d evelopment . Th e 
pre s ence o f  d e e p  wa t e r  clo s e  to  the sho r e  became , paradoxically perhaps , 
a fur the r c ons t r aint o n  p o r t  exp ansion .  The s t e e p  f o r e sh o r e s  and 
� 
l imi t ed fla t  l and at  the  wa ter s  edge meant t ha t  expens ive rock bla s t ing 
and / or  reclama t i o n  wa s r equi r ed in o rder  to c r eate s uf f i c ient s pace f o r  
terminal f ac i l i t ie s . Even i f  r e clama t ion wa s und e r t aken i t  wa s 
r e s tricted  by the need t o  r e tain an ad equat e  ar ea o f  wa t_er f o r  the s a f e  
mano euvr ing o f  ships . The s e  phy s i cal cons tra ints b e c ame very impo r t an t  
a f t e r  t h e  Se c ond Wo rld Wa r : Po r t  Ja cks on wa s ' p r ec o c iously s up plied 
with deep wa t er, yet now hemmed in on all s id e s  no t only by a great c i t y  
but a l s o  by its b eaut i f ul and unyi eld ing s and s t one'  . 1 3 B . y contras t ,  at 
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F r emantle pol i t i cal ac t i o n  helped  overcome the po r t ' s  loca tional 
d i s advantage s .  In 1 8 9 1  C . Y . O ' Conno r ' s  scheme for  the d evelopment o f  
the Inner Harbour was accep ted  by the governmen t . Thi s  scheme involved 
the cons truc t ion of breakwa t er s , the r emoval of the rock bar � dredg ing 
of the river channel and the cons t ruc t i on o f  wharves .  The Inner Harbour 
was o f f icially o p ened on the 4 May 1 8 9 7  when the Sultan , a ve s s el o f  
2 ,  0 6 2  tons , ent e r ed po r t . In 1 9 0 1 , f o r  the f i r s t  time , the tonnag e o f  
shipp ing ent e r ing F r emantle exc eeded tha t ent er ing Albany . 1 4  
Henc e f o r th ,  Fr emantle was to be the state ' s  major po r t  o f  call f o r  
over s eas ship s . Thus Fremantle ' s  hi s tory d emons trates  how man ' s 
engineer ing capabil i t y  can succ eed in creat ing a viable po r t  even when 
georgraphi cal cond i t i ons are no t immed iat ely f avourable . I t  i s  a 
t r ibut e to O ' C onno r ' s  f o r e s i ght tha t the bas i c  s t ructure of  the Inner 
Harbour remains unchanged to thi s day . What  F remantle lacked a t  the 
t urn o f  the century was a s ound sys t em of  admini s t ration and there f o r e  
tracing the evolu t i on o f  f o rmal p o r t  admini s tr a t ion i s  a major t a s k  o f  
thi s thes i s . 
Although the FHT was the majo r public  organi s a t i on r e s pons i ble 
f o r  the develo pment and operation of the p o r t  and hence occup i e s  a 
c entral place in thi s the s i s , o ther organ i s a t i ons and ac t o r s , b o th 
public and p r iva t e , were involved in the wo rking o f  the port . The s e  
includ ed over s e a s  and inte r s t a t e  shipowner s ,  shipping ag ent s , 
cons i gnees , s t eved oring c ompani e s , t ug opera t or s , bunker ing agent s ,  o il 
companies , baggage handler s ,  haulag e contrac t o r s , ship repair e r s , 
wa t e r f r ont bus ine s s e s , wa t e r f ront unions , the F remantle Counc il , p olic e , 
railway , cus t oms , immig ration and o ther s t a t e  and f e d er al publi c  
s ervant s . The p r o f u s i o n  o f  o rg ani s a t ions and ac t o r s , and the 
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interconnections be tween them , created a complex netwo rk o f  
relationships ext end ing t hroughout We s t ern Aus tralia and , indeed , 
Aus tralia as a whol e . In a very real sense the port was 1 a communi ty 
ent erpr i s e ' . 1 5  Although we conc entrate on t he FHT , the ac t ivi t i e s  o f  
these other organi s a t i ons and ac tors  wil l  b e  brought into the d i s cus s ion 
where appropr ia t e . 
The large  number of  organi s a t i ons and ac t o r s  involved in the 
wo rking of  the p ort  is ind ic a t ive of the economic importance of the por t 
activi t i e s . But the contribut ion  o f  the Port  o f  Fremant l e  to the 
We s t ern Aus tralian economy was , o f  cour s e , depend ent on the e f f i c i ency 
wi th which the po r t  was run . In the chapt e r s  that fo llow we wi l l  
examine the organi s a t ional , technological , economic , pol i t ical and 
social fac to r s , und erlying the po r t  1 s response to changes  in trad e , 
pa s s eng er and ship f l ows be tween 1 903  and 1 93 9 .  Thus i t  i s  hoped t o  
cas t some light o n  the que s t ion as t o  whe ther such ad aptation  wa s 
efficient or whe ther the port  was a b o t t l eneck on growth . In view o f  
i t s  role a s  main po r t  controller , operator and planner , an as s e s sment o f  
the d evelopment and management pol i c i e s  o f  the FHT i s  a maj or obj ec t ive 
of  thi s thes i s . 
Broad ly speaking , the development of  the port wi l l  be analys ed  
from the per s p e c t ive o f  mar i t ime his tory . l 6 In view of t he eno rmous 
range of influences  on por t  operation and development a narrow approach , 
based , for examp l e , only on economic hi s tory , would leave many 
inter e s t ing que s t ions  unanswered . Thus thi s the s i s  cons iders  a var i e t y  
of i s s ues i n  t echnological , economi c ,  bus ine s s , s o c ial and p ol i t ical  
hi s tory . 
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I t  has been ob s e rved tha t stud i e s  of  po r t s  and po rt ci t i e s  tend 
to fall into two ext r emes . On the one hand , there are works d e al ing 
with the minut iae o f  port ac tivi t i e s  such as shipping , trad e and carg o-
handl ing ;  and on the o t her hand , there are works dealing wi th the c i t y  
h 1 b 1 . . . t '  ' t '  1 7  a s  a w o e u t  neg e c t 1ng mar1 t 1me ac 1v1 1 e s . In the lat ter cas e , 
the port c i t y  b e c omes ' l i t tle more than a c i ty that happens to  b e  
l ocated a t  t h e  sho r e  line ' . 1 8  A comprehens ive analys is  of a por t  ci ty 
requires a mul t id i s c i p l inary app roach which recogni s e s  the links be tween 
po rt  and city  d evelopment . 1 9  It should be s t r e s s ed at the out s e t  tha t 
this the s i s  falls  into the f i r s t  category , that i s , it  provides  a 
detailed study o f  the Port  o f  Fremantle  and make s no claim to provide an 
urban hi s t o ry . Unf o r tunately , there i s  no comprehens ive urban his tory 
o f  Fremantle  in our  period let alone e s t ima t e s  of ' gross  city produc t ' 
which could clarify  the working o f  t h e  urban 2 0  economy . Further 
res earch i s  r equir ed int o  the economic , pol i t i c al and social  s t ructur e 
of  the city b e f o r e  the contribut ion o f  the port  can be d i s entangled . I t  
i s  hoped , however , that thi s the s i s  offers  a us eful fir s t  s t ep in 
identifying the p o r t ' s contribution to Fremant l e ' s emergence as a por t  
c i ty . 
The s our c e s  us ed in thi s the s i s  includ e archive material , 
government repo r t s  and publ ica t i ons , parl i amentary papers and d ebate s , 
news papers  and per i o d i c al s . The F r emantle P o r t  Autho rity all owed ac c e s s  
t o  their surviving r e c o rds f o r  t h e  period 1 9 03 t o  1 939  and thes e  were 
the main pr imary sour c e  us ed in the the s i s . In add ition , cons id erable  
use  was made o f  the  records  of  the  Harbour and Lights and Public  Works 
Depar tments , whi ch are located in the J . S .  Bat tye Library o f  Wes t  
Aus tralian hi s t o ry . The Federal and Fr emantle Branch records o f  the 
1 0  
Wa ter s id e  Wo rker s ' Federation located  i n  the Aus t ral ian Nat i o nal 
Univer s i ty ' s Archives o f  Bus ine s s  and Labour Hi s tory were an 
ind i s pensable sourc e  for Chapter 5 .  L imi ted us e was al so  made  of  the 
records o f  a numbe r  of federal government depar tment s .  
Outl ine o f  the s i s  
Becaus e s ome as pe c t s  o f  the por t ' s  hi s t o ry ,  such a s  cargo­
handling , do no t l end thems elve s to a s t r i c t ly chronological approach , 
the the s i s  i s  organ i s ed on a topical bas i s .  Chapter 2 cha r t s  the 
evolution o f  f ormal port admini s trat ion and control at Freman tl e . 
Changes  in s o c ial and economic cond i t io ns led to change s  in po r t  
admini s tr a t i o n ;  t h u s  the Freman t l e  Harbour T r u s t  Ac t 1 9 02  which  
e s tabl i shed t he  FHT , was amended in 1 90 6 , 1 9 1 1  and 1 9 1 3 . The 
governmen t ' s  d e s ire  to  pre s e rve r ev enue led it to  keep a t ight control  
over port financ e s  and the r e  were complain t s  about the  port be ing us ed 
as a ' t ax-c ollect ing machine ' .  However , the FHT was given power t o  
undertake cargo-hand l ing , an unique respons i b i l i ty f o r  an Aus t al ian po r t  
autho r i ty . The men res pons ible for guid ing the d e s t iny of the Trus t are 
cons id ered , al though surviving port  records  provide few clues as  to  
their per s onali t i e s . 
The next two chapters  d i s cus s the growth and changing 
compo s i t ion of port ac t ivi ty  as  mea s ur ed by cargo f lows and pas s eng e r  
flows ( Chapt er 3 )  and ship movement s  ( Chapter  4 ) .  Port  trade mirrored 
d evelopments  in the s tate a s  a whole  so Chapt er 2 chart s  the growth of 
the We s t  Aus tral ian economy between 1 903  and 1 93 9 .  Wes t er n  Aus tralia 
r emained a b a s i c ally pr imary produc ing s ta t e , wi th a small manufacturing 
s e c to r , throughout thi s period . The resul t  wa s that Fremantl e ' s expo r t  
trade was d ominated b y  grain , woo l ,  t imb er and o t her primary produce and 
1 1  
the import  trade b y  manufa c tured good s originating from bo th ove rs e a s  
and int er s ta t e .  However , f r om the 1 9 2 0 1 s onwards imports o f  o i l  and 
petrol als o  became imp o r tant . Fremantl e ,  aided by its  geog raphic a l  
l ocation and favourable railway connec t ions , r emained t h e  s t a t e ' s  
premi er port throughout the period . However , af t e r  the gold rush e s  
subsided i t  experienced r e l a t ive decl ine as  a g a teway f o r  t h e  nat io n ' s 
trade . From an interna t i o nal point o f  view Fremantle  remained a mino r 
port s erving a s pa r s e ly populated corner o f  the B r i t i sh Empire , ye t i t  
achieved some wid e r  imp o r tanc e as a port of cal l and bunker ing po r t . 
The imp l i c a t i ons o f  t r ade for the port  var ied no t only accord ing 
to  its  volume and pa t t ern but al s o  accord ing to the nature o f  the shi p s  
i n  which the cargo was carried . Thus in Chapter  4 cons iderabl e 
attention is given to changes in the typ e s , s i z e s  and techno l ogy o f  
ves s els  calling a t  F r eman t l e . One of  the mo s t  s t riking changes  was the  
tendency toward s increa sed  ship  size : be tween 1 9 0 3  and 1939  the  aver a g e  
ves s el call ing inc r e a s ed f rom about 1 , 800 t o  5 , 000 ne t r e g i s t e r e d  
tons . But the por t  had to cope wi th ves s e l s  of 20 , 000 tons and above , 
us ually ma il s te amers and pas s enger l iner s . 
required co s t ly deep-wa ter  channels and ber ths . 
Chap ter 5 deals  wi th carg o-handl ing 
The se l arge ves s el s  
practic e s , working 
cond i t i ons and indus t r ial  relations on the wat e r front at Fremantl e . A 
wide range of people  d e r ived employment opportuni t ies  f rom the operat i o n  
of  por t s  but probab ly  the mo s t  important sing l e  group of wo rke r s  we r e  
the wharf labourers  who und ertook the phys ical hand l ing o f  cargo . A s  
l a t e  a s  1 93 9 ,  the i r  task remained a bas i cally manual one , requir ing 
cons iderable phys i cal s tr ength ;  moreover ,  i t  was o f t en und e r t aken i n  
arduous and hazardous cond i t i ons . The wharf  laboure r s  wer e  empl oyed o n  
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a casual bas i s , a sys t em o f  empl oyment as s o c i a ted the wo rld over  wi t h  
low and irregular e arnings , p o o r  working cond i t ions , indus trial unres t  
and res t r i c tive prac t i ces . The lat t e r , des igned to provide add i t ional  
employment through ove r-manning , s pinning out work and s imil a r  
prac tices , reduced labour e f f i c i ency and , together wi th t h e  uni que 
problems Fremantle  faced as  a port  of call ( for example , awkwardly 
s towed carg o ) , helped  her acquir e  a reputa t i o n  of being a ' s l ow ' po rt . 
Chap t e r  6 t r aces  the phys ical evolut ion o f  the port in r e s pons e 
t o  changes  in trad e , pas s enger  and ship f l ows . The FHT's end eavours t o  
make Fr emantle  a ' f i r s t  c l a s s  por t 1 l e d ,  among s t  o ther thing s , to  the  
deepening of  the  harb our , an  abo r t ive a t t empt  to provide a dry-dock , and 
the development o f  bulk oil and grain hand l i ng .  But as we ob s e rved 
earlier , the por t ' s bas i c  phys ical  lay- out remained relat ively unchanged 
as late as  1 93 9 ,  thereby t e s t i f ying to  the s oundnes s  of  C.Y. O ' Conno r ' s 
s cheme . 
In view of  the impac t  of the FHT ' s financial capabil i t i e s  on the 
por t ' s res ponse to  change , it is nece s s ary to examine port f inances  in 
s ome detail . Thus Chapter  7 examines port  income and expend i ture 
patterns , charging prac tices , s ourc e s  o f  cap i t al funds and the 
prof i tabil i ty o f  por t  operati ons . The FHT ' s finances  and in par t i cular 
its tariff p o l i cy , were shaped by a var i e t y  o f  pressures includ ing 
revenue requ i r emen t s , pol i t ical  bargaining , s t a t e  development po l i c ie s , 
as well as hi s to r ical iner t i a . 
F inally , in Chapter 8 we examine a number of yards t i cks o f  
phys ical , f inanci al and admini s tr a t ive e f f ic i ency , i n  order to  a s s e s s  
the per f o rmance of  the port  and i t s  admini s trators  be tween 1 9 0 3  and 
1 93 9 . We f ind that the FHT g enerally managed to keep the por t ' s 
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phys i cal fac i l i t i e s  ahe ad of the requirement s  of trade and shi pping , 
although there were c omplaint s about slow turnround and l abour 
ineffic iency during the 1 9 2 0 ' s . However , the development of Aus t ralia ' s  
wes t ern gateway was a c ompl ex a f f ai r ,  involving a l arge number o f  
o rgani sations and ac t o r s , no t jus t the FHT . The mul t i pl i c i ty of  
decis ion-makers a f f e c t ing and a f f e c ted by  port  development g ives ports  a 
unique complexity . I t  i s  thi s compl exi ty , in par t i cular , which ensur es 
that ports  are more than pas s ive l i nks in the int erna t ional trans port  
chain and are wor thy o f  s eri ous cons i d eration by hi s t o rians . 
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CHAPTER 2 
The Devel opment of  Port Adminis t ration at Fremantle 
1 903  to 1 93 9  
The ob j ec t ive o f  thi s chapter i s  t o  char t the evolut ion  o f  
formal p ort  admini s tr ation a t  Fremantle . Thi s d i s cus s ion of 
adminis t ra t ive  arr angement s  i s  an es sential background for later 
chap ters  which deal wi th  trade , shipping , carg o-handl ing , por t 
development and port  f inances . 
Al though the pr imary focus is  on the Fremantle  Harbour Trus t 
(FHT ) which c ommenced operat ions on 1 January 1 9 03 ,  i t  i s  f irs t 
nec e s s ary to  cons i d e r  earlier  f o rms of adminis t ration  in order to 
explain the reas ons for its  crea t io n .  We then examine the d evelopmen t 
o f  the FHT ' s  power s  and func ti ons be tween 1 90 3  and 1 93 9 . Detailed 
a t t en tion i s  g iven t o  admini s tr a t ive re f o rms in the areas o f  c arg o-
hand ling and pil o tage s ervices . Finally , we cons i d e r  the per s o nal i t i e s  
res pons ible f or guid ing t h e  de s t iny o f  t h e  Tru s t  dur ing the f i r s t  forty  
years of thi s century . 
1 .  Phys i c al and organi sational devel opment of the po rt  to 1 90 2  
I n  1 8 2 9 Cap t a i n  James S t i r l ing founded a s e t t l ement o n  the banks 
of the Swan Riv e r . He l a t er wro t e : 
On our arrival here wi th the exped i t ion the impe r f e c t  
knowl edge whi ch I had o f  the country was o f  course  s oon 
ext ended and it was found in cons equence that a Town at 
the mouth of the E s tuary would be  requi s i te for  land ing 
goods  and as a Po r t  Town , while  ano ther suf f i c iently high 
on the River t o  a f f o rd easy communication be tween the 
Agr i cul turali s t s  on the Upper Swan and the Commercial  
Interes t  at the Port would tend much t o  the  s peedy 
occup a t i o n  o f  that use ful Di s t r ic t . In s e l ec ting a s i t e  
f o r  t h i s  purpo s e ,  the pres ent po s i t ion of  P er th s e emed t o  
be  s o  decidedly  preferabl e  i n  bui ld ing mat e r i a ls ,  s t r eams 
of water  and f a c i l i ty of c ommunica t ion t hat I was induc ed 
on the s e  g round s t o  est ab l i sh the Town ther e . l 
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The por t  town was named Fr emantle , after  Captain  Charles  H .  Freman tl e ,  
who took pos s e s s ion o f  this par t o f  the cont inent in the name o f  Hi s 
Ma j es t y  King Geo rge  IV on 2 May 1 82 9 . 
Al though i t  appeared natural to S t i r l ing to s i t e  the colony ' s 
port  at the mouth o f  the Swan River ,  i t  was far f r om an id eal location 
bec aus e a rock bar blocked the mouth of  the  r iver , prevent ing the  entry 
of ocean go ing ve s s e l s . 2 Shi ps had to anchor in the  expo s ed Gage Road s 
and lighter the i r  car g o e s  ashore . It  was then trans ferred to river 
craft and f e rr i ed up- r iver o r  carried by hor s e  and cart over a rough 
road to Perth . 3 
The f ir s t  po r t  fac i l i ty wa s a small j e t ty buil t  near Ar thur ' s  
Head in 1 8 3 2 . By 1 8 7 5  there were three l ight e r age  j e t ties , one in the 
river in five feet o f  wat e r  and two s .outh of Ar thur Head in eight and 
4 twelve feet  of  wa t e r . In o rder to  cater for  t he incr easing s i z e  o f  
shi ps one o f  the l a t t e r  j e t t i e s , known as the Long J e t t y , was ext ended 
into 20 feet of wat er in 1 893 . Thi s wa s ,  a t  b e s t , only a make s hi f t  
arrangement , becaus e the j e t ty was unus able in heavy wea ther . A south-
we s t erly gale d id s o  much d amage to  one ship that the Cap tain d eclar e d: 
I t  i s  c e r t a inly the wor s t  place I o r  anyone el s e  ever 
s aw .  No p l ac e  to s end a shi p  o f  thi s s i z e  • • • I would 
no t come to  thi s por t  again and be obl iged to d i s charge at 
this wha r f , if  t hey made me a pre s ent o f  the ve s s e1 . 5 
Bad weather al s o  inte r rupt e d  cargo-handling caus ing ships to spend a 
long t ime in p or t . The b arque Catal ina , which arrived in March 1 8 8 6  
wi th 6 0 0  tons o f  carg o , t o ok five weeks t o  unl oad even though she was 
equipped with s te am winches to help unload her c argo into l ight er s . 6 
No t surpr i s ing l y , shipowne r s  cons idered Fr emant l e  ' a  po r t  to avoid ' and 
demanded high f r e ight r a t e s  in o rder to compensate for  the r i s k  o f  
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c al l ing . 7 The  over seas  mail s t eamer s p r e f e r r ed t o  call  a t  Al bany , 
located s ome- 2 50 mil e s  to the s outh , because it o f f ered  a s a f e  d e e p ­
water harb our . 8 
Admini s t r a t i o n  o f  Fr emant l e  harbour wa s d ivided b e tween four 
government d e par tment s :  the Harbour Mas t e r ' s  Depar tment , Cus t oms , 
Ra i lways and Pub l i c  Wo rks . 9 Th e f i r s t  Ha r bour Ma s t er , Commander M.J . 
Cur r i e , was appo inted by S t irling whi l s t  enroute to the c olony on the 
Pa rme l ia .  Fr om tha t t ime onwards  _the Ha rb our Ma s t er ' s Depar tment 
controlled shipp ing movement s ,  pilotage and o ther naviga tion s ervices . 
The Cu s toms De par tment ' s  r e s pons i b i l i t ie s includ ed j e tty  and sho r e  
ac t ivi t i e s  a s s o c ia t ed w i t h  car g o -hand l ing unt il the j e t t ies  wer e  
c onnec ted t o  the r a i lway s ys t em i n  1 8 9 1 , when control o f  the s e  
ac t ivi t ies  wa s trans ferred to  the Rai lway 1 s De par tment . Al l 
c ons t ruc ti o n  wo rk in  the po r t  wa s unde r t aken by the Pub l i c  Wo rks 
Depar tment . We will s ee later that thi s d ivided control  l ed t o  a lack 
of c oord ina t i o n  and d e l ays in port  admini s t ra t i o n  and d evelopment . 
Accord ing to  G. Hend er s on , poor por t  fac il i t ie s  at Fr emantle  and the 
nor th-we s t  out po r t s  c ontr ibuted t o: 
a high inc id ence  o f  shipping casual  t i e s , higher f r e ight 
rates  and insuranc e rates , s l ower- turnround po t en t ial , and 
c onse quent ly an ab s ence o f  larger v e s s e l s  o n  the c o as t . 
The l ack o f  - f ac i l i t ies was al s o  t_o delay for  a t ime , but 
no t p r event , the introduc tion  o f  s t eam on the var ious 
route s to Fr eman tle . 1 0  
Fr om the 1 83 0 ' s onwards var ious propo s a l s  vTere  mad e  t o  make 
Fremantle into a safe  and e f f i c i ent harbour . 1 1  In 1 83 9 ,  for example , 
J.s. Ro e ,  the Surveyo r Ge neral , submi t ted a d e s ign for  a harb our 
cons t ruc ted und er the shel t er of a breakwa t e r  o ff Ar thur Head . The 
fir s t  propo s al  f o r  a harbour in the r iver wa s mad e 'by W .  Ph elps , 
As s i s t ant Surveyo r , in 1 8 5 6 . Thi s  involved dredg ing a 3 00 feet  wid e  
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channel up- river and reclaiming land on both s i d e s  of  the channel . S ome 
experts on harbour cons t ruc t ion even s ugg e s t ed abandoning F r emantle  and 
bui ld ing a new p o r t  at Cockburn Sound . In 187 0 ,  W . T . D oyne, f o r  
example, recommended agains t t h e  development of  F r emantle b ecau s e  o f  
' the numerous natural diff i cul ti e s  to b e  cont ended wi th, and the 
cons equent g r eat c o s t  and unc ertainty of  works und e r t aken f o r  s uch a 
purpos e .  ' 1 2  I t  appear s tha t he reached thi s conclus ion af t e r  s t udying 
t imber t r ans port  in We s t ern Aus tralia . 
Timber was cut eas t o f  Fr emantle in the Dar ling Range s  and Drawn 
by hor s e  and cart t o  ' the muddy dyke called the "Canning River" ' .  I t  
was then ferried down s t r eam t o  Fremantle b y  river boa ts . In rough 
weather the s e  boats  c o uld no t g o  out to Gage Ro ads so the t imber had t o  
be  tran s f e r r ed t o  mor e  s e awo r thy craft . Doyne argued that thi s mul t i p l e  
handl ing c ould be avo i d ed by s end ing the t imb er by r a i l  to  Cockburn 
Sound . In 187 2 timb e r  compan i e s  bui l t  a rai lway f r om Jar r ahdale to 
Rockingham; the t imb er t r ade f louri shed unt i l  the o pening o f  the Inner  
Harb our in the 1890 ' s . 13 But i t  was over 7 0  years  b e f o r e  any major po r t  
f ac i l i t ies  were l o c a t ed at Cockburn Sound . 
Be tween 187 7 and 1 89 1  an eminent B r i t i s h  eng ineer, S i r  John 
Coode, s ubmi t t ed s everal s chemes for  a harbour out s ide the mouth o f  the 
Swan River . But hi s s cheme s,  l ike tho s e  of Doyne and othe r s ,  never 
reached f rui tion . There wer e  b a s i c ally two reas ons f o r  thi s . F i r s t ly, 
repo r t s  f rom all eng ine e r s ,  includ ing S i r  John Coode, adv i s e d  that the 
l ack of t idal cur r ent s at F r emantle  would cause the rapid s i l t ing up o f  
any harbour cons t ruc t e d  i n  the river . Sec ond ly, and probably mo s t  
impor tan t ly, the c o s t  o f  mo s t  o f  the propo s al s  was b eyond the economi c 
r e s ources  of  the f l e d g l ing colony . For exampl e, in 1 887 Coode pro p o s e d  
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a scheme for a port  a t  the river mouth a t  an es t imated cos t  of£ 495 , 000 , 
more than three t imes the amount the government proposed to s pend . 1 4  
Money for developmental works was limited until  the granting of 
res pons ible government in 1 8 9 0 ;  henceforth , the government s  of Wes tern 
Aus tralia wer e  free to borrow money on their  own account , wi thout 
reference to  the Bri tish Government . 1 5  But , above all else , it was the 
gold rushes of the 1890 ' s  that provided both the means and the incentive 
for inves tment in harbour and other trans port facilities . 
Gold trans formed the economies  of the eas tern colonies  in the 
1 850 ' s ; it produced a s imilar trans formation in Wes tern Aus tralia in the 
1 890 ' s .  The population of Western Aus tralia grew from about 48 , 500  in 
1 8 9 0  to 1 80 , 000 in 1 900 ; a fourfold increase wi thin a d ecade . 1 6 
Government revenue rose  from f. 1 .  2m in 1 8 94-95 to £3 . 08 million in 1 8 9 9-
1 90 0 .  External trade leapt from t1 . 55 million in  1 8 90 to  £1 2 . 81 million 
in 1 900 . 1 7  The tonnage of shipping calling at Fremantle ros e  from 
44 , 000 tons in 1 888 to 66 , 000 tons in 1 8 9 1 ; by 1 900 shipping tonnage had 
pas s ed the mill ion mark . Thi s  mas s ive expansion of port activity 
overtaxed the capacity of the por t ' s  facili ties , echoing the experience 
of the port s  of Sydney and Melbourne , forty years or so earlier • 18  
There was an urgent need for inves tment in harbours ,  railways� water  
supplies  and o ther infras tructure required to service  the needs of a 
growing economy . 
Wes tern Aus tralia ' s  fir s t  premier , John Forres t , ' a  man of  
forthright r ec t i tude , robus t commonsens e ,  and homely hardheadednes s ' , 1 9 
embarked on an extensive programme of public works . During the decade 
in which he was premier the public debt  increa s ed from � 1 . 4 million to 
l1 2 .  2 million . 2 0 In  1 8 9 1 , in what  proved a par t icularly as tute move , 
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Fo rrest  appo inted  C .Y .  O ' Co nnor as  engineer-in-chief . O ' Co nnor ,  who was 
born and t£ained in Ireland , had acquired extens ive experience of  public  
wo rks pro j ec t s  in New Zealand , and provided the  profes sional skills  
neces s ary to translate Forre s t ' s  plans into  reality . He was an 
out s tanding exampl e  of ' the general prac t i tioner s '  of the engineering 
profes s ion ,  men who could turn their hands to a wid e  r ange of pro j ect s , 
including in hi s case  railways , a water pipeline and harbour works . 2 1  
M. Tauman , i n  h e r  book The Chief, C . Y .  O ' Connor describ ed him a s  ' a  man 
o f  b rilliant g enius and remarkable  foresight . ' 2 2  R . T . Appleyard has 
said that ' in this trilogy o f  circums tances  
responsible government and pol i tical leadership  
d i scovery of gold , 
l ie s  the key t o  
under s tanding the nature o f  economic change i n  the decade pr ior to  
f ederation. v 2 3  Doub t les s , Ap pl eyard would a l s o  acknowl edge the 
contribution of dedicated public servants s uch as  C . Y .  O ' Connor . 
The Pr emier , John Fo rres t ,  was de termined t o  a ttrac t  the mail  
s teamer s to Fremantle . From the 1 840 ' s  onward s the que s t  for adequate  
steam communications and mail services  wi th Br i tain had generated 
cons iderable r ivalr ies  b etween the Aus tral ian colonies . The fir s t  
c omprehens ive mail  contract providing a weekly s ervice  from England to  
Albany , Adelaide , Melbourne and Sydney was not , in  fac t , d eveloped unt i l  
1 8 8 8 . 2 4  However , a s  early as 1 8 5 2  mail  s t e amers had  began calling a t  
Albany , some 2 5 0  miles t o  the South of Fremantle . Mail for Fremantle  
and Perth was off-loaded and sent  by small coastal  s teamers to  
Fremantle . Fr emantle and Perth inter e s t s  agi tated for the mail s teamer s 
to  call at Fr emantle but they r efused to  d o  s o  unt i l  a s e cure harbour 
�as available . 2 5  Thus the first task that Forr e s t  gave O ' Connor wa s to  
provide a sui tab l e  harbour at Fr emantl e .  
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After detai l ed inves t igation , O ' Connor rejected the no tion that 
sand drift would p revent the opening up o f  the r iver and recommended the 
cons truc tion of  a commercial port inside the river . The scheme involved 
the cons truct ion of two moles to pro tect the entrance to the r iver 
estuary , the blas t ing and dredging of a channel through the rockbar to a 
depth of  3 0  feet , d redging o f  the river channel to  30 feet , reclamation 
of land for quay and warehouse spac e ,  and the levelling of Ar thur ' s  Head 
for railway s id ings and the provis ion of a g raving dock and slip . 2 6 
After some ini tial  oppo s i tion Forre s t  accepted hi s 
cons truc tion o f  the North Mole  began in November 1 8 9 2 . 2 7  
plan , and 
By 4 May 1 8 97 enough of the rockbar had been cleared to allow 
the first  ocean going ves s el ,  the Sul tan of 2 , 0 6 2 tons to enter the new 
harbour . The fir s t  mail  steamer to enter was the Norddeut s cher Lloyd ' s 
Gera of  5 , 005 tons on the 1 0  Augus t 1 8 9 8 .  But the Peninsular and 
Oriental Steam Navigation Company and the Orient Line , the holders  o f  
the government mail  contracts , delayed the swi tch t o  Fremantle unt il  
their representative Captain T . S .  Angus had had a chance t o  inspect  the 
new harbour . In 1 8 9 9  he vi s i ted Fremantle and expres sed concern tha t 
s teamers might be  unable  to leave Victoria Quay in rough weather. 
Forrest  authori s ed cons truct ion of a s pec ial mail  boat jet ty on the 
north quay desp i t e  O ' Connor ' s  claim that i t  was unneces sary . 2 8  I n  fac t , 
the jet ty was never u sed by mail boats  and was eventually demoli shed in 
1 91 5 . 2 9  As  further inducement to  the mail  s teamers , the government 
agreed to provide tugs free of charge until  the Inner Harbour was 
completed , much t o  the chagrin of local tugowners . 3° Furthermore , a 
conces s i onary rate  o f  j: 3 0 , introduced in 1 8 9 2  t o  c over all dues paid by  
mail steamers at  Albany , was extended t o  Fremantle  f o r  the l i fe  of the 
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current mai l  contract . 3 1  These  c oncess ions s ugges t  that the government 
was determined to  at tract the s teamers to Fremantle , regardle s s  o f  co s t , 
and that the Bri t i sh shipping companies were no t s l ow to  exploit  their 
bargaining power . 
In Augus t 1 9 00 Captain Angus reported that the harbour was s afe 
for mail s te amers ; Albany ' s  days_ as the c olony ' s  mail s ta tion were 
e f fectively over. The first Bri t i sh mail  s t eamer to  enter was the 
Orient -Pac i f ic Line ' s  Ormuz which arrived from the eas t ern s ta te s  on 1 3 
Augus t 1 9 00 ; the firs t Bri t i sh s teamer outward bound from London to  
enter was the Peninsular and Oriental Company ' s  Himalaya on 13 Sep t ember 
1 900 . 3 2 O ' Co nnor' s  s cheme and the government ' s  c once s s i ons had f inally 
succeeded in e s t ablishing Fremant1e  as  the colony ' s leading port . 
Cons truc t ion work on the harbour was largely f inished by 1 9 03 ,  
with the except ion of the graving dock . Although a maj or sub j ec t  o f  
d i scus sion in  parliament and the pres s  from 1 900  onwards , work on the 
dock did no t commence until  1 9 0 8 . 
d i scus sed in d e tail in Chapter 6 .  
The i l l-fated dock pro j ect  will  b e  
The layout o f  'the Inner Harbour remains fundamentally unchanged 
to this day : a s triking tribute to the soundness of  O ' Connor ' s scheme . 
Op ening up the river co s t , howeve.r: , almo s t  J 1 1 ; 2 mil l ion , t e s t i fying t o  
the advantages o f  a port such a s  Albany , which was endowed wi th a 
natural dee pwa ter harbour. However, i t  was c laimed that Fremantle was 
now ' a model  o f  what a modern harbour should b e .•3 3  
Once  a s ound phys ical infras truc ture had been created , the  next 
task was 
development. 
to  provide for i t s  e f f icient operat ion and future 
We have s een ( p.l 8 )  that c ontrol o f  the harbour was 
divided between f our government departments : Harbour Mas ter' s ,  Customs , 
24 
Railways and Public Works . Port us ers  complained that thi s  divided 
control led to a lack of  coordination and d elays . The goldrushes o f  the 
1 890 ' s  put increased pre s sure on the port . In January 1 8 96 , when 
inflows of migrants and goods were part icularly heavy , a mee ting o f  
merchants  and shipping agents  claimed , for example , that the railway 
sys tem was c ompletely disorgani s e d .  Railway trucks were loaded 
indiscriminately , wi th ' po tatoes and onions at the bottom ,  wi th 
machinery on top; boxes of but t er were expo s ed to the hot sun so tha t  
their contents mel ted and spread over the wharves .  v 3 4  The resul tant 
public outcry eventually led to the d i smi s s al of H .W .  Venn , the Minis ter  
of Railways and Public  Works . 
Captain Laurie , a leading stevedore , later complained that the 
Harbour Master  could berth a ves sel  where he l iked but that the Railway 
Department might refus e to take cargo away from the ves s e l . 35 The 
Railway Depar tment adhered to a s trict s chedul e :  trucks were placed 
alongside a ves sel  at 8 o ' clock in the morning and removed at 12 
o 1 clock , regardles s  of  the needs of  shipping . It was nece s sary t o  
travel t o  Per th i n  order t o  appeal t o  the Head o f  Department . The 
Public Works Depar tment appeared to be unaware of the speciali s ed need s 
of port operators : for example , i t  des igned some sheds wi th a gap of  1 6 6  
feet between them and the wharf edge , unnece s s arily increas ing trucking 
and handling cos t s . Even minor improvement s  wer e  made only after long 
delays .  In 1 8 9 9  it  was claimed that London b rokers were threatening t o  
revert t o  the old prac tice  o f  lightering goods ashore , rather than tie  
up at Fremantle ' s  wharve s . 3 6  A local merchant complained that  freight 
rates between Europe and Fremantle wer e  25 per cent higher than thos e  
between Europe and the eas t ern s ta te s . The main reason for this was the 
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slow dis charging at Fremantle . 37 The Ron . J . J .  Higham , M . L . A . f or  
Fremantle , c omplained that the Rai lway and Works Depar tment s '  
adminis tration had been charac terised by ' want of sys tem ,  want  of proper 
appliances , and conflict of intere s t s . ' 3 8  Clearly , there was a 
pressing need for  a more unified sys t em of port  adminis tration and 
control . 
2 .  The formation  of the Fremantle Harbour Trus t 
The depar ture o f  the Premier , John Forres t , for federal politics  
in  1 90 1 , l ed to  a short  period of poli t ical ins t ability which appears t o  
have delayed attempt s  to reform port  adminis tration . However , i n  July 
1 902 Wal ter Jame s ' Government assumed o f fice  and the following month the 
Colonial Secretary , the Ron .  w .  Kingsmill , introduced a bill in 
Parliament de s igned to establish a harbour trus t at Fremantle . Af ter 
considerable  debate  over the details  of the bill , i t  was pas s ed on the 
11 December . From 1 January 1 9 03 The Fremantle Harbour Trust Act vested 
exclus ive control  and adminis tration of the harbour in a body corporate , 
the Fremantle Harbour Trust , with common s eal , power to hold land and 
perpetual succe s s i on . 3 9 Al though some modifications have been made  to 
cope with changing c i rcums tances ,  the Fremantle Harbour Trus t ,  r enamed 
the Fremantle Por t  Authority in 1 964 , continues to guide the dest iny o f  
the port t o  thi s d ay .  Such longevity s ugge s t s , a t  least superficially , 
that the 1 903 Ac t mus t  have incorporated sound principles of  maritime 
admini s tration . 
The beginning of  modern harbour management and control  can be 
traced back to  1 857 when the Mersey Docks and Harbour Board was 
formed . Sub sequently , s imilar forms of  organisation developed 
throughout the Bri t ish Empire . 4 0  Melbourne acquir ed a harbour trus t a s  
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early as 187 6 and the Fremantle Harbour Trus t Act was largely based on 
The Sydney Harbour Trust Act 1 90 1  and a New Z ealand Act of 1 87 8 . 4 1 
Throughout Aus tralia ,  a large variety of port  authorities have evolved 
with varying powers and systems of control , reflec t ing the impac t  of a 
multi tude of fac tors , including geography , the nature of  the hinterland� 
the type and volumes o f  cargoes , and national and s tate poli tics . By 
the 1 960 ' s  ther e  wer e  about 90 maj or po rts  in Aus tralia adminis t ered by 
35 different s or t s  o f  authori ties : ' a  sys t em tha t  grew up topsy-turvey 
from the days of pioneer settlement and sailing ships  communications , 
developed during the days of S tate separat i sm and r egional pr ide and 
j ealousy and was never consolidated when the fragments  became the 
Commonwealth . • 4 2  Wi th thi s background , w e  will now turn and consider 
the detailed provis ions of the Fremantle Harbour Trus t Ac t .  I t  is  
helpful to examine them under the following three headings : areas  of  
jurisdiction ;  adminis t rative structur e ;  
res pons ibili t i e s . 
( a )  Areas o f  juri sdic t ion 
and s tatutory power s  and 
The FHT was given jurisdic tion over the Inner Harbour from the 
seaward ends of the moles up to the railway bridge  - an area o f  about 
152 acres of land and 250 acres of water . The land area , on both banks 
of the river , provided ample space for berths , wharf sheds , railway 
lines and other por t  facilitie s . 
The Trus t was also  given control over an Outer Harbour , bounded 
by a line extending f rom a point about s even miles north of Fremantl e ;  
then in a south-wes t erly  direc tion t o  Bathurs t  Point on  Rot tnes t I sland ; 
thence along the eas tern shore of the i sland and Garden I sland to John 
Point on the mainland . This  Outer Harbour covers a vas t  area of 1 1 4 , 000 
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acres o f  water . No land in the Outer  Harbour was ves ted in the FHT but 
in 1 9 1 1 the Commonwealth decided to es tablish a naval base at Cockburn 
Sound and acquired a s trip  of land along the coas t six miles  long by one 
and a quar ter miles deep . Plans for the naval base were abandoned in 
1 9 1 8  and the land remained largely undeveloped . 43 Thus in the 1 950 ' s  
when the s tate  g overnment at tempted to at tract indus try to Wes tern 
Aus tralia , through a quirk of fate there was ample  land in the Outer  
Harbour for  port facil i t ies and waterf ront indus try - an  at traction no t 
readily available  in cramped metropolitan port s  in the eas tern s tate s . 
( b )  Admini s trat ive s tructure 
The control of the FHT was ves t ed in five par t- time 
Commiss ioners appointed by the Governor in Council . Their appointment 
was for a three  year term ,  and they were el igible for reappointment at 
the end of tha t  period . The day-t o-day admini s tration of  the harbour 
trus t was placed in the hands of a secre tary , who did no t have a seat on 
the Board. Mini s t er ial res pons ibility for the FHT re s ided with the 
Colonial Secretary . 
The dec i s ion to  appoint five part- time Commis s i oners was arrived 
at only after long d ebate . The Colonial Secre tary c i ted the view tha t  
the ideal harbour commi s s ion should cons i s t  o f  one man ; he expre s s ed a 
des ire to avoid the s ituation at Melbourne where there were 1 7 
Commiss ioner s , repre senting a wide range of por t  and city intere s t s . As 
a consequenc e ,  i t  was d i f fi cult for the Melbourne Commis s ioners to  reach 
a consensus ,  l ong and sometimes extremely acr imonious debates 
resulting . By contras t ,  at  Sydney there were only three full- t ime 
Commissioners and 1 f or  the purposes and in the circums tance s  of  the 
Sydney Commis s ioners the cons t i tution of the Sydney harbour trust  is the 
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ideal cons t i tution ' .  44  Nevertheles s , for  a less  wealthy por t  such as 
Fremantle , the government favoured f ive par t- t ime commi s s ioner s . It  i s  
interes ting that Frank Tydeman , General Manager o f  the FHT between 1 9 5 0  
and 1 9 6 5 , looking back on  a l i f e- t ime ' s  experience of cons truct ing and 
operating port s ,  claimed tha t the bes t arrangement was a ' dictator  who 
knows his j ob 1 • • 4 5 However , f ew governments , except in war- t ime , have 
followed such a cour s e , indicating perhaps that benevolent dic tators 
with the nece s sary quali f ications and experience are in short s upply . 
Regarding the selection of  commis s ioners , i t  appear s that 
Aus tralian authoritie s  have tended to favour government appointmen t s  
rather than the idea of elec tive user  representa tion . Thi s may b e  due 
to the fact that Aus tralia lacked an overseas fleet and so elec tive user 
representation would have given foreign shipowners , a principal group of 
port users , an undue influence  on port policy . 4 6 Another po s s ible 
reason was the fac t that Aus tralian por t s  were  mainly sta te financed ; 
Aus tralia lacked the private harbour companies which were c ommon in 
Britain . 4 7  Never theles s , Wes t  Aus tralian governments  usually consul ted 
the principal interes t  g roups such as  merchant s ,  shipowners and even , on 
occasion ,  waterside  unions , before making an appointment . The ques tion 
of s taffing and details  of personali ties  will be cons idered later in the 
chapter .  
( c )  S tatutory power s  and responsibilities  
The power s  and dut i e s  of  the Commis s ioners were  summari s ed in 
Section 24 of the Act :  
The commis s ioners  shall have the exclus ive control of the 
harbour , and shall be charged with the maintenance and 
preservation of all property ves ted in them under thi s 
Act .  
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In addition ,  the Commis s ioners were  t o  provide and control the pil otage 
service and maintain the l ights , buoys and s ignal sys tems of the port . 
Although the FHT Ac t ves ted  sole control  of the harbour in the 
hands of the Commi s s ioners , there were s igni ficant l imi tations on their  
autonomy , especially in  financial mat ters . All revenue had to be paid 
to an FHT account controlled by Treasury , and was chargeable in each 
year wi th interes t , sinking fund , and all cos t s  of operating the port . 
Any balance r emaining was paid to Cons olidated Revenue . All 
expendi ture , o ther than purely maintenance work funded from the Trus t ' s  
own revenue , had to be approved by the government : the Trus t c omplained 
that i t  could no t even promote a man from fireman to engine-driver of  a 
s team launch , ' without bringing into operat ion the whole paraphernalia  
of the proces s  of  approval by Hi s Excellency the Governor  in  Executive 
Council , and publication in the Government Gazette . 1 4 8  Furthermore , 
although the Trus t was responsible for the maintenance of the por t  all 
works of cons t ruct ion and extens ion were s t ill to  be carried out by the 
Public Works Department . Section 2 5 of the Act provided fo r thi s as 
follows : 
The completion and extension wi thin the harbour of  all 
harbour works shall be deemed Government work within the 
meaning of the Public Works Ac t ,  1 902 , and may be 
undertaken by the Mini s ter for Works on the recommendation 
and under the advice of the Commi s s ioner s . 
Thus as far as capi tal works were  concerned , the Commis s ioners were  
merely an advisory body , wi th the government having final say . 
Ini t ially , there was some d i sagreement over the value o f  the 
capi tal works to  be ves ted in the Trus t . For  example , the Public Works 
Depar tment wanted to charge the Trus tt7 1 , 1 5 7  for the co s t  of the old s ea 
j etty . 4 9 Following the opening of the Inner Harbour thi s  was us e ful 
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only as a public  promenade ,  and the Trus t  argued that i t  was 
unreasonable to charge it  for a s tructure which was now earning no 
revenue . The j e t ty eventually became unsafe  and was demolished in 
1 9 2 1 .  The Commi s s ioners s tre s s ed to the g overnment that they were 
' s triving by all their power to cheapen the port and to provide 
efficient and rapid service s ' , but that heavy capi tali sation could only 
result in high por t  charges . 50 In  1 90 5 the Trus t complained tha t 
despite i t s  cont inuous efforts , no s chedule of property had been 
produced by the government : ' the Government have simply preserved a 
stoical s ilence , which seems as impene trable as  i t  is  incred ible . ' 5 1 
However , the following year i t  was finally agreed that the Trus t as s e t s  
b e  valued at €_ 1 , 3 7 7 , 5 4 1 . 52 
The 1 90 2  Act made no provis ion for the creation of reserves for 
the renewal of  a s se t s  and in February 1 905 the FHT reque s ted the 
es tablishment of  a Renewals Fund . 53 The Treasury argued that a Renewals 
Fund could lead to  loss  of government control over port  f inances  and 
that its  crea tion  would require an al teration to the exi s t ing Act . 54 
The 1 902 Act was s omething of  a 1 hal f-and-half ' 5 5  measure , par ticularly 
in financial mat t e r s , and in 1 90 6 an amending bill was introduced into 
parliament . 
Captain Laurie , the first  chairman of the FHT observed that ' the 
original Act was an experiment which it is admi t ted has worked well , but 
the time has arr ived when full power should be given to the Harbour 
Trust . • 5 6  Accord ing to the Wes t  Aus tralian , the Amendment B ill was 
designed ' to rais e  the status and increase the ac tive us e fulnes s  of the 
Trust , and to  make harbour work matter s , so far as pos s ible , poli t ically 
non-contentious ' . 5 7 However , once the implications of the bill became 
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apparent there  wer e  moves to modify i t  to ensure that harbour works 
remained f i rmly wi thin the domain of parli ament and party poli tics . The 
o riginal bill proposed  to give the Trus t powers  to borrow money on its  
own account and unde r take harbour works , including the cons truc t ion of  a 
dock .  The Wes t  Aus tralian complained tha t i n  the 1 6 th year o f  self-
government , the pre s ent government planned to invi te ' Parliament to lay 
aside its authori ty ' , and that an item of such impor tance as a dock 
should r emain under parl iamentary control . 5 8  Oppos i t ion was als o  
expres sed to increas ing the Commis s ioner s ' term o f  office from three t o  
five year s . The s e  controvers ial propo s als  were eventually dropped , but 
the Amending Act granted the Trus t power to cons t ruc t harbour works 
subj ect to a l imi t of k z . ooo on anyone under taking ( Section 35 ) . 5 9 Thi s 
provided a legal bas i s  for expendi ture on maintenance repairs .  The Ac t 
provided for the e s t ablishment of a Renewals and Replacement Fund to  
provide for the replacement of as sets . However , the appropriations to 
this fund were l imi t ed to  [ 2 ,  000 per annum, a sum which remained 
unchanged unt il  the late 1 960 1 s .  Thus the Trus t was prevented from 
building up sub s t antial internal res erve s ; this move appears to have 
been des igned to ensure maximum government acce s s  to po rt pro f i t s . The 
Amending Act did  allow the Trus t to l evy a Harbour Improvement Rate no t 
exceeding one shill ing per ton on all good s dis charged or shi pped from 
the port ( S ec tion 43 ) . This provi s ion was bas ed on arrangements  a t  
Wellington ,  New Z ealand , where a similar rate was introduced 
speci fically to pay for  the cons truction of a graving dock . 60 
However , once again control was retained in government hands 
because Section 5 5  o f  the Amending Ac t gave the Governor power to r evi s e  
dues if  por t  revenue was considered exces s ive o r  insufficient t o  meet  
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the needs of the Commi s s i oners . The Amending Ac t generally clari fied 
the Trus t 1 s f inancial arrangements and s tated that int eres t  of 3 lj2 per 
cent was to be paid on loan funds ,  together wi th a sinking fund fo r 
redemption purpo se s  at the rate of one per cent of the capi tal d ebt . 
The Amending Ac t provided the Trus t wi th the power to employ 
labour and handle  cargo ( Sect ion 3 1 ) ,  a uni que move which contra s t s  
markedly with  the severe res trictions placed on  the Trus t in  the 
financial s phere . We will cons ider the reas ons for thi s impor tant 
provi sion in some detail below . Other general provis ions of the bill 
dealt wi th the e s t imation o f  cargo tonnages ,  l icensing and regulation o f  
boatmen , port er s , carriers  and cab-drivers on the wharves ,  and 
limitations to the liability of the Commi s s ioners for lo s s  or damage in 
certain cas e s . 
3 .  The acqui s i tion  of  cargo�handling powers  
During the 1 9 th century , a s  we saw above , the Railway Department 
was res pons ible for handl ing cargo to and f rom ships . But in 1 90 2 , when 
new wharf she d s  wer e  erected on Victoria Quay , the Railway Department 
arranged for shipping c ompanies to handle cargoes through the sheds , 
apparently in order to save put ting in their own labour . 6l The shipping 
companies  received l s 3d per ton for performing this s ervice , a sum 
which was no t always adequate to cover the cos t s  involved . 62 I n  
addi tion ,  they collec t ed wharfage o n  all general cargo for which they 
received 2 lh per cent commi s sion . The FHT continued thi s practice  but 
reduced the commis s ion to l lh per cent in May 1 903 . In November  o f  that 
year the s teamship  companies  decided tha t thi s commis s ion was no t 
sufficiently r emunerat ive and discontinued the collec tion of wharfage 
charges . The Trus t under took the collection of charges i t s elf  and 
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es timated that thi s led to a halving of collection cos t s . 63 However ,  
the change precipitated cons iderable controversy over res pons ibili ty for  
cargo . The shipping companies  argued that in the pas t  they had 
collec ted charges  as  agents for the FHT and while they would continue t o  
handle cargo from ships  f o r  a f e e  they would take no responsibility fo r 
los ses or damage .  The Trus t res ponded that i t  was ac ting only as a 
wharfinger , tha t i s , as  a body in charge of a wharf .  I t  collected a 
charge to cover the cos t  of wharf facili ties but left  the ques t ion o f  
who was t o  d o  the handl ing t o  b e  s e t tled between the shipowners and the 
owners of the goods . But nei ther shipowners ,  s t evedores ( contractors in 
general for load ing and discharging cargo )  nor consignees would accept 
respons ibility . 6 4 
In an att empt to  find a solution , the government called for a 
' Report as to the b e s t  method of providing Appliances and Accommodation 
for dealing with Cargo and Vessels  at Fremant l e ' , in June 1 9 0 3 . Thi s  
report , prepared b y  w .  Leslie , a t  that t ime re s ident eng ineer for the 
Harbour Trus t , was ready wi thin a month . Leslie  declared 
that the pres ent sys t em of permi t t ing 
own and us e plant on the public wharves 
is to be condemned , as  t endin� to 
monopolies  a t  the public expense . 
the s t evedores  to  
fo r handling cargo 
build up private  
His report upset  the FHT Commi s s ioners because they felt  that it should 
have been obtained from them and not one of their  officer s . Moreover , 
they were crit ical of  the repor t , par ticularly as  Leslie  exceeded his 
terms of reference by making comment s  on general port  
d . i . 6 6  a m1.n s tratl.on . For a variety of  reasons , relations between Le slie  
and the Commis s ioner s were  very s trained , a ques t i on we return to later 
in thi s chapter . 
was to 
In respect  of cargo-handling , the FHT ' s  public policy 
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hold aloof  from the work of handling cargo on  the 
wharves i t  being their  contention that the Harbour 
Tru�� Ac t did not place upon them the onus of thi s work 
However , in 1904 a conference of commercial and shipping interest s  
formally reque s t ed the Trus t to take over cargo-handling on  the 
wharves . The Fremantle  Chamber of Commerce even went so far as to say 
they were willing to pay higher rates to get the protect ion they 
desired . 6 8 
The FHT examined the s i tuation at Sydney and Melbourne and found 
that cargo-handling was a matter  of private agreement be tween the 
shipowner s  and merchants , ' wi th the resul t  that at both por t s  great 
dissatis fact ion exi s ted . ' 6 9 The si tua tion was better at lea s ed wharve s 
because the companie s  holding the lease s  accepted responsibili ty for  the 
7 0 cargo . But the Trus t r e j ec t ed this solution for Fremantle owing to  
the shortage  o f  accommodation at  the por t . 7 1  
F rank S t evens , Secre tary of the  FHT , wro te to William Ferguson , 
his counterpart on the Wellington Harbour Board , reques ting details  of 
arrangement s at that port . S t evens , a New Zealand er , was a j ournali s t  
in Wellington earlier  in hi s career and knew Fergus on . In hi s reply , 
Ferguson claimed that he r emembered S t evens 1 as one of the band o f  
Pres smen t o  b e  dodged as far a s  was pos s ible . ' 7 2  The Wellington  Harbour 
Board succes s fully handled all cargo on the wharves ;  S t evens was 
impressed by the ' perfect  unanimi ty ' at Wellington compared wi th the 
turmoil in Aus tral i an port s . 7 3  Thi s evidence appears to have swayed the 
FHT Commi s s i oner s  becaus e , after obtaining permi s s ion from the 
government , the Trus t commenced cargo-handling operat ions on 1 May 
1 904 .  Given that the Chairman of the FHT , Captain Laurie , als o  ran the 
por t ' s  main s t evedoring bus ine s s , the decis ion was r emarkable . We will 
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cons ider staffing and the role of  the Commis s i oners in more detail later  
in  the chapter . 
role : 
The 1 90 6 Amendment Act provided a legal bas i s  for the FHT ' s  new 
The commis s ioners may provide  servant s  and labourers for 
load ing and unloading goods on the wharves ves t ed in the 
commi s s i oners , and for working crane s , weighing machines ,  
or o ther machines and conveniences erected or provided by 
the commis s ioners for such purpo se . 74  
The FHT introduced the cus tom of  f ixing the point at which the ship ' s  
responsibility  ended and i t s  began , at the moment when a man from the 
ship unhooked goods from the ship ' s  gear . A s imilar cus tom was adopted 
in other Aus t ral ian ports  but with pr ivate s t evedores a s suming 
respons ibility  for the goods on shore .  I t  i s  unclear why pr ivate  
intere s t s  at  Fremantle were  unwilling t o  do  thi s ; presumably if  the 
Trust had not intervened they would have had to  reach an agreement . No 
Aus tral ian port followed Fremantl e '  s example , al though there was some 
agi tation for Melbourne to do so  on the grounds that Fremantle ' s  s ys tem 
was ' the mos t  advanced in Aus tralia 1 • 75 In  1 9 0 7 , the President of  the 
Sydney Harbour Trus t ,  Mr . Hickson ,  declared that he was s t rongly in 
favour of p r ivate enterprise  doing cargo-handl ing . 76 One can only 
surmi se that Fremantle  1 s system may have followed f rom the appointment 
of a New Zealander , S tevens , as the first  Secretary of the FHT . I t  was 
natural for S t evens to  look for guidance f rom his home country , where 
the state was already involved in cargo-handl ing . A hint about S tevens 
per sonal views on thi s mat ter can be gauged from a talk he gave on the 
radio s tation 6WF in April  1 92 5 . He s tated that ' Fremantle is  the only 
port in Aus tralia where ve s ted interes t s  have not been permi t t ed to get  
their clutches on to thi s great national as s e t . ' 7 7  Port  authority 
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control o f  cargo-handling led t o  a greater shar e  of  the pro f i t s  from the 
port accruing to the community , rather than to private interes t s . 
The Trus t found that ' difficultie s  tha t were  anticipated at the 
out set were more  imaginary than real ' ;  7 8  it received prai se for 1 the 
smooth and sat i s factory ' working of cargo . 7 9 I t  was claimed that 
tighter control over handling operations led to lower l evels of c argo 
pilferage , 80 but as we will see shortly the Trus t eventually needed to 
reques t  addi t i onal polic ing powers .  The Trus t quickly b ecame the main 
employer of wharf  labourers ,  wi th whom they appear to have enj oyed good 
1 . 8 1 re at1ons . Wharf labourers were employed on a casual basi s  and 
preferred working for the FHT becaus e it ' has  always something in 
hand ' . 8 2 We will  examine cargo-handling prac t ices  and the o rgani sation 
of the wharf labourers  in Chapter  5 .  
The honeymoon wi th port  user s  appears to have las ted  until  about 
1 9 1 0 .  The FHT refused to accept res pons ibil i ty  for lo s se s  or damage t o  
cargo handled at night owing t o  the difficulty  of  ob taining accurate 
tallies after d ark . A dispute aros e  when i t  refused to  compensate a 
consignee for damage to hi s goods and the inter- state  shipowners offered 
to take over cargo-handling . However , this was re s i s t ed as i t  would 
have led to the elimination of the Trus t from a profi table  area of 
busines s . B etween 1 904-05 and 1 90 9-1 0  the FHT made to tal prof i t s  o f  
f 3 0 , 000 from cargo-handling . 83 The Trus t eventually agreed to accept 
responsibility for  c argo handled a t  night for an extra charge of 3d per 
ton . 84 The Trus t reali sed that night handling , although slower and les s  
profi table than day t ime working , was b ene f i c i al , a s  i t  s peeded up 
turnround and reduced the pressure  for fur ther por t  expansion . 85  
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O n  the who l e , merchants appear t o  have been satis fied wi th the 
Trus t 1 s  work . In 1 91 6 the Perth Chamber  of C ommerce declared tha t 
merchant s pre fer Trus t control which ' under no circumstances should be 
d d l 8 6  aban one • But two years later Mr . Gri f f i ths , M . L . A . for York , 
introduced an unsucc e s s ful motion calling for the FHT to wi thdraw from 
the handling of  goods . 8 7  However ,  l i t tle  more was heard about thi s 
matter until  the 1 9 2 0 ' s  when the Overseas Shipping Representa tives 
As sociation (OSRA) f o rmally expre s sed disatis f ac tion wi th the system o f  
dual control at Fremantle . 88 S tevens asked for  concrete statements  of 
complaint as s o  far he had received only ' nebulous nibbl ing and 
grumbling ' . 8 9 However , local companies  claimed they were  reluc tant to 
make individual c omplaints for fear of repri sals . 9 0  I t  appears tha t 
OSRA recognised  that di s satisfaction was no t wholly due to matters  over 
which the Trust had control ; its push for privat i sa t ion appears to have 
been more a mat t e r  of principle than a resul t  of deep-seated 
dissatis faction wi th  the Trus t ' s  performance . As we will see in Chapter  
7 ,  shipowner s  wer e  more  concerned about the  level of port  charges . 
Certainly powers once gained are not readily r el inqui shed and , to thi s 
day , the Trus t under takes cargo-handling operations . 
4 .  Further d evelopment of the FHT ' s  powers and functions 
The Trus t ' s  powers were further extended by an Amendment Ac t of 
1 9 1 1 . 9 1  The Amendment Act had three major  provis i ons . Firs tly , i t  
provided the Commis s i oner s with the power t o  remove goods left  on the 
wharves or in the harbour area . The Commis s ioners had reque s ted thi s 
because the previous season a quanti ty of  wheat had been left  in the 
wharf sheds and it had become infes ted with weavil s . The weavils became 
so bad that they wer e  being blown acros s  the wharves and the Trus t was 
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forced to clean up the mes s . 92 The Amendment Ac t enabled the Trus t to 
recoup the c o s t s  of the clean-up from the owner of the goods . S econdly , 
the Amendment Ac t gav e  the Commis s i oners  the right to  charge ext r a  for  
night handl ing o f  carg o .  As we have seen ,  t hey required this i n  o rd e r  
to cover the ext ra  claims likely  to ar ise  becaus e o f  the diffi cul ty o f  
obtaining accurate c a rgo tallies  at  night . F inally , the Ac t g ave the 
Commi s s ione r s  power to  appo int spec ial cons tab l e s  who , wi thin the l imi t s  
of the harbour , could exercise  the powers o f  p o l i c e  o f f icers . Thi s 
power was nece s s ary t o  combat pilfering of the carg o . Ther e  wa s a 
saying that wharf l ab our ers wages  were ' twenty quid a week and half the 
carg o '  , 93 though as  we wil l  see in Chapter 5 pil f e r ing does no t appear 
to have been a maj or p r oblem at Fr emantle . 
An uns ucces s ful a t t empt to  extend the powe r s  o f  the FHT was mad e  
by Scaddon ' s  Labor Government i n  1 9 1 2 .  The S c addon Government 
es tabli shed a large number of  s t a t e  enterpr i s e s , f r om brickyard s to 
butcher s '  shop s , and s aw s tate int ervent ion as  the only means f o r  ' the 
salvation o f  the mas s e s  agains t their expl o i ters . • 9 4 However , the 
cons erva t ive cont r o l l ed Legi s l a t ive Counc i l  ' bl ocked ' many o f  the 
government ' s  bill s , includ ing the proposed amendment to the Fremantle  
Harbour Trust Ac t . 
The 1 9 1 2  bill  propo sed  to give the FHT power to undertake 
stevedoring ( cargo-handl ing on board shi p )  at the reque s t  o f  the 
shipowner , to  enabl e  r e s e rves to  be created out of the revenue o f  the 
port , to r emove the Tru s t  1 s l iab ility for d amage or l o s s  t o  cargo 
hand led at night , and t o  extend the powers  of  the FHT police beyond the 
Trus t 1 s property boundary . The claus es relat ing to  s t evedo r ing and 
cargo liab i l i t y  wer e  the ones whi ch encountered mos t  oppo s i tion . 
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The Trus t was already doing s t eved oring o n  ves se l s  of the S t a t e  
S teamship S e rvice and t h i s  Bill  was intended to provide a l egal bas i s  
for thi s · The S t a t e  Shipping Service had been formed by the Scaddon 
Government earlier  in 1 9 1 2  to provide shipping s e rvices  to outlying 
areas of the s t a t e . The Bill  al s o  propo sed to give the Trus t the power 
to do general s t eved o r i ng , a move that pr ivate  s t evedores  r e s i s ted  
strongly . They feared that shipowner s would pr efer  to deal wi t h  the 
port authority and much of the i r  bus iness  would be lo s t . 9 5  One employer 
feared tha t ' if the men have a grievance it  wil l  be the eas i e s t  way out 
of the d i f f iculty for  the Trus t t o  g ive the lumpers  exactly what they 
want in the mat t er o f  wag e s  or hour s of wo rking , becaus e they have the 
power to make r egula t i ons and charge the shipping c ompanies j u s t  exac t l y  
what they l ike . ' 9 6  I ronically , the Fr emantle  Lumpers  (wharf  labourers ) 
Union al so oppo s ed the new power : they feared that i f  t he FHT acquired a 
monopoly the i r  member s would no t get  wo rk i f  they ran foul of  the 
Trus t ' s  foremen . 9 7  I t  i s  po s s ible that t he B i ll was d e s igned t o  
counterac t a t t emp t s  by commercial intere s t s  to regain control  of  all  
cargo-hand ling in the por t . 9 8  Ship owner s claimed that  i f  carg o-handl ing 
rever ted to them , rate s  would fall by 3 d per ton . 9 9  I n  the Leg i s l a tive 
Council the Bill was condemned as 1 one more advance , and a very large 
one , on the road t o  S t a t e  socialism . • 1 00 The Counc i l  pas s ed an 
amendment r e s t r i c t ing t he Trus t ' s  s t evedor ing to s ta t e- owned ves s el s . 
As regard s the propo s ed clause  removing liab i l i ty f o r  damage to 
cargo handl ed a t  night , thi s wa s oppo s ed on the grounds that t he Trus t 
was trying to  wr ig g le  out o f  i t s  responsib i l i ty as  wharfing e r . I t  wa s 
claimed that t he Trus t paid out claims averaging � l 0 9  per annum but that 
thi s wa s wel l  below the level paid by private  s t eved o r e s . 1 01  C l early , 
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local impo rters  and mer chan t s  rather than shipowners  would have  suf f e r ed 
mo s t  f r om the propo s ed change , and the Legi s l a t ive Counc il s t ruck the 
claus e out of  the Bill . The government rej e c t ed the Counci l ' s  
amendment s  so the B ill  was eventually l o s t . O ther measures o f  the Labor  
Government me t les s determined oppo s i t i on ; no t surpr i s ingly , the  degree 
of oppo s i tion appears to have depended upon the relat ive threat to 
es tabl i shed privat e  int eres t s . 1 0 2  
In  1 9 2 7 t h e  Trus t cons i d er ed asking again for  the power to do  
s t evedor ing . A Commi s s ione r ,  Mr . Tayl o r , hims elf  a lumper , said  tha t 
the lumper s ' oppo s i t i on to  the 1 9 1 2 B i l l  wa s led ' by the argument of 
interes t ed part i e s ' and they now r e al i s ed they would get  b e t ter t e rms 
from the Trus t than from private employe r s . 103  But the mat te r  lapsed as 
no t all Commi s s ioners were in f avour of s uch a move . 
In 1 9 1 3  the government reque s ted the FHT to take over 
admini s trat ion of the S tate Shipp ing S e rvice ( S S S ) ,  on the grounds tha t  
the exis t ing admin i s t ration  wa s far from sati s fa c t o ry . The S t a t e  
Shipping S ervic e , as  we s aw earl i er , had been f o rmed to p r ovide shipping 
servic e s  to out lying areas of the s t a t e . Mr . Allnut t ,  then Chai rman of 
the FHT , oppo s ed the move on three ground s • 1 04 F i r s t ly ,  that the 
Secretary and s t a f f  wer e  ful ly occupied  wi th the af fairs  o f  the Trus t ; 
secondly , that the Trust would no t have full cont rol o f  t he S S S ; 
finally , that  i t  would be preferable to engage a separate shipping man 
for the j ob .  I n  part , oppo s i tion appears t o  have been ba s ed o n  the fear 
that  such an arrang ement would g ive the SSS  advantag e s  over o ther 
shipping l ines . However , Allnut t was outvo t ed and the Commi s s ione r s  
ag reed to give the s cheme a six month t r ial . Al lnut t r e s i gned in 
pro te s t . 1 0 5  So f r om 1 S e p t ember 1 91 3  S t evens b e c ame Ac t ing Manage r  o f  
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the s s s f o r  which he received an add i t i onal £ 3 50 per annum . The 
arrangement was cont inued a f t er the s ix month tr ial period . In 1 91 7  Mr . 
Nicholas , a Commi s s ioner , argued tha t the admin i s tration of  the Trus t 
was s uf f er ing but t he Commi s s ioners eventually r e j e c t ed his mo t ion f o r  
s eparation o f  the two ins t i tutions . 1 0 6  T h e  Liberal Government ,  ele c t e d  
i n  1 9 1 6 ,  appears to have been unwilling t o  make any changes whi ch would 
increase adminis t ra t ive cost s . l 0 7  S t evens had s tres sed that the 
exi s ting arrang ement was the cheapes t  and , no t s ur p r i s ingly in view o f  
his extra  emolument s , h e  was happy for  i t  t o  continue . l0 8 He argued : 
that the l ine between the two conc erns has been hone s t ly 
d rawn and i s  being rigorous ly maintained • • •  In my opinion 
the Harbour Trus t i s  largely the gainer  by  the 
amalgamation  as the f i r s t-hand inf o rma t i on we now have o f  
t h e  actual running and wo rking o f  s h i p s  trading t o  
F r emantle  has immensely as s i s t ed the Trus t ' s  s t a f f  in 
carrying out the Trus t ' s  work , and this  the out s id e  
shi p p i ng companies  have r ecogni sed  a s  is  largely evidenced 
by the comp l e t e  c e s s a t ion of  agg r avat ing c r i t i c i sms and 
the continuous s t r iving for doub t ful point s of advantage  
whi ch went on previously . 1 0 9  
However , no t all of  the Commi s s ioners shared S t evens ' 
enthus iasm,  and in 1 91 9  the g overnment f inally e s t abl i shed a s e para t e  
management s t ruc ture f o r  the S S S . Mr . Glyd e , the Trus t ' s  accountant was 
appo int ed manager and Mr . Hethering t o n ,  a chief clerk wi th the Trus t , 
was appo inted  Tr easur er . l l O The SSS  ha s survived into the 1 9 8 0 ' s  
despite a number  o f  s e tbacks and per s i s tent  l o s ses  but , regre t t ably , n o-
one has as  ye t wr i t ten a comprehensive hi s tory of  i t s  ac tivi t i e s . l l l  
A minor amendment t o  the Fremantle Harbour Trust Ac t , the las t  
before the S e cond World  War ,  was made  in 1 9 1 3 . Thi s al lowed the FHT t o  
provide a bond t o  the Cus toms Depar tment as  s ecur i t y  against payment o f  
d t · · · l l Z Thi h '  1 1 u y on car g o e s  ln l t s  po s s e s s lo n . s was a mac lnery c aus e  on y 
and pas s ed wi thout oppo s i t ion . 
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5 . The r eo rgani sation and operation o f  the pilotage  s ervice 
When it was e s tabli shed in 1 903 , t he FHT f ound that pilots based 
on Rottne st I sland were guiding ships  to the Inner Harbour where they 
handed them over to  shore-based pilot s :  a cumber some and co s tly 
sys tem . Reo rgani sation of the pilotage s ervice was clearly neces s ary . 
Before discus s ing the FHT ' s  reforms , i t  i s  use ful to  b r ie f ly examine the 
development of  pilotage s ervices in the 1 9 th century . 
Pr io r  to  the 1 9 th  century pilotage tended to  b e  a pr ivate  
arrangement between the shipowner and a local  mar iner prac t i s ing the 
calling of a p i lo t . The shipowner might hire  the s e rvices  o f  a pilot  
where he thought local knowledge o f  t ide act ion , shoals and current s , 
was necessary t o  safeguard his ship . 1 13 At Sydney , a s  la te  a s  1 8 1 3 ,  
pilo tage was d e t ermined b y  bargaining between the pilot  and shi p 1 s 
c aptains . Pi l o t s  were  known to  r efuse all  inducements  t o  g o  out on 
s tormy night s . 1 1 4  As ship s i ze increased and the extent o f  harbour 
f acilities  g rew ,  pilotage tended to c ome under government c ontrol ' no t  
so much for the pro tection of the ships • • • a s  f o r  the pro tec tion o f  
c ommercial po r t s  tha t had c o s t  l arge  sums  o f  money t o  c onst ruc t ,  and f o r  
the pro tection o f  o ther shipping us ing such por t s . ' fl S At Fremantle , a 
g overnment p ilo t  was available  from 1 83 5 onwards . 1 1 6  
In 1 848  i t  had been found neces s ary t o  e s t abli sh a pilotag e  
s tation o n  Ro t tnest . Thi s  was b ec ause o f  d i f f icul tie s  in c ommunication 
between Rot tne s t  and the mainland , the poor quality o f  the Ro t tne s t  
Li ght and the lack o f  pilot  boats  c apable o f  taking pilot s  out f rom 
Fremant le in headwind s  and calms . 1 1 7  Dur ing the 1 9 th  c entury  
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communciation wi t h  Ro t tnes t  was by boat , f i r e , flag and , af t e r  1 87 9 ,  
1 .  h 1 1 8 he 1ograp • The s e  rather pr imi t ive c ommunications contributed t o  the 
wreck of the C i t y  o f  York i n  1 8 9 9  when the light keeper gav e  a non-
s tandard s ignal which lured the ship too close  to  the d angerous s hor e . 
The FHT later claimed tha t 
Almos t  eve r y  wreck which has taken place on and around 
Ro t tne s t  I s l and is d irectly a t t r ibutable to the fact t ha t  
the pi l o t s  wer e  t o  b e  looked for  the r e . 1 1 9 
The Premier , John Forre s t , promi s ed impr oved c ommunications , and in 
March 1 900 opened a tel ephone l ink wi th the mainland . Later  the same 
year a s econd l ighthouse was brought into operation at Bathur s t  Point , 
supplementing the main one which had been operating s ince 1 8 5 1 . 
Finally , in 1 9 03  the FHT took del ivery o f  a mod ern s team boat , the Lady 
Forres t , whi ch  had been bui l t  in Eng land at a cos t  of l 6 ,  800 . 1 2 0  Thus 
by the early year s of the 2 0th c entury the Ro t tnes t  p i l o t age s ta t ion was 
obsolete  and in Augus t 1 904  the Trus t trans f e r r ed all pi l o tage services 
to Fremantle . A l o ok-out and s ignal s ta t ion r emained on Ro t tne s t ; onc e  
a ves sel  was sighted  t h e  news wa s telephoned to the mainland and a pi l o t  
boat despatched . The r eo rgani sat ion was e s t imat ed to s ave about fi 2 , 00 0  
per annum . 1 2 1  
D e s p i t e  ' a  great  out cry from per s ons who cons idered  themselves 
as s pecial autho r i t ie s  on the sub j e c t 1 , 1 2 2  the  new s y s t em wo rked wel l .  
When the Orient-P ac i f i c  Line ' s  Ori z aba was wr ecked on the five fa thom 
bank s ome 3 6  mil e s  out s ide Fremantle  on 1 6  F eb ruary 1 90 5 , vi s ibi l i ty wa s 
very poo r owing t o  coas t al bushf i r e s . The mas t er declared tha t a pi l o t  
s tation on Ro t tne s t  would have made n o  d i f f er ence as  tho s e  i n  the 
lookout s t a t i on could no t have seen hi s shi p or  heard the s i r en . 1 2 3 
Al though the acc i d en t  occurred out s ide  the p o r t  l imi t s , t he FHT d ecided  
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to ins tal a fog signal on Ro t tnes t to help pr event futur e accident s .  
This commenced o p e r a t ion on 1 June 1 906  and exploded a charge every 
seven minut e s  dur ing foggy weather . 
variations i t s  e f f e c t ivene s s  varied . 
However ,  becaus e of  atmo s pheric  
For example , on  one occas ion i t  
was heard by f i shing boa t s  off  Mandurah some fo r t y  mil e s  south o f  
Rot tne s t , but not heard b y  ship s '  much clo s er to the I s l and . 1 2 4  
General ly , the Trus t ' s  pi l o t s  provid ed a safe and reliable 
service . However , one pilo t , Captain Tai t was eventually r e t ired , owing 
to accus a t i ons tha t he was navigating ships  whi l e  und er the inf luenc e o f  
alcohol ,  though there i s  no record of him damag ing any ships . 1 2 5  The 
fir s t  serious acc i d en t  in the Inner Harbour o ccur r ed in 1 9 1 6 ,  nineteen 
years a f t er it was f i r s t  opened to shipp ing ; in that t ime over 3 0  
mill ion tons o f  shipping had entered the harbour wi thout mi shap . On 8 
March 1 9 1 6  the t r o o p s hip S .  S .  Ulys ses  ran ag round j us t  south o f  the 
entranc e channel .  A Court of  Marine Inquiry found the pi l o t , Capt a in 
Will iams on , 
dismi s s ed . 
guil t y  o f  carel e s s  navigat ion and he was promp t l y  
However , he appealed agains t  the Cour t ' s  find ing o n  the 
ground s that the chart s  were inaccurate and the g overnment appo in t ed a 
Royal Commi s s ion  t o  inquir e  into  the mat ter . 
pilot was guilty  o f  an error o f  judg ement . 1 2 6  
I t  confi rmed tha t the 
The S . S .  Ulys s e s  was owned by the lead ing B r i t i sh shipping 
company , Al f r ed Hol t  and Co . , and f o rmed par t  of i t s  Blue Funnel s e rvi c e  
between Bri tain and Aus t ralia . Al fred Hol t  and Co . info rmed the FHT 
that becaus e  o f  the accident they would l imi t the d r a f t s  of their shi p s  
using Freman t l e  to 2 7  f ee t , ' until circums tanc e s  enable  u s  t o  repo s e  
grea ter confid ence i n  the por t 1 • 1 2 7  The Trust  cons idered this accident , 
' the mos t seri ous thing tha t has happened in conne c t i on wi th Freman t l e  
. 1 1  . h "  
-
t d Z S Ha rb our 1n a 1 t s  1 s  o ry . 
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It r e s pond ed b y  s end ing an exp l anation 
of the acc ident , and propo s ed harbour deepening , to  Llo yd ' s  o f  London . 
cl early ,  s uch even t s  r epr esented a s ever e b ody b l ow t o  the port ' s 
pres tige .  
An o ther acciden t  o c curred  on 2 4  Fe bruary 1 9 2 4  when the 
Peninsular and Orien t al Company ' s  s . s .  Benalla  ran aground out s id e  the 
nor th mole .  Th e p i lo t , Ca ptain Mo r r i s , wa s blamed but s ub s e quent 
evid ence s ugg e s t ed that the helmsman put the helm to  s t arboard ins tead 
o f  po r t  a s  o rdered by the pilo t . l 2 9  Any d oub t s  about Fr eman t l e '  s 
ab ility to handle  large ships wer e r educed l a t er t he s ame month when 
ships ' of the Sp ecial  Se rvic e  Squadron of the Br i t i sh Navy c al l ed a t  
Fremant le . The Hood o f  4 5 , 000  tons drawing 3 3  feet  o f  wat er and the 
Re pul s e  o f  2 6 , 5 0 0  t ons drawing 3 0 f e e t  of wa ter  we r e  hand led wi thout 
difficulty . 1 3 0  The Commander o f  the S quad r o n , Admiral Sir F .  L .  Field , 
praised the ab i l i t y  o f  Ca ptains  Cl ack and Rivers  who p i loted  the Ho od  
and Repul s e  r e s pe c t ively . l 3 1 
Ir onical ly , the ab i l i t i e s  o f  the Tr us t ' s p i l o t s , e s pecially 
Cap tain River s , wer e l a t er que s t ioned in parl i ament dur ing d eba t e  on the 
Ha rb our and Je t t i e s  Ac t 1 9 2 8 .  Th i s  Ac t wa s d e s igned t o  ensur e that 
shi powner s paid for the repair o f  po r t  f a c i l i t i e s  d amaged by the i r  
ships , except when p i l o t  negligenc e wa s  p r oved . Pr ev ious ly , s h i powners  
had s ucces s fully avo ided liab i l i t y  on the g round s that  t hey wer e no t 
r espons ible f o r  acciden t s  occurr ing whi l e  their  ships  we r e  under  the 
command of c omp ul sory pilo t s . Thi s appl i ed even i f  the acc i d ent wa s 
c l early due t o  a d e f e c t  in the ship  o r  t o  the neglig enc e o f  the  s h i p ' s 
crew . Wi th  the g rowing s i z e  o f  ships , the po tent ial for ext ens ive 
d amag e to po r t  fac i l i t i e s wa s increas ing and the FHT wa s anxious t o  
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reduce the cos t l y  repai r  bills . For  exampl e , between 1 9 2 6  and 1 92 8  
there were four minor mi shaps involving ships crashing into wha rves , 
whi ch cos t the FHT a to tal of t 3 , 1 3 9  in repa i r s  • 1 3 2  
The C ommonwealth Naviga t i on Act provided that shipowners should 
pay for damage except  where  pi l o t  er ror was proved . However , the 
rel evant s e c t ion of t he Act had no t been proclaimed owing to oppo s i t ion 
from the s t a t e s  to  the trans f e r  of pi l o tage servic e s  t o  the 
Commonwealth .  The C ommonwealth Navigat ion Act will b e  d i s cus s ed i n  mo re 
detail  in Chap t e r  4 . 
The Harb our and J e t t i e s  Ac t met wi th cons i d er ab l e  oppo s i tion , 
mainly on the ground s that shipowners  could no t be  held r e s pons ible for  
any damag e done , f o r  wha t ever reas on , whi l e  their  ships  wer e  und er the 
command of the Trus t 1 s p i l o t s . The Trus t pr iva t ely acknowl edged tha t 
thi s ' was  a phas e  of  the mat t e r  whi ch is  hard perhaps for  the layman to 
und er s t and , but it is of cour se  qui te reas onable and prac t i c al in 
shipping and por t  manag ement . ' 1 3 3 During the cours e  of the debate , the 
safety record s  of the Trus t ' s  p i l o t s received s ome cri t i c i sm .  The Hon . 
A .  Lovekin , accus ed  the FHT of appointing ' cheap ' pi l o t s , ' in that the 
salaries  are not s uf f ic i ently high to at tract  the b e s t  men . 1 1 3 4  In 
three  out of the four acciden t s  be tween 1 9 2 6 and 1 9 2 8  Captain Rivers  wa s 
the p i lo t ;  the o t her accident occurred wi th a ship pilo ted by Captain 
Clack .  On al l four occas ions the pi l o t s  wer e  exonerated . But in the 
f ive years to 1 92 8  Cap tain River s  had averaged one acci d ent f o r  every 9 5  
shi p s  handled , compared to an average of one accident  f o r  every 3 3 2  
h d l  d f h f h T I h 1 o o 1 1 3 5  an e or t ree o - t e rus t s o t  er  ong s e rv1ng p1  o t s . River s '  
run o f  bad luck even tually affec ted hi s health and nerves and he 
res igned in 1 9 2 8 . There was no evidence , however , that F r eman t l e  1 s 
safe t y  record was wo r s e  than tha t o f  eas t ern s t a t e s ' po r t s . 
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The  FHT s t rongly defended its  pi l o t s  agains t claims tha t they 
were not c omp e t ent s e amen and ' could not handle a rowing dingy . , l 3 6 . 
Fremantle ' s appo intment procedures  were  among s t  the s t r i c t e s t  in 
1 .  1 3 7  Aus tra 1a . Only men with the highes t  navigat ion qual i f ications and 
who had an exempt i o n  cer t i f i cate from pil o tage at Fremantle  were  
accep ted . They were appo inted on s ix months p r obat ion and had t o  
und ergo annual med i c al and visual tes t s . When the State  Arbi t ration 
Cour t made t he f i r s t  award for pilo t s  in 1 93 5  t hey were granted a 
maximum of  [ 700 per  annum plus quarters  or  an al l owance of { 65  per annum 
in lieu of quar t e r s  . 1 3 8  The award cond i ti ons d id not exceed tho s e  
already given b y  the Trus t , wi th the exception that pilots  wer e  al lowed 
two days off p er week whereas previous ly they c ould be called when 
required . Thus the ac cus a t i on tha t the Trus t appointed ' cheap ' pil o t s  
was unfounded . The FHT argued that the men who counted - the ship 1 s 
captains had never  complained ab out the i r  pi l o t s . The Trus t ' s  
argument s  were e f f e c t ive and the Ac t was eventually pas s ed wi thout 
amendment .  
6 .  Organi s a t i o n  and staffing of the FHT 
S o  far in thi s chapter  we have s a i d  a lot about por t  
admini s tration but l i t tle about the port admini s tr a t o r s  thems e lve s . The 
ob j ective of thi s s e c tion is  to examine the organis a t ion and s t a f f ing of  
the FHT . I t  i s  c ommonplace to  hi s torians tha t changes in s oc ial and 
economic  cond i t ions a l t e r  the viab i l i t y  of ins t i tut i ons ; but it is al s o  
true that the quali t y  o f  the s taff  count s as  much a s  the ins t i tut ional 
1 3 9  framewo rk in which they have t o  operate . Thus i t  is  nec e s s ary to  
give due a t t en t i on t o  the  o rgani s a tion and p e r f o rmance of the  Trus t ' s  
s taff . As we des c r ib ed earl ier in the chapte r , control  of the harbour 
4 8  
wa s ve s t ed i n  f iv e  part- t ime Commi s s i o ner s-. Ea ch Commi s s i oner wa s 
appo int ed by the  government f o r  a three year t e rm and wa s eligible f o r  
r eappo intmen t a t  t h e  e n d  o f  t ha t  p e r iod . Th e Commi s s ioner s wer e  p a id 2 
guineas per mee t i ng s ub j ec t  to  an annual l imi t o f  1 5 0 ; the Chai rman go t 
4 guineas p e r  meeting wi th an annual maximum o f  3 00 .  A l i s t  o f  
Commi s s ioner s who s e rved be twe en 1 9 03 and 1 93 9  i s  g iven i n  Append ix A .  
Th e FHT 1 s permanent s t a f f  we r e  emp l oyed o n  the s ame t e rms a s  
publ ic s e rvant s . l 4 0  In 1 9 03 the Trus t employed 5 6  p ermanent s ta f f ; i n  
1 9 1 8  1 2 6  p e rmanent s t a f f ; and b y  1 93 6  t he number o f  p e rmanent emp l oye e s  
had g rown t o  2 3 2 . 1 4 1  In 1 9 1 8  the FHT ' s  p e rmanent s ta f f  were allocated 
a s  f o llows : 
He ad Of f i c e  7 
Whar f Manag e r ' s  S taf f 2 4  
P i l o t s  5 
S t a f f  o f  P i l o t  Boat s  and Launche s 1 2  
E l e c t r ic ians 9 
Eng ineers  2 
Ma i n t enanc e 
(G e neral l abour e r s )  SO  
Ma int enanc e 
( S k i l led wo rke r s )  9 
De t e c t ive s and Pa t r o l  Sta f f  8 
To t a l  1 2 6  
Whar f labour er s ( lump e r s )  we re hi r ed o n  a c a s ua l  b a s i s . By t he l a t e  
1 9 2 0 ' s  the T r u s t employed about SO  p e r  cent o f  t h e  l umper s i n  t h e  por t 
o r up to  8 0 0  men a d ay . 1 4 2  In v i ew o f  t h e i r  vi tal  contr ibut i o n  t o  
carg o -hand l i ng and po r t  ac t ivi t i e s  w e  cons ider  t h e  emp l o yment o f  l umper s 
s e parately i n  Ch apter  5 .  We wi l l  now cons ider the appo intment o f  
Commi s s ioner s and the r o l e  o f  permanent s ta f f i n  mor e  d e t a i l . 
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Al though t h e  government appointed the Commi s s ioner s i t  was 
cus tomary , at  l e a s t  until  the 1 92 0 1 s ,  for the maj or interes t s  involved 
in the por t  to  nominate repr e s entatives .  The Fremantle  and Perth 
Chambers of  C ommerce and the Kalgoorlie  Chamber  o f  Mines nominated 
repr esenta tives  unt i l  1 9 1 2  when the Scaddon Labor  Government end ed thi s 
prac t ice . 1 4 3 The Labor Government appo inted two public  s e rvants  and a 
lumper to the Trus t . The pub l i c  servan t s  wer e  the Eng ineer- in-Chie f , J .  
Thompson and t he Chief Harbour Ma s t er , Cap tain I rvine . This move me t 
with cri t i c i sm on the g round s that the two men would be in the po s i tion 
of commenting on their own advic e ;  ins tead o f  having a board d ominated 
by public  s ervan t s  the government might as  wel l  abo l i sh it  and 
admini s ter the por t  as an o rd inary g overnment department • 1 4 4  The 
appo intment of a lump er , Mr . John Tayl or , was cri t i c i s e d  on the ground s 
that ' there i s  no need for  their  repre s entat ion on the Trus t in o rder t o  
pro tec t them , any mor e  than the r e  is  need to appo int  a railway po rter  
1 4 5  co-c ommi s s i oner i n  o rder  t o  pro tect  the railway s e rvant s . ' However , 
no t all bus ine s s  inte r e s t s  wer e  s t rongly opp o sed  to the appo intment of a 
lumper . In 1 9 1 1 , Mr . Moxon , a s teamship manager and Pre s id ent o f  the 
Fremantle Chamber  o f  Commerce , s t ated tha t he wa s no t oppo sed  providing 
' a s ui t able man ' could be found . 1 4 6  
The e l e c t i o n  o f  a Liberal Government i n  1 9 1 7 led t o  a change o f  
policy i n  t he appointment o f  Commi s s ioner s . Thomps on and I rvine wer e  
ins t ruc ted to res ign ' as a mat ter  of  pol i cy ' • 1 4 7  T h e  government revived 
the prac t i c e  o f  reque s t ing nominat ions for  Commi s s ioners  and was f l ooded 
wi th reque s t s  f o r  rep r e s entation . Nominat ions wer e  received from the 
Fremantle and Perth Chambers  of Commerce , the Kalg o o rl ie Chamber o f  
Mines ,  the Farme r s and Se t t lers  As s oc i a t i on , the Chamber of 
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Manufac tur e r s  and the Whar f  Lumpers  Unio n . 1 4 8  The Colonial S e c r etary , 
H .  Coleba tch , pointed out that the FHT Ac t d id not allow for the 
representa t i o n  of s p e c ial intere s t s : 1 direc tly a man was app o inted  to 
the Trus t ,  no ma t t er who nominat ed him, hi s duty was to the Trus t and 
the Tru s t  only . • 1 4 9  The Cha irman of the FHT had s t a ted thi s pr inc iple  
as early as  1 90 8  when he  cri t i c i s ed Frank Viles , a f ellow C ommi s s ioner , 
fo r claiming he wa s ac ting as a repr es enta tive of mining int e r e s t s . 1 50 
Viles had s ubmi t t ed d e tails  o f  handling f ac i l i t ies f o r  bunker c o al t o  
the Colonial S e c r e tary wi thout consul t ing the r e s t  of  the Board ; 
s igni f i c an t ly his  appointment on the Board was no t r enewed . 
C o l eb a t ch eventually appo inted three men who had been nominated 
by the P e r th Chambe r  of Comme rc e ,  whi ch p rovoked pro t e s t s  f r om tho s e  
groups who s e  nominat ions wer e  igno red . The We s t  Aus t r al ian Chamber o f  
Manufac t ur e r s  refus ed to s ubmi t nominat ions t o  any other g overnment 
appo intmen t s  unt i l  there  was a chang e of a t t i tud e or  government • 1 5 1  
However , all c ommercial  groups were uni ted i n  oppo s i t ion t o  the r e­
appo intment o f  the lumper , John Tayl or • 1 5 2 Thi s oppo s i tion appear s to  
have been p r omp ted by t he 1 91 7  s trike ; the  Fremantle Chamber o f  Commerce  
argued tha t i f  a lab our repre s entative wa s appo inted  he  should be a 
member o f  t he Na t i onal Volunteers , who had worked dur ing the s tr ike . 
Colebat ch repl i ed tha t Taylor  had served sa t i s fac torily  in the pas t  and 
had been reappointed for  tha t reason . 1 5 3  Dur ing the l abour d i f f icul t i e s  
i n  1 9 1 9 Tayl o r  at t a cked the shipping companies  fo r d e s i r ing ' to s t arve 
into s ubmi s s ion to their  wi she s  the members of the F r emantle Lumper s '  
Union 1 , but d e s p i t e  threatening to do so , said  no thing of thi s out s i d e  
the conf ines o f  the FHT . 1 5 4  Taylo r ' s appo intment was r enewed unt i l  hi s 
death in 1 9 3 1 . 
Chap t er 5 . 
The wharf  troubles  wi ll be d i s cus s ed in d e t a i l  in 
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F rom the 1 9 2 0 ' s  onwards  the prac t i c e  o f  cal ling for  nominees wa s 
dropped in f avour o f  d i rect select ion by the g overnment . C ommi s s ioner s 
appointed includ ed  bus ines smen , public  s ervan t s , a member of  the labour 
movement and an ex-Labor poli tician .  W . C .  Angwin ,  who had s e rved a s  
M . L . A . for  No r t h  Ea s t  Fremantle be tween 1904  and 1 93 7 ,  was appo inted  to  
the Trus t to r e p l ace  H . W . A .  Tanner who d ied in January 1 93 4 . T anner had 
' repr e s ented ' pr imar y  producers  and hi s repla c ement by a member  of  the 
Labor Party p r ovoked a s t rong pro te s t  f rom the Primary P r oduc er s '  
As s ociation . 1 5 5  Angwin wa s late r  appointed Cha irman of  the Rur al Rel i e f  
Trus t and d id not r e-nomina te f o r  the Trus t .  However , he was replaced 
in 193 6 by Freder ick Mann , Secretary of the F r emaritle  Trade s  Hal l , a 
move which was a t t acked by Mr . Keenan , l e ader  o f  the Country Party , on 
the ground s that rural inter e s t s  wer e  s t i l l  no t repr e s ented on the 
Trus t . 1 5 6  Between 1 92 4  and 1 93 9  there were only three year s ( 1 9 3 0 -3 3 ) 
in which a non- lab o r  coal i tion governed in Wes t ern Aus tralia ; thus the 
Labor Party had a d omina t ing influence on appo intment s to t he Trus t . 
However , T .  Car t e r  and L .  Bateman , both wi th bus ine s s  background s ,  we r e  
re-appointed by Lab o r  government s .  Tom Carter  s erved as  Chairman f r om 
1 91 7  to 1 944  and had the di s t inc tion of  b eing the Trus t ' s  long e s t 
serving Chairman . 
The rel iance on par t-time Commi s s ioner s , meant that each member , 
' for a f ew hour s in e ach week , mus t  ideal i s t i c al ly endeavour to suppres s  
both hi s pr ivat e  int e r e s t s  in relation to the por t , in add i t ion  to the 
int ernal clash of intere s t s  which ari s e  b e tween repre s en ta t ives o f  
various commercial  s e c t o r s . ' 1 5 7  Not  surpr i s i ng ly ,  Commi s s i oner s  wer e  
s ome t ime s accused o f  lacking the nece s s ary ' id e al i sm ' . F o r  example , the 
fir s t  chairman o f  the FHT , Captain Laur i e , M . L . C .  al s o  ran the po r t ' s  
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main s t evedoring bus ines s .  The Sunday Times claimed that the Bill  
s e t t ing up  t he Trust  was amended s peci f i c ally t o  allow members o f  
parliament , pr inci p a l ly Laurie , to be  app o inted  to  the  Trus t . 1 5 8  
Moreover ,  when incoming s teamers  were c omp e t ing f o r  berths Laurie wa s 
accus ed of giving preferenc e to ships ' s t evedored by hi s firm . However , 
as we s aw earl i er he agreed to  the FHT und e r t aking cargo-handling ,  a 
move which would s e em to be detrimental to hi s own c ommerc ial 
int ere s t s . Laur i e  c ompla ined that ' the moment a man takes any publ i c  
po s i tion in thi s S t a t e  he ha s t o  put up wi th  al l the mud tha t may be 
slung by anyone in t he s treet . v 1 S 9 No doubt  the memory of  C .  Y .  
O ' Conno r ,  driven to  sui c i d e  by public  cri t i c i sm ,  was s t i l l  fr esh  in hi s 
mind . 1 6 0 
O ther Commis s ioners did no t escape  attack . One of the f i r s t  
ac tions o f  t h e  T r u s t  was to l e a s e  new pr emi s e s  f r om Dalgety and 
Company . One o f  the Commi s s i oner s , Mr . A .  Leed s , wa s Dalgety ' s  
Fremantle Manag er , a f act  which l ed The Sunday T imes to conclude that 
' the transac t i o n  emi t s  a powerful odor . ' 1 61 Ano ther Commi s s i oner , 
Mr . W .  Hud s on ,  an insurance agent , was g iven the j ob of  arranging 
accident  insur anc e f o r  the Trus t ' s employe e s , and thus ' exper i enced the 
mater ial advantages  of belonging to the F r emantle Harb o r  d i s-
T t 1 1 62 rus • The r e  i s  no doub t that par t- t ime c ommi s s ioners are 
par t i cularly vulne r able to such c r i t i c i sm although the news paper wa s 
clearly g oing t o o  far when i t  cal l ed them ' a  cras s , covetous 
cabal . 1 1 6 3 In 1 9 1 1  The Sunday Times � which appears to have had a long 
s tanding vend e t t a  against  the Trus t , claimed tha t the Commi s s ioner s  
tried to  hold a s  many meet ings as po s s ible  mer ely t o  boo s t  their  
fees . 1 6 4  B u t  i n  1 9 1 0 the five Commi s s i oner s averaged 8 3  meet ing s  each ; 
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in order to ob tain the maximum inc ome they had to a t t end only 7 1  
mee t ings per year . 1 6 5 S o  this claim appear s t o  have been unfounded . 
The Sunday Times  wa s wel l  known for its  wi ld  and o f t en inaccurate  
invect ive , so  that  its  claims cannot be taken too  s er ious ly . 1 6 6  
The FHT ' s  permanent o f f i c er s , responsible f o r  d a y  t o  day 
admini s trat ion ,  were no t repre s ented on the Board , which created s ome 
pot ential for  int ernal conf l i c t s . Fr ank Tydeman , General Manager of the 
Trus t between 1 9 50  and 1 9 6 5 ,  claimed that the Board always backed him up 
and was merely ' a  rubb er s t amp ' . l 6 7 However , wha tever the po s i tion in 
Tyd eman ' s  t ime , p r e-war Board ' s  did no t always ' rubber s tamp ' management 
dec i s ions . F o r  examp l e , we have seen tha t the Secretary , S tevens , and 
the Commi s s ioners d i s agreed over the appropriate  f o rm of admini s t ration 
for  the State  Shipping Servic e . 
For  mos t  o f  our per iod the day- to�day running of the po r t  wa s in 
the hand s of S t evens . Consequently , i t  i s  useful to  g ive a brief  
biographical ske tch  o f  thi s man . 
Frank Wil l iam Buck St evens wa s born in Wel l ing t o n ,  New Z ealand , 
on Dec ember 1 6 1 86 7 . 1 6 8 At the age o f  1 7  he became a law clerk but 
after  five year s he swi t ched to j ournal i sm ,  working for The Evening 
Pres s news paper . He r o s e  t o  become Chief o f  t he Rep o r t ing S taff . In 
1 8 9 2 , when he was only 2 5 , S t evens wa s o f f ered  the po s t  of pr ivate  
s ecre t ary to C . Y .  O ' Conno r ,  and arrived in  We s t ern Aus tralia the  s ame 
year . For  the nex t  ten years  S t evens worked closely  wi th 0 ' C onno r on 
his public works p r o g r amme s . They would o f t en work together late into 
the night and S t evens would some time s spend the night at  0 ' C onnor ' s  
house . l 6 9 S h k O ' C  1 1  ' t . t evens mus t  ave got  to  now o nnor very we ; � � s  a 
pi ty tha t he d o e s  no t appear to have left  any diari e s  or  per s onal paper s 
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which could have yielded add i t ional insight s into  the pe r s o nal i t y  o f  
We s t ern Aus tr al ia ' s  mo s t  f amous eng ineer . 
When the FHT was formed the government app o inted  S t evens , by 
then a well known f i gure in the community , as S e c r e t ary . He was paid a 
salary of � 400 a year for the onerous task of  e s t ab l i shing thi s new 
o rgani s a t ion . One of S t even ' s f i r s t  act s  wa s to ask for guid ance f r om a 
man he knew from his  days ' as a pr e s sman : Wi l liam Fergus on , S e c r etary 
o f  the Well ing ton Harbour Boar d .  As we saw earlier , F ergus on outl ined 
admini s t rative ar rang ements  at Welling ton where , signi f i c an t l y , the po r t  
autho r i ty was inv o lved i n  carg o-handl ing . The New Z ealand connec tion 
was to  exer t a cons i d erab l e  inf luence on Freman t l e· ' s admini s t r a t ive 
hi s tory . Unfort una t ely , few clues  to S t evens ' per s onal i ty eme rge  f r om 
the Trus t ' s  fil e s . However , he appear s  to have been a s t i ckler f o r  
detail . When Cap t a in Cleary wa s appointed Wharf Manager S t ev ens wro t e  a 
leng thy memo s e t t ing out hi s respons ibil i t i e s . Cleary wa s told  to 
always have ' in view a fair deal to the publ i c  in conjunc t ion wi th the 
pro tec t ion o f  the interes t s  o f  the Tru s t  and the revenue o f  the 
count ry . ' 1 70 
In 1 9 1 1 S t ev en ' s admini s t rat ive ab i l i t i e s  wer e  cri t i c i s ed by The 
Sunday Times : ' the wharve s are ro t t ing , the s ecre t ary i s  u t t erly 
incapabl e  o f  hand l ing hi s res pons ib i l i t ie s , the acc ountant i s  
ine f f i c i ent , and r evenue i s  being l o s t , while  nepo t i sm and i n j us t ic e  i s  
driving o l d  hand s out of  the servic e . ' 1 7 1 S t evens ' in the p l en i tude o f  
h i s  wi s d om and z eal l e aves everything he d eals wi th in a wor s e  cond i t ion 
than i t  was before . • 1 7 2 I t  was claimed tha t S t evens kep t  al o o f  from the 
clerical s taff  and that ' he was no t once dur ing the p a s t  s even or e ight 
year s even walked through the o f f i c e  to make an ins p e c t i o n  of wha t  is 
going on . ' 1 7 3 
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He reportedly reo rgani s e d  the office wi thout consul ting 
the s taff  r e s ul t ing in the r e s ignat ion o f  s even long s erving clerks . 
Perhaps i t  wa s a d e s i r e  to improve relations be tween s t a f f  and 
management that l ed S tevens to inaugurate  an annual s taff  p i cnic i n  
Oc tober o f  the same year . 1 74 T h e  Sunday Times complained tha t S tevens ' 
lack of  supervi s ion o f  the accountant , Mr . Glyde , reputedly enabled thi s 
man to s e cure a rela t ive ' inord inate inc rease s  and much promo tion ' . 1 75 
Glyde was accus ed o f  s pending too  much t ime teaching at t he Perth  
Technical Scho o l  and neglecting hi s dut i e s . However , the Aud i t o r-
Genera l ,  Mr . Toppin , inve s t igat ed the charge s and declared ' that the  
s ys t em [ of financ i a l  contr o l ]  wa s sound , and i f  carried out  should 
saf eguard both  the r evenue and the expend i t ure  of the Tru s t . '  1 7 6  Mr . 
Glyd e was ' an ex t r emely abl e  officer ' and only minor cler i c al er r o r s  
1 7 7  were found . The Commi s s ioners expre s s ed to the Colonial S e c r e t ary , 
' their  abhorrence at  the publication of  ar ticles  bri s t l ing wi th mi s-
s ta t ement and unt ruth , and a iming a t  bel i t tl ing , in the eyes of the  
general pub l i c  two valued offic ial s . ' 1 7 8 The  news paper s ' sourc e  appear s 
1 7 9  to have b e en a d i s g run tled Trus t employee and g iven its r e c o rd o f  
attacking the Trus t such cri t i c i sms cannot  b e  taken very serious ly .  The 
following year , t he Hon .  J .  Connolly M . L . C . , declared that S t evens wa s 
' a  mos t  c omp e tent  man ' 1 80 and , as  sub sequent chap t e r s  wil l  reveal , thi s 
was a f a i r er a s s e s sment o f  his performance . 
S t evens 1 s e rved the Trus t f o r  2 6  year s ; he wa s g ranted s ix 
months l e ave f rom 3 1  August 1 92 9  and o f f i c ially r e t i r ed on 2 8  F eb ruary 
1 93 0 . He l ived in r e t i r ement at Clar emont where  he died , a f t e r  an 
1 8 1  illne s s , o n  the 2 August  1 93 4 . He had s p ent almo s t  two- t h i r d s  o f  hi s 
6 7  year s in We s t e rn Aus tralia  and in contr ibut ing to a sound sys t em o f  
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po rt  admini s t r a t i o n  helped ensure the suc c e s s  o f  C . Y .  O ' Conno r ' s  harbour 
works . 
I t  had long been apparent tha t the Secretary shouldered  an 
onerous wo rklo ad and following S t even s ' r e t i r ement the admini s t r a t ive  
s t ructure was al t e r ed . Mr . G .  V .  McCar tney , the Wharf Manager , was 
appo inted Manag er , and Mr . Cox,  previously Treasurer , was appo inted 
Secr etary and Ac c ountant . Thi s  reo rg ani s a t i o n  separated the managerial 
and secretar ial f unc t i ons which had p r evious ly been comb ined in the 
per son  of  S t evens . 
One d i f f e r ence between Fremantle  and s ome other po r t s  wa s the 
ab s ence of a large  eng ineering s taff . The g overnment ins i s ted that the 
Public  Wo rks Depar tment be respons ible  fo r cons t ruc tion wo rks and that 
the Eng ineer- i n-Chief act as  consul t ing eng ineer for the Trus t . Thi s 
s aved the c o s t o f  a separate engineering d epar tment and in theory 
avo ided conf l i c t s  over t echnical i s sue s . However , the Trus t wa s 
res pons ible f o r  c ommer c ial dec i s ions  and , a s  we wi ll  s e e  in later  
chap t ers , had  s ome maj o r  ba t tles  wi th Eng ineer- in-Chie f s ' over por t 
development . But , on the whole , they claimed t o  have ' qu i t e  an amicable  
rela t i onship ' . 1 8 2 
In the fi r s t  year of i t s  exi s t enc e , the Trus t had the loan of  
Mr . William Le s l i e , a Public Works Depar tment Eng ine er . He was 
appointed Ac t i ng Eng ineer at a salary o f  ! ?oo per  annum from 2 7  J anuary , 
1 9 0 3 . Howev e r , he d id not ' pul l '  wi th the Board and got  into numerous 
d i s pute s  wi th the Commi s s i oners • 183  The  fi r s t  maj or d i s pute  occurred 
when Le slie  advo c a t ed t he use  of  depar tmen tal l abourers for  cons truc t ion  
work whi l e  t he  Commi s s ioners favour ed put t ing it  out  t o  contr ac t . 
Disputes  al s o  o ccurred over his wharf d e s igns and their p o t en t ial co s t  
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and hi s des i r e  for  a separate eng ineer ing department wi thin the  Trus t . 
The Commi s s ioners c omplained to the government t hat he r e f u s ed t o  g o  
acro s s  the river i n  a rowing boat but urged the Trus t t o  provide him 
with a s pec ial l aunch . His ' ar rogance and ove r-bear ing conduc t '  was bad 
enough but  hi s secret  repo r t  to the Premier on cargo-hand l ing , referred 
to earlier in this  chap t er ,  made him 1 guilty  o f  gross  d i s lo yal ty no t 
only t o  the Commi s s ioners  and the Mini s t e r  cont r o l l ing the Trus t ,  but to 
his s uperior o f f i c e r  the Enginee r-in-Chief  and the Mini s t e r  of  hi s 
Depar tment , the Mini s te r  for  Wo rks ' . 1 84 Cons equently , af t e r  ab out thr e e  
months h e  was r e t urned to the Public Works Depar tment . Le s l ie s t ood f o r  
the Legi s lative As s embly s e a t  of Swan i n  the general el e c t i o n  of  1 90 4  
and fur ther enraged t he Trus t b y  a t tacking i t  i n  a n  e l e c t ion s p eech . 1 8 5 
The FHT asked for  a permanent eng ineer o f  their  own over whom 
they could have full cont r o l .  But t h e  g overnment ins i s ted that works 
paid for by the g overnment should be superv i s e d  by the Pub l i c  Works 
1 8 6 Depar tment and r e f u s ed to  agree to s uch a propo s al . However , the 
Trus t wa s eventually al l owed to hir e  Mr . Ca r l in as a maint enance 
eng ineer . 
The Trus t empl oyed the po r t  pil o t s , as  we saw ear l i e r  in the 
chap ter . The p i l o t age s e rvice was contr o l l ed by the Chief Harbour 
Mas t e r , who was Har b our Mas t er for the who l e  s t a t e , no t j us t  
Freman t le . When Cap tain Irvine , the Trus t ' s  f i r s t  Harbour Ma s ter , 
retired in 1 9 1 7 ,  the Trus t a t t empt ed to ob tain a s eparate Har b our Mas t er 
for Fremantle but the government refus ed t o  allow t h i s . l 8 7  Hi s 
succ e s s o r , Cap t a in Mo r r i s on served unt i l  July 1 9 2 1 . Af t e r  Mor r i s o n  1 s 
r e t i r ement his  dut i e s  were d ivided between Cap tain Nicholas  (Whar f 
Manag er and B e r thing Mas t e r )  and Captain Clack ( S enior  P i l ot ) . l 88 
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Captain Ni cho l a s  wa s given the po s t  o f  Harbour Mas t e r  in add i tion t o  hi s 
o ther duti e s  whi l e  Captain Clack was g iven the t i t l e  of  Chief P i lo t . In 
practice , however , Capt ain Clack acted as Harbour Mas ter . The ob j ec t  of  
this reo rgani s a t ion was to save the  employment o f  an  add i t ional pilo t 
becaus e the Harb our Mas t er ' s  pos i tion did no t includ e  an obligation to 
pilot shi p s ; as  Chief Pilo t ,  Clack was not exemp t ed from pilo t ing 
ships . In 1 9 2 7 C a p tain Nicholas  wa s rel ieved of  r e spons ibil i ty f o r  
wharf admini s tr a t ion and was able to d evo te  more t ime t o  t h e  dut ies  o f  
Harbour Mas t e r ;  t h e  po s i tion of  Chi e f  P i l o t  wa s abol i shed . Thi s  
arrangement l a s t ed unt i l  1 93 8  when Nicholas d i ed and Clack was f inally  
promoted to  t he  po s i t i o n  of Harbour Ma s t er . 
An impo r t an t  b ack-up to the p i l o t s  was provided by the Trus t ' s  
workers  on Ro t tne s t  I s l and .  These  wer e  the signalmen responsible f o r  
s ight ing incoming ve s s el s  and telephoning t h e  d e t a i l s  to t h e  ma inland . 
As early as 1 9 2 1  they wer e  us ing a home-made rad i o  to pick up s i gnal s 
from ships  • 1 8 9  They were allowed the  use  o f  abor iginal pri s oners for  
odd j ob s  such as  painting , col lecting firewood and tend ing for  the 
hor ses , unt i l  the p ract ice was s topped by the Ro t tne s t  Board of Control 
in 1932 . 1 90 D oub t l e s s , the depres s ion led t o  p r e s sure to us e ' free ' 
labour . 
The FHT ' s  permanent staff  had a trad i t i o n  o f  long s e rvic e  wi th 
int ernal p r omo t i o n  to  execut ive po s i t ions . For  example , Mr . G . V .  
McCar tney j o ined the Railway Depar tment a s  a cade t  in 1 900 , trans ferring 
to the FHT at i t s  i nc e p t ion in 1 903 . He wo rked in the wharf and carg o­
hand ling s e c t i on , eventually ris ing to the po s i ti on o f  Wharf  Manag er in 
1 92 7 .  Following S t evens ' r e t i r ement in 1 92 9 ,  he was p r omo t ed to  Manage r  
of  the Trus t and s e rved i n  thi s capa c i t y  unt i l  hi s r e t i r ement i n  May 
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1 95 0 .  In al l ,  he had spent 47  year s  in the s e rvice  o f  the Trus t .  
Ano ther man who j o ined the Trus t in 1 903 was Mr . L . A. Hancock ;  he 
eventually reached the po s i tion of  Secre tary three  ye ars  before hi s 
r e t ir ement in 1 94 8 . Such lengthy s ervice undoub t edly made f o r  
c ontinui ty i n  dec i s i o n-making but , po s s ibly , al s o  os s i fication . 
* 
* * * * * 
Thi s comp l e t e s  our review of  the evolution  o f  f o rmal po r t  
admini s tration be tween 1 903 and 1 93 9 . In d i f f erent c ir cums tances and a t  
d i f ferent t ime s , the appropr iate form o f  adminis t ra t i o n  var i e s . S o  i t  
was a t  Freman t l e . The 1 902 Ac t e s tabli shed a basic  ins t i tut ional 
framewo rk which has survived relatively inta c t  to thi s day . But the 
pas s age of t ime exp o s ed inadequac ies in the orig inal Ac t and it wa s 
mod i f i ed in 1 90 6 , 1 9 1 1 and 1 9 1 3 . 
S everal featur e s  o f  Fr emantle ' s admin i s t r a t ive s t ruc tur e  s tand 
out . F i r s t ly ,  al though the ac t of f o rma t ion f a i l ed to s pecify expl ici t 
f inancial ob j ec tives , i t  appear s tha t the government was no t prepared to 
grant the port author i ty l arge d i s c r e t i onary powe r s  in t he area o f  
f inance . The government ' s  desire  to pre s e rve revenue led t o  occasional 
polit ical inte r f e r ence in the running of the port and , as  we will see  in 
Chapter 7 ,  por t  us e r s  complained ab out the po r t  being us ed as a ' tax-
c ollecting machine 1 • S econdly , the FHT was g iven power to under take 
cargo-hand l ing making i t , at  that t ime , unique among s t  Aus tralian 
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po r t s . The impl i c a t ions o f  thi s power for  cargo-hand l ing prac tices , 
labour relations and port  r evenues will be  explored in s ub s equent 
chapters . Finally , the FHT was given control  over  a vas t  Out e r  Harbour , 
pr ovid ing an al t e rna t ive area for  por t d evelopment . Al though t he Outer 
Harb our remained commerc ially dormant in our period , we wi l l  see that  
its  exi s t ence cast  a sub s tan t ial shadow over port  pl anning and 
d evelopment from the 1 9 2 0 ' s  onward s . 
The por t ' s  admini s trators , from Commi s s ioner s downward s , had a 
long trad i t ion o f  l engthy s e rvice . Commi s s ioner B a t eman s e rved for  3 6 
year s ( 1 1 year s as  Chairman ) , Commi s s ioner Car ter  fo r 1 7  yea r s  ( al l  as 
Chairman) and Commi s s ioners McMahon,  Taylor ·and Wil s on f o r  1 9  year s 
each . McCar tney , who became Manag er in 1 92 9 ,  se rved the Trus t in  
var ious capac i t i e s  for  47  year s ; S t evens s e rved as S ec r e tary for  2 6  
year s . In the fol l owing chapt e r s  we wil l  see  how the po r t  developed 
under the guid anc e of the s e  men . It i s  impo s s ible at this  s t age t o  
evaluate the suc c e s s  or  o therwi s e  of  por t  admin i s t ra t i o n ;  w e  wi l l  
a t t empt thi s t a s k  in t he f inal chap t er , using s ome guidel ines d eveloped 
to as s e s s  the e f f i c i ency of  por t s . 
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CHAPTER 3 
The Devel opment o f  Trade at the Port  of Fremantle  
1 903-1 93 9 
The Po r t  of  Fr emantle has been a vital  link in almos t  every 
phase  of We s t ern Aus tral i a ' s  d evelopment . From the d i f f i cult early 
years of the colony , through the convict era , gold rushes ,  war s  and 
depre s s ion,  the port  has r emained a vital po int of entry and exit f o r  
people and good s ;  i t s  shipping and trade a barome t e r  of the s t a t e ' s  
prosperi ty . 
In  1 9 03 -0 4  F r emant le ' s imp o r t  and exp o r t  trade total led 6 9 2 , 000 
tons or  about f l 6 . 9  mi ll ion ( 1 9 1 0-1 1 prices ) .  Thi s trade was carried in  
about 800 shi p s  t o tal l ing 1 . 4  mi llion net regi s t ered tons (nrt ) .  By  
1 9 38-39  trade  had  g rown t o  1 . 8  mill ion tons  o r  i 2 0 . 9  mi llion ( 1 9 1 0-1 1 
prices ) .  Thi s  larger volume of trade wa s hand led by 8 4 7  shi p s  total ling 
4 . 0 mi llion nrt .  There f o r e , by the eve o f  the S econd World War trade  
had increased by  1 60 per  cent  in  tonnage terms but by  les s than 2 5  per  
cent in real  value s . Moreover ,  the  number o f  ships  call ing had  r i s en by 
a mere 6 per cent whereas  the tonnage of ship ping had leapt by 186  per 
cent . During thi s p eriod  Fremantle r emained We s t ern Aus tralia ' s  lead ing 
pas s enger p o r t , d e s p i t e  a drop from 4 6 , 000 to  les s than 28 , 000  pas s eng er 
movement s  per  annum . Thes e  summary s tati s t i c s  s ugg e s t  that Fremant le  
experienced maj o r  chang e s  in cargo and pas s enger flows and shi p 
mov emen t s  during the three and a half decades und P r  review .  
The ob j ec t ive o f  thi s chap ter  is  t o  iden t i f y  and explain the 
ma j o r  chang e s  in  cargo and pas s enger flows ; ship movement s wi ll b e  
cons idered in  the next chap t e r . I n  order t o  explain trade and pas s enger 
flows we examine a vari e t y  o f  factor s , inc lud ing economic ones s uch as 
the growth o f  popul a t i on , income s and indu s t ry and the state of  ove r s eas  
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trade , whi l e  poli t i cal fac tors  such as government tari f f  and trading 
policies and indus t r ial mil i tary canno t be negl e c t e d . It  wi ll  be argued 
that to a large degree , Fr emantle ' s for tunes as a por t wer e  no t 
determined by l o cal d e c i s ions of port  opera tors  and users , but by wid e r  
forces emana t ing from t h e  s tate , nat ional and even interna t ional 
s pheres . But b e f o r e  we can cons ider these  factors  i t  i s  nece s s ary t o  
brief ly d i s cu s s the measuremen t of  port activi ty . 
There are a number of  po s s ible mea s ures  of  port  a c t ivity  
includ ing the  t onnage o f  cargo handled ; the  value of cargo hand l ed ; the 
capacity of ships  us ing a por t ;  and the number  of  ships  call ing . All 
measures have l imi t a t i dns : t ons weight favour s bulk cargo por t s ; us ing 
value data g ives r i s e  to  the problem of  f i nd ing an adequa te p r i c e  
deflator ; n e t  reg i s t ered  tonnage , the be s t  measure of  car g o  car rying 
capac i ty ,  vari e s  with  ves s el typ e ;  and numb er o f  ships  f avours small  
cargo port s . 1 No s ingl e  measure i s  adequate , especially for  port s  such 
as Fremantle whi ch cater for a wid e  var i e ty o f  cargoes and ship s 
typ e s . From an economi c point of  view the value of  trade i s  probably 
mo s t  impor t ant , as  it a f f e c t s  the wi llingne s s  to  inve s t  in p o r t  
fac i l i t ie s . But as  the FHT had the task of relat ing phy s i cal flows of 
cargo to phy s i cal cargo-handl ing capacity  i t  t ended to  be more  concerned 
wi th cargo t onnag e s . F o r  the predominant part of thi s  chapter  
d i s cus s ion of  trade  will  be  in t e rms of  tonnages  s imply b ecause value 
detail  i s  o f t en lacking at  the port level . For  a mor e  detailed  
d i s cus s ion o f  the FHT ' s approach to  measuring cargo  tonnages  s e e  
Append ix B .  
Cargo e s  can be  s ubd ivi ded into bulk and non-bulk or general 
cargoes . Al though there is no hard-and-fa s t  d i s t inc t ion be tween the two 
type s , bulk cargo  i s  usually of  a homog eneous charac ter , has a low value 
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p e r  ton and move s  i n  large quan t i t i e s ; general cargoes  are mor e  
he terogeneous and i n  our period cons i s ted o f  ind ividual parcels  and 
package s  all need ing to  be individually sorted  and hand l ed . Cargo e s  o f  
a homogeneous charac t e r ,  s uch as  c o a l  and wheat ,  pres ented l e s s 
obstacles  to the devel o pment of mechani s ed hand ling than did general 
cargoes . As we will s ee in Chapter 5 ,  as late  as  1 93 9  the handl ing of  
general cargoes  remained a basi cally lab our int ens ive ac t ivi ty . 
1 .  The t r ad e  o f  F r emantle , 1 9 03-04 to  1 9 3 8 -3 9  
Figure 3 . 1  i l lus t r a t e s  the growth o f  total trade a t  Freman t l e  
be tween 1 9 03-04 and 1 9 3 8 -3 9 ,  measured i n  t ons and 1 9 1 0- 1 1  prices . 
Comparing the f ive year periods  end ing 1 907-08  and beginning in 1 9 3 4 -3 5 , 
the value of  trade  grew by 3 6  per cent and the tonnage of  t r ade by 1 4 8  
per cent . I t  i s  clear that Fr emantl e  did no t experience a ma j or trad e 
boom, par t icularly when the value o f  trade i s  cons ider e d . In fac t , the 
value of  trade fell s t eadily during the f i r s t  decade of  the 20th 
century , r evived s l i gh t ly for s everal year s , only to plummet following 
the outbreak of the F i r s t  Wo rld War . From the early 1 9 2 0 ' s  the value of 
trade grew s t e ad i ly a t  about 3 per cent  per annum, but the 1 9 03 -04 l evel  
of  trade  was no t pas s ed until  1 9 2 9-3 0 . Trade slumped during the 
depres s ion of the 1 9 3 0 ' s  but recovered qui ckly and reached a record  
level of £ 22 . 1  mi l l i o n  in 1 93 7 -3 8 . 
Trade tonnag e s  wer e  les s volatile  than trade values but 
generally moved in uni s o n . Howeve r ,  af ter reaching a peak of  1 , 8 2 6 , 00 0  
tons i n  1 9 2 9 -3 0 ,  t rade tonnages slump ed and , unl ike trade values , failed  
to regain the i r  p r e-dep r e s s ion peak prior to the S econd World War . 
Table 3 . 1 ,  whi ch shows the relative importance of foreign and 
dome s t i c  t r ad e ,  a l s o  i l lus t rates  a cont ras t in the behaviour of trade 
values and tonnag e s . Comp a ring 1 9 1 0  and 1 93 8 , overseas  trade slipped in 
f m i l l i o n s  
( s e m i - l o g 
s c a l e ) 2 2  
2 0  
1 8  
1 6  
1 9 0 3 - 0 4  1 9 0 9 - 1 0  
S o u r c e : A p p e n d i x A .  
F i g u r e  3 . 1  
T h e  Growt h o f  Tr a d e  at t h e  P o r t  o f  F r em a n t l e ,  
1 9 0 3 - 0 4  t o  1 9 3 8 - 3 9  
1 9 1 4 - 1 5 1 9 1 9 - 2 0  1 9 2 4 - 2 5  
V a l u e  o f  T r a d e  
( 1 9 1 0 - 1 1 P r i c e s ) 
To n n a g e  o f  T r a d e  
2 
1 
m i l l i o n t o n s 
( s em i - l o g 
s c a l e ) 




1 9 1 0  
1 92 0  
1 93 0  
1 93 8  
No te : 1 
2 
7 5  
Table 3 . 1  
S t ructur e  o f  Total Trade at F r emantle 
1 91 0  to  1 93 8  
( Percentage s )  
Tons 
Foreign Inter s tate  
4 5 . 7  4 6 . 2  
5 1 . 0  4 1 . 6  
7 7 . 7  1 9 . 2  
6 4 . 5  2 4 . 2  
Intra s tate 
8 . 1 
7 . 4 
3 . 1  
1 1 . 3  
V a l u e s  
Foreign Dome s t i c2 
6 2 . 9  3 7 . 1  
6 5 . 8  3 4 . 2  
6 9 . 3  3 0 . 7  
5 8 . 3  4 1 . 7  
Averag e s  of three financial years cent red on the years  shown . 
Se parat e  value data on inters ta te and intra s tate t r ad e  i s  
no t available  
Sourc e : App endix B and FHT , Annual Repo r t s . 
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relative imp o r t ant when measured i n  value s but grew i n  relat ive 
importance when meas ured in tons . However , both measures r eveal tha t  
from the 1 9 2 0 ' s  onwards  Fr emantl e  was predominantly an ' over s eas ' 
port . The op ening o f  the Trans-Aus t ralia Rai lway in 1 9 1 7  and the 
decline in imp o r t s  of  bunker coal from Newcas t le , mat t e r s  we dis cus s 
later in the chap t e r ,  helped reduce the relat ive importance o f  d ome s t i c  
t rade especially i n  tonnage terms . The orientation to ove r s eas  t rade 
reflec t ed i t s  imp o r t ance to the Aus tralian economy : in 1 9 3 8 -3 9 ,  f o r  
examp l e , exp or t s  equalled about 1 7  per  cent of gro s s  dome s t i c  produc t 
and import s about 1 5  per c ent . Clearly , any d i s cus s ion of  t rade mus t 
g ive due attention to  the · state  o f  the economy , so  we now turn to 
cons ider the economi c c ircums tances surround ing ma j or trade f luctuations 
between 1 903  and 1 9 3 9 . 
As P r o fe s s o r  Ap pl eyard ha s obs e rved , i t  is  d i f f icul t to wri t e  a 
meaningful port  h i s t ory wit hout at leas t a basic  knowl edge o f  the 
s tat e ' s economic h i s t ory . 2 Unf ortunately , no one has as ye t wri t t en a 
detailed economic  hi s tory o f  the s ta t e .  However , s ince the publ ication 
of  A New Hi s t o ry of  We s t ern Aus t ral ia in 1 9 8 1  s ome prel iminary 
guidelines to the s ta t e ' s  d evelopment are available . 3 Thes e  guidel ine s 
will be us ed t o  help explain the port ' s  growth . E s t imat e s  o f  We s t ern 
Aus tralia 1 s g ro s s  d ome s t i c  p roduc t are available only f r om 1 9 1 2 - 1 3  s o  
our knowl edge o f  economic performanc e i n  earlier  per i o d s  i s  les s 
preci s e .  
Table 3 .  2 p rovide s  a preliminary snap shot  of ec onomic progre s s  
in Wes t ern Aus t ralia  i n  relat ion to  the r e s t  o f  Aus tral i a . The table 
reveals large relat ive increas e s  in the area under crop , wheat 
produc t ion and gold produc t ion .  In  general , ind i cators  o f  pr imary 
indus t ry show r e l a t ive progres s whi le indicators  of  indus t r i a l i z a t ion , 
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Tab l e  3 . 2 
We s tern Aus t r alia  in Rel a t i on to 
the Re s t  of Aus tralia in 190 1 -02 and 1 9 3 8-3 9 
Indicator  
Populat ion 
Ar ea under crop  
( acres ) 
Level 
2 1 3 , 3 8 2  
2 1 7 , 44 1  
1 90 1 -0 2  
% o f  
Aus tral ian 
To tal 
5 . 5  
2 . 6  
Wool produc t i on 
( 1  bs ) 
1 3 , 3 8 0 , 1 81 3 . 4 
Wheat produc t i o n  
( bushel s )  
Gold produc t i o n  
(f ' OOO ) 
No . of  f ac t o r i e s  
No . of fac tory  
emp l oyees 
Value o f  f ac t o ry 
land , buil d ing s , 
plant and 
machinery 
<£. ' 000 ) 
Cons olidated 
r evenue 
( k ' OOO ) 
Expo r t s  ( C 0 0 0 ) 
Imp o r t s  (� ' 00 0 ) 
No t e : ( 1 ) 1 9 02 -03 
9 5 6 , 886  
7 , 94 8  
5 8 6 ( 1 ) 
1 1  8 2 8  ( 1 )  • 
2 , 93 5  
3 ,  6 9 1  
9 , 0 5 1  
7 , 2 1 8  
2 . 5  
53 . 7  
5 . 1  
6 . 0  
7 . 4  
1 3 . 1  
2 0 . 6  
1 7 . 7  
1 9 3 8-3 9 
Level 
4 6 5 , 042  
4 , 7 1 9 , 2 54 
7 8 , 80 2 , 1 43 
3 6 , 84 3 , 600 
1 1 , 7 9 6  
2 , 1 2 9  
2 3 . 21 1  
1 4 , 90 9  
1 0 , 95 0  
2 3 , 006  
1 8 , 802  
% of  
Aus t ral ian 
T o t al 
6 . 7  
2 0 . 1  
8 . 0  
2 3 . 7  
7 3 . 7  
7 . 9  
4 . 1  
5 . 4  
8 . 8  
1 6 . 4  
1 8 . 4  
Sour c e : We s t ern Aus tralia , S t a t i s t i cal Reg i s t er s  and Yearbooks 
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such as factory inve s tment and employment , show relat ive decl ine . A s  we 
will s ee below ,  We s t ern Aus t ralia r emained a pr imary produc ing s tate a s  
late a s  1 9 3 0 , a f a c t  of immense  signi f i canc e for the prog r e s s o f  the 
port . 
Table 3 . 3  i l lus t ra t e s  the growth of popul a t i on and real gro s s  
dome s tic  produc t ( GDP ) between 1 9 1 3 - 1 4  and 1 9 3 8 -3 9 . G .  Snooks ' data  
show that  real  GDP grew fa s t er  in  We s t ern Aus t ralia than in  Aus t ralia as  
a whol e ,  but  so  d id  popula t i o n ,  wi th the  result  that  real  GDP per capi t a  
ac tual ly fell  b y  a n  average o f  0 . 03 p e r  cent p e r  annum . However , thi s  
was no t markedly out o f  l ine with the na t i onal experienc e , becaus e 
Aus t ralian real GDP per head grew by only 0 . 03 per cent per annum . Thus 
these  years s aw a general s t agnat ion in per cap i t a  income growth . 
However , I .  McLe an and J .  Pincus have suggested  tha t the per cap i t a  GDP 
data failed t o  r e f l ec t  increases  in the s t andard of  living due t o  
unmeasured gains i n  areas such a s  life  expec tancy , leisure and hous ing 
1 .  4 qua 1t y . Neverthel e s s , the over-rid ing impre s s ion r emains one o f , a t  
be s t , ext r emely mod e s t  progres s i n  l iving s tandards . 
I t  might b e  exp ec t ed that f luc tuat ions in per capita  income s 
would be ref l e c t ed in port  trade , although clearly per cap i t a  income s 
were no t the only f a c t o r  a f f e c t ing cargo volume s at F r eman t l e . Over the 
period 1 9 1 3- 1 4 to 1 9 3 8-3 9 Fr emantle ' s  trade grew by 3 . 8  per  cent per 
annum in con s t an t  value s and 4 . 0 per c ent per annum in t onnage t erms . 
Thus port  trade grew about two and a hal f  times fas ter  than real  GDP and 
population .  However , there i s  no mechanical rule for  t rans l a t ing g rowth 
in population and income s into growth in por t trade , so  tha t the 1 : 2 . 5  
ratio o f  popul a tion and income s to trad e  may not hold for  d i f f er ent t ime 
periods . In order to cas t fur ther light on the fac t o r s  affect ing 
Freman t le ' s  trade we need t o  examine the progre s s  o f  the s ta t e ' s  ma j o r  
indu s t r ie s . 
Real GDP 
7 9  
Table 3 . 3  
Average Annual Ra tes  o f  Growth o f  Population and GDP 
in We s t ern Aus t ralia and Aus tral i a , 
1 9 1 3 - 1 4  to  1 93 8 -3 9  
We s t ern 
Aus t ralia  
1 . 5 1 
Aus t r a l i a  
1 . 4 0 
Population 1 . 5 6 1 . 3 7 
Real GDP per head -0 . 03 0 . 03 
S ource : G .  Snooks , ' D evelopment in Adver s i t y 1 9 1 3  to 1 94 6 ' ,  in C . T .  
S t annage ( ed . ) A New Hi s tory o f  We s t ern Aus tr al i a , (Nedland s , 
W . A . , 1 98 1 ) ,  Tabl e  7 . 1 , p . 23 8 . 
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G .  D .  Snooks has used the leading sec tor concept as an aid to 
understanding Wes t ern Aus tralia ' s  economic growth . 5 A leading sec tor i s  
a sector  which ' initiates  a proces s o f  change o f  subs tant ial magnitude 
in an economy . ' 6 It expands in response to autonomous factors ( factors 
external to the economy ) such as new inventions , new dis coveries  of 
natural resources and changes in overseas demand . According to Snooks , 
at  various times the goldmining , agricultural and pas to ral indus trie s  
have acted as leading s ectors in Wes tern Aus tralia . Dur ing the 1 8 9 0 ' s  
goldmining was a leading sector , dominating the res t of the economy . 
Between 1 8 96 and 1 900 Wes tern Aus tralia produced an average of  k 3 .  9 8 
million of gold per annum or jus t over one-third of Aus t ralia 1 s total 
production .  Over the s ame period exports averaged f 31 per head of 
population ,  and import s £ 3 7  per head of populat ion compared to f 1 9  and 
£ 1 7 respectively for the nation as a whol e .  In Chapter 2 we s aw that  
the gold rushes created record levels of port trade and led to  the 
opening of the Inner Harbour . Gold product ion and gold exports  peaked 
in 1 903 , when gold accounted for a mas s ive 83 per cent of the value of 
the s tate ' s  expor t s . Subsequently , i t  decl ined in importance al though 
as late as 1 9 1 3 it accounted for 47 per cent of the value of exports  and 
remained the maj or export earner . 
As the gold industry waxed and waned , s o  did the fortunes of the 
s tate and i t s  major  por t . The s triking decl ine in the value of port 
trade in the firs t decade of thi s century , revealed in Figure 3 . 1 ,  
clearly t e s t i f ie s  to gold ' s  impor tance .  A period of readjus tment 
followed for s tate and port alike . Fortunately , agriculture emerged as 
a new leading s ec tor , boo s t ing trade values and rai s ing trade  tonnages 
to  record levels  by 1 9 1 4 . 
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Wheat  was the  maj or agricultural exp o r t . According to S .  Glynn , 
' in the f i r s t  thirty years o f  this century , when the Aus t ral ian wheat 
indus t ry as  a whol e  grew rapidly , We s tern Aus t ralia surpas s ed  all other 
S t a t e s  in i t s  rate of  agr icul tural expansion ,  r i s ing f r om an 
insigni f i c an t  po s i t ion as a net wheat imp o r t er to become one of the main 
wheat produc ing and export ing S t a t e s . ' 7 Be tween 1 9 00 and 1 9 3 0  the area 
und er wheat  grew from ab out 7 4 , 000 acres to about 4 million acres ; the 
value of wheat exp o r t s  leapt from vir tually z e ro to about £ 6 mi l l i on . 8 
Thi s  g rowth wa s aided by government int ervent ion , inc lud ing the 
provi s ion of cheap l and , the d evelopment of an ext ens ive rai lway s y s t em 
and the provi s i on o f  cred i t  to farmer s . 9 In view of the imp o rtanc e of 
the wheat indus try for the s tate and the port in our period , it i s  wor th 
cons idering i t s  growth in more  detail . 
The hi s to ry of  the wheat indus try falls  int o  four d i s t inct 
phas e s , t he f i r s t  three of which were id enti f ied by S .  Glynn . 1 0  
F i r s t ly , the r e  wa s an ini tial expans ionary phas e  between 1 9 0 3  and 1 9 1 4 ,  
which was ended by d rought and the outbreak o f  the F i r s t  Wo rld War . The 
indu s t ry ente r ed a sec ond and contrac t i onary phas e  whi ch las ted  until  
1 9 1 9 .  During thi s per iod unprecedented levels  o f  government a s s i s t anc e 
were given t o  farmer s :  ' a  vas t  hold ing operation for the whe a t  indus t ry 
t . l d . . . d 1 1  un 1 con 1 t 1 ons 1mprove • The d i s rup t ion caus ed by the war l ed t o  
f a l l s  i n  r e a l  GDP throughout Aus t ralia ; i n  We s t ern Aus t ral ia  per capita  
GDP peaked at  [ 1 4 0 . 9  mi llion ( 1 938-39  price s )  in 1 9 1 2 -1 3 ,  a l evel no t 
exceeded unt i l  af t e r  the Second Wo rld 1 2  War . Thirdly , the wheat 
indus t ry unde rwent a phase  of  rapid growth dur ing the 1 9 2 0 ' s ,  whi ch saw 
the ext ens i on o f  cul t ivation eas twards  into marginal land areas . Thi s 
expans ion c ont inued even though wheat prices  f ell  s tead i ly f r om the mi d-
1 9 2 0 ' s  and tha t as the boundary of cul tiva t i on was pushed eas twards 
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farme r s  faced higher produc t i on and market ing co s t s . 
expansion con t ribu t ed to a boom in economic a c t ivity : 
The indus t ry ' s  
between 1 9 2 3-2 4 
and 1 9 2 7-2 8 real GDP per head inc reased by 2 .  6 2  per cent per annum , 
compared to  a d e cl ine o f  0 . 02 per c ent per annum in Aus tralia as  a whol e  
over the same period . 1 3  But , according t o  G .  Sno oks , the s t a t e ' s  heavy 
emphas i s  on rural expan s ion and on b oo s ting populat ion with the aid o f  
a s s i s t ed  mig ration , led to  an unbalanced pat tern o f  development , wi th 
d i s a s t rous consequences  in the  1 93 0 ' s . l 4 The fourth pha s e  in the 
his tory o f  the indus t ry commenced in 1 93 0-3 1 when wheat prices s lumped 
to only 2s 3 1 ;2 d per bushel or  about one-half o f  the l evel in the 
previous year . The ill:... conceived campaign to revive rural income s by 
growing mor e  wheat  had ' turned a grave s i tuat i on into comple t e  
d i s a s t er . d S The 1 93 0-3 1 harves t  was 3 7  per cent large r  than tha t of  
the  p revious year  but  the  gro s s  r eturn t o  farmers  fell  by 3 1  per  
cent . 1 6  The  collap s e  of wheat prices  led  to  a per iod  of  dras t i c  
recon s t ruc t ion , but recovery was s l ow :  the 1 9 30-31  peak out put was no t 
r eached again unt i l  the 1 9 5 0 ' s .  
The v i ci s s i tude s  o f  the indus t ry wer e  wel l  re f l e c t ed in the 
trade of  F remant l e .  In 1 92 9-30 a record o f  8 4 6 , 000 tons o f  wheat wa s 
shipped from Fr emant l e ;  thereafter  wheat exp o r t s  declined s t ead i ly t o  
about 3 4 8 , 00 0  t ons i n  1 93 8 -3 9 .  B u t  t h e  depre s s ion had at l e a s t  one f a r­
reaching out c ome f o r  the port : the pre s s ure  to reduce cos t s  led to  the 
int roduc t i on of bulk handl ing of grain . Not surpri s ingly , the 
introduction of mechani s a t i o n  in the mid s t  of a depr e s s ion proved 
contr over s ial ; we wi ll  d i s cus s thi s impo r t ant  epis ode in the p o r t ' s  
hi s t ory in Chap t e r  6 .  
The d ep r e s s ion led to  a decl ine in economic ac t ivi t y  throughout 
Aus tralia but economic a c t ivi ty began to p i ck up in 1 93 1 -3 2  in We s tern 
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Au s t ral ia , a year before the nation as a whol e . Thi s  was mainly due to 
the r emergence of goldmining as a lead ing s ector , but a l s o  to the 
expans ion o f  the dairying indus t r i e s , and a general weakening of 
contrac t ionary f o r c e s . 1 7  Goldmining began to expand in 1 9 2 9  due to the 
introduction  of  mor e  ef f i c ient produc t i on method s in the late  1 9 2 0 1 s ,  
and was fur t her s t imulated by an increase in the price o f  gold a f t e r  
1 93 0 .  By the late  1 9 3 0 ' s  We s t ern Aus t ralia was providing about thr ee-
quar t ers of Aus t r al i a ' s  gold produc t i o n .  In 1 9 3 8 -3 9 gold accounted f o r  
4 6 p e r  cent of  We s tern Aus t ralia ' s  to tal exports  of £ 2 3  mil l ion . 
According t o  G .  Snooks , the go ldmining r evival provided We s t ern 
Aus tralia wi t h  a ' b reathing space ' , allowing time ' to recons truc t an 
economy which had become badly out of touch wi th both nat ional and 
interna t ional marke t forces . 1 1 8  
I n  order t o  cas t fur ther light on fluc tua t i ons in per capi ta 
inc omes and in t r ade  f l ows , i t  i s  helpful to  examine changes  in the 
s t ruc ture o f  We s t e rn Aus t ralia ' s  economy . Thi s  is  becaus e modern 
economi c g r owth is  usually as s ociated wi t h  rapid s tructural change ;  mor e  
s pecifically , a s  g rowth proceeds there  is  usually a shi f t  away from 
rural a c t ivi t i e s  t o  manuf acturing and eventually to s ervice ac t ivi t i e s . 
Tab l e  3 .  4 compares s t ruc tural change in We s tern Aus t ralia and 
Aus tralia  betwe en about 1 9 1 3  and 1 93 9 .  As far  as Wes tern Aus t ral ia wa s 
concerned , apa r t  from a decline in the relative imp o r t ance o f  
cons truc t i on a c t ivi t i e s  and a modes t increas e i n  the impo r t ance o f  the 
service  s e c t o r , the s t ructure of the economy changed l i t t l e  be twe en 1 9 1 3  
and 1 9 3 9 . Dur ing the 1 9 2 0 ' s ,  rural ac t ivi t i e s  increased i n  importance , 
largely at  the exp ense of mining , but by 1 93 9  each sector  had revert e d  
t o  i t s  pre- f i r s t  World War s hare o f  GD P .  We s t ern Aus tral i a  r emained a 
basi cally p r imary p r o ducing s tate , exp o r t ing ag ricultural and mineral 
1 .  
2 .  
3 . 
4 .  
5 .  
8 4  
Table 3 . 4  
S tructural Change in the We s t ern Aus tr alian 




Cons t ruc t ion 
Ter t iary 
( per c entages of GDP in current prices ) 
Average of 
years 
1 9 1 2-1 3 / 1 9 1 3-1 4 
w . A . Aus t .  
1 9 . 5  2 3 . 4  
9 . 8  1 3 . 8  
1 2 . 0  5 . 6  
1 2 . 3  9 . 9 
4 6 . 5  4 7 . 4  
Averag e  of  
years 
1 9 2 6-2 7 / 1 92 7-2 8 
w . A .  Aus t .  
2 8 . 5  2 0 . 9  
9 . 0 1 5 . 8  
2 . 4  2 . 3  
1 3 . 0 9 . 5 
4 7 . 1  5 1 . 5  
Average of  
years  
1 93 7 -3 8 / 1 93 8-3 9 
w . A . Aus t . 
2 0 . 2 2 1 . 2  
1 0 . 6  1 7 . 7  
1 2 . 4  3 . 2  
6 . 2 6 . 7  
50 . 6  5 1 . 2  
Sourc e :  G .  Snooks , ' The Ari t hme t i c  o f  Regional Growth : We s t ern 
Aus t r a l i a  1 9 1 2 / 1 3  t o  1 9 5 7 /8 ' ,  Aus t ralian Economic  Hi s t ory 
----------�----------------� 
Review ,  v o l . xix ( 1 9 7 9 ) ,  p . 6 9 -7 0 .  
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produc t s  and with only a small  manufac turing sec tor . In  general , 
Aus tralia experienced slow s tructural change prior to the S econd World 
War , although manufac turing indus try made  more progress  in the eas tern 
s tates than in Wes t ern Aus tralia . 1 9  
A maj o r  reason for the slow progres s of manufac turing indus try 
in We s tern Aus tralia was the removal of cus toms barriers between the 
s tates following federation in 1 90 1 . 20  Manufac turers in the more 
densely populated s tates  enj oyed greater relative access  to economies  of 
s cale and were  abl e  to  make large inroads  into the Wes t ern Aus tralian 
market . Manufacturing indus try in We s tern Aus tralia was l imi ted to the 
proces sing of primary produce before export and the production of goods 
where d i s tance affo rded a measure of natural pro tection . Res entment 
about the affect  of federation on local indus try was a ma j or fac tor  
behind the vote for  s ece s s ion in 1 93 3 . 2 1  
Given the heavy reliance on imported manufacture s , Wes t ern 
Aus tralia tended to have high levels  of imports  per head o f  
population . Dur ing the 1 8 90 1 s ,  when the gold rushes wer e  underway , 
import s  averaged £ 3 7 per head , about double the Aus tralian average . By 
1 9 1 3  imports  had declined to £ 3 1  per head but wer e  still about double 
the Aus tralian average . According to G .  Henderson , in the 1 9 th century 
many of the se  impor t s  came from Br itain via the eas tern states  and 
S ingapore as direct  overs eas shipping services to this small , i s olated  
colony , were  naturally limi ted . 2 2  In 1 9 0 0  overseas  impo rt s  to talled 
E 3 ,  7 9 8 , 000 of which £ 5 1 1 , 000 or 1 3  per c ent came via the eas tern 
s tates . The prac t i c e  of importing overseas goods via the eas tern states  
continued throughout the first  four decades o f  the 2 0th century , 
although i t  declined s lightly in importance . In 1 9 1 2-1 3 8 per cent of 
overseas impor t s  c ame via the eas tern s tates , while  in 1 938-3 9  the 
figure was 10 per cent . 
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As the 2 0 th century progres s ed overs eas imports were 
increasingly supplanted by inters tate import s . In 1 9 13 overseas import s  
totalled f 5 , 8 98 , 000 o r  60  per cent o f  total imports ; by 1 93 8-3 9  overseas 
imports were only k 5 , 9 9 7 , 000 or 33  per cent o f  to tal impor ts . J .  Hut ton 
a t tributes thi s change to 
a number of developments  which include the gradual 
integration of the State  1 s economy wi thin the Aus tralian 
national market ;  the development s ince 1 902  of the 
Commonwealth sy s tem of tari ffs  agains t cheaper overseas 
impor t s ; the growing sophi st ication and range of Eas t ern 
S tates ' manufacturing output ;  improvement s in 
communications between eas tern and wes tern Aus tralia ; and 
the shortage of adequate overseas s upplies during and 
following the two world wars . 23  
The United Kingdom was the main loser : i t s  share of to tal 
imports  dropped from 37 per cent in 1 900 to  13 per cent in 1 9 38-3 9 . 
As the s tate ' s  principal seaport ,  Fremantle naturally ref lected 
these  changes in her own trade patterns . In 1 907-08 overs eas impor t s  
t o talled £ 3 . 2  million ( 1 9 1 0-1 1 prices ) o r  5 5  per  cent of the total value 
of impor t s ;  by 1 93 8-3 9  Fremantl e ' s  overseas imports had dropped to ( 2 . 9  
million ( 1 9 1 0-1 1 price s ) or 30 per cent of the value of total imports . 
Further evidence of  the changes at Fremantle i s  suppl ied in Table 3 .  5 
which shows the geographical origins and des t inations of overseas trade . 
Comparing 1 909-10  and 1 938-3 9 ,  the Uni ted Kingdom ' s  share of  
Fremantle ' s exports  was remarkably stable , averaging 52 per  cent , but 
her share of Fremantl e ' s  impor t s  s lumped from 50 per cent to nine per 
cent . The slump in the United Kingdom 1 s share of import s  was , as we 
have seen ,  due par t ly to  increased compe t i t ion from eas tern s tates  
producers shel t ered by Aus tralia ' s  tariff wal l . But the Uni ted Kingdom 
was also facing c ompet i t ion from other overs eas suppliers , principally 
the U . S . A .  and Japan . However , in 1 93 2 the federal government signed 
the Ottawa Agreement g iving preference to imports  from Bri tain . In 1 93 6  
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Table 3 . 5  
Geogra12hical Direction of  Fremantl e ' s  Overseas Trad e  
1 909-1 0  t o  1 938-3 9  
( percentage s )  
1 90 9-1 0 1 9 1 9-2 0 1 9 2 9-3 0 1 93 8-3 9 
Exp . Imp . Exp . Imp . Exp . Imp . Exp . Imp . 
United Kingdom 5 2 . 3  4 9 . 7  5 7 . 4  2 1 . 5  3 3 . 2  1 7 . 2  4 7 . 3  8 . 6 
Bri t i sh 
Empire ( o ther ) 1 9 . 4  3 5 . 5 
Europe 7 . 3 1 8 . 9  6 . 4  3 . 3 1 2 . 4  3 . 1  1 2 . 8  2 . 8  
U . S  . A .  0 . 6 1 9 . 5  * 2 1 . 5  * 2 0 . 1  * 9 . 1  
Far Eas t 5 . 9  3 2 . 5  1 6 . 8  4 2 . 9  
Others 3 9 . 8  1 1 . 9  3 6 . 2  53 . 7  4 8 . 5  2 7 . 1  3 . 7  1 . 1  
To tal per c ent 1 00 . 0  1 0 0 . 0  1 00 . 0  1 00 . 0  1 00 . 0  1 00 . 0  1 00 . 0  1 00 . 0  
To tal tons / ' 00 0  95 . 6 1 85 3 45 1 2 1 7 6 4 . 1 702  5 70 . 8  60 6 
No tes : Unfortunat ely data on the geographical direction of  trade are 
limi ted at the po rt level . Trade wi th the ' B riti sh  Empire ' and 
' Far Eas t '  i s  included with ' Other s ' before 1 93 8-3 9  and 1 92 9 -3 0  
respectively . 
* les s than 0 . 1  per cent . 
Source : FHT , Annual Report s . 
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the infamous trade- diversion pol icy aimed at diverting trade away from 
the U . S . A .  and Japan towards Britain was introduced . These , and other 
protectioni s t  measure s , helped halve the level of American imports  at 
Fremantle . 2 4  Mos t  imports from Japan entered Aus tralia via eas tern 
s tates port s : in the late 1 9 30 ' s only about two per cent of Fremantle ' s  
trade was with Japan . 
Despite  thes e  pro tec tioni s t  measures , the Uni ted Kingdom ' s 
relative share of Fremantle ' s  imports cont inued to fall . This was due 
to the growth of trade wi th the Dut ch Eas t  Indies  which during the 
1 93 0 1 s emerged as a major  supplier of oil to Aus tralia . By 1 938-3 9  
imports  from the Dut ch Eas t  Indies  reached 2 5 5 , 000 tons o r  9 8  per cent 
of Fremantle ' s  t o t al imports from the Far Eas t . 
By 1 9 3 2  Aus t ralia was the world 1 s f i f th larges t importer of 
petrol ; in per capita  t erms she imported 32  gallons per head , more than 
any o ther nation . 2 5 Thi s  trade was primarily due to the growing us e of 
petrol in mo tor vehicles : by 1 93 2  there was one mo tor car to every 
twelve Aus tralians , giving Aus tralia fourth po s i tion in world car 
owner ship , after  the U . S . A . , New Zealand and Canada . 2 6 Oil was also  
increas ingly used in indus t ry and als o  by ships  as a bunker fuel . The 
bunker i s sue will be explored in more  de tail later in the chapter . 
In summary , Wes tern Aus tralia experienced slow rates  of per 
capita  growth and s tructural change between 1 9 1 3-1 4 and 1 938�3 9 .  
Primary export s , par ticularly wheat , grew s t rongly in the 1 9 2 0 ' s  but 
suf fered s evere s e tbacks during the 1 93 0 ' s  depres s ion . 
Indus t r ialization proceeded even more slowly in Wes tern Aus t ralia than 
in the eas tern s ta te s . The propor t ion of We s t ern Aus tralia  1 s import s  
from the eas tern s tates  gradually increased  a t  the expense of 
tradi t ional overs eas suppliers such as the Uni t ed Kindom. All the s e  
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changes  were  reflected  in Fremantle ' s trade and help explain why the 
period was one of s low growth for the por t . 
The variations in the economic performances of the s tate s  led to 
geographical shi f t s  in the location of produc t ion and consumpt ion and 
hence to alterations in the trade flows of the capital city ports . 
Aus tralia 1 s capital city ports  ( Sydney , Melbourne , Adelaid e ,  Bri sbane 
and Fr emantle ) ,  enj oyed a natural monopoly over much of their  states 1 
and did not generally compete for carg o .  Indeed , K .  Trace has argued 
that the lack of competi tion caus ed Aus t ralian port s  to be tardy in 
adopting more e f f ic ient methods . 2 7 The European s i tuat ion , with clos e 
geographical clus t e r s  of port s  s truggling for a share of trad e ,  provides 
a s triking contrast  wi th Aus tralia . For example , the Port of  Hamburg ,  
which in 1 9 2 6 handl ed about 21 . 9  million tons of seaborne trade , was 
engaged in a commercial battle  with other North Sea ports for  the sea-
borne , river-borne and rail-borne traffic  of central Europe : 
Compared with the dis tances the ships have to cover on the 
highroads of the oceans , tho s e  between the various North 
Sea port s  are of no account whatever . International trade  
has caused  the  development of economic areas independent 
of  pol i tical boundaries • • •  the close proximity to Hamburg 
o f  the o ther large s eaport s , however , has also given rise  
to a s tru�§le  for the pos se s s ion o f  the indus trial 
hinterland . 
Hamburg ' spared no efforts  and no money ' in attempt s  to  capture 
trade . 2 9  By contrast  in 1 9 2 6 Fremantle handled a mere 1 . 3  million tons 
of cargo , s erved a spars ely populated , relatively un-developed region , 
and was over 1 , 3 4 7  nautical miles f rom Adelaide ,  the nearest  Aus tralian 
port of any s i z e . In short , Fremantle was firmly on the periphery of 
world trade and shipping act ivity . 
Fremantle 1 s share of the total value of Aus tralian trade is 
shown in Figure 3 . 2 .  It plummetted from 1 6 . 8  per cent in 1 9 03 -04 to 6 
per cent in 1 90 9-1 0 .  Fremantle ' s trade share at the beginning of the 
F i g u r e  3 . 2  
F r e m a n t l e ' s  S h a r e  o f  t h e  To t a l  V a l u e  
o f  Au s t r a l i an O v e r s e a s  Tr a d e , 1 9 0 3 - 0 4  t o  1 9 3 8 - 3 9  
p e r  c e n t  
2 0  
1 0  
6 
2 
1 9 0 3 - 04 1 9 0 9 - 1 0  1 9 1 4 - 1 5 1 9 1 4 - 2 0  1 9 2 4 - 2 5  1 9 2 9 - 3 0 
S o u r c e : A p p e n d i x  A .  




century was a resul t of the gold boom era and thus exceptional ; 
subsequently , trade r everted to levels more appropriate to the s tate ' s  
population size  and level of economic development . A slow recovery 
began in the 1 92 0 ' s  with a peak share of  1 0 . 3  per cent of Aus tralian 
t rade in 1 930-3 1 ;  thereafter  Fremantle ' s  trade share  declined slowly to 
8 per c ent in 1 93 8 -3 9 .  Thus Fremantle was declining in importance as a 
national port . To the extent tha t port  trade reflec ted the economic 
performance of the s tate , such evidence would not have acted as a 
powerful magnet for  attrac ting capital and labour to the port ' s  
hinterland . 
2 .  Fremantle ' s  ·hinterland 
The hinterland or area of produc tion and consumption served by 
Fremantle was clearly a major  determinant of i t s  growth . The hint erland 
of a port is dif f icult  to delineate prec i s ely : it will  wax or wane as 
the port d evelops or declines and as produc t ion and land transpor t 
alters ; equally , as  the hinterland develops or declines so  will  the 
port . This two-way relationship i s  dependent on a wide variety o f  
f actors , including geographical location ,  proximity t o  population and 
indus try , and port efficiency . Table 3 . 6 illus trates the shares o f  
principal port s  i n  the value o f  We s t ern Aus tralia ' s  overseas trad e  
between 1 91 0  and 1 93 9 . Fremantle cons i s t ently accounted for about 8 5  
p er  cent of over seas  trade . Moreover , by 1 9 3 8-3 9 Fremantle  handled 
about 1 . 8  million t ons of  cargo per annum or  72 per cent of the s ta t e ' s  
to tal of 2 . 5  million tons . 3 0  
Despite  i t s  d ominance ,  Fremantle did  no t pos s e s s  a monopoly of  
the s tate ' s  trad e .  I t  shared trade with the ad j acent port s  of  
Geraldton ,  Bunbury , Bus s el ton ,  Albany and Esperanc e ;  while  Derby , 
Broome , Wyndham and a number of other t iny ports  s e rved the northern 
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Table 3 . 6  
Shares  of the Principal Wes t  Aus tralian 
Ports  in the S ta t e ' s  Overseas Trade 
1 9 1 01 1 9 2 0  1 93 0  1 93 9  
&. I OQQ % [ ' 000 % � ' 000 % k ' OOO % 
Fremantle 1 3 , 5 86 8 3 . 8  2 3 , 8 97  8 4 . 0  3 1 , 3 1 3 85 . 7  3 6 , 2 3 9  8 8 . 3 
Albany 65 4  4 . 0  1 , 201  4 . 2  55 1 1 . 5  800 1 . 9  
Bun bury 7 3 7  4 . 5 8 20  2 . 9  1 , 4 53 4 . 0  1 , 1 7 3 2 . 9  
Gerald ton 3 83 2 . 4  409  1 . 4  1 , 987  5 . 4  7 2 6 1 . 8  
Broome 2 8 1  1 . 7 4 6 2  1 . 6  1 83 0 . 5 8 7  0 . 2 
Others 2 5 6 7  3 . 5 1 , 64 8  5 . 8  1 , 064 2 . 9  2 '  03 0 4 . 9  
Total 1 6 , 20 8  1 00 . 0  2 8 , 43 7  1 0 0 . 0  3 6 , 5 51 1 00 . 0  4 1 , 0 5 5  
No tes : 1 Calendar year ; all others are financial years . 
2 Balla Balla , Bus selton , Carnarvon , Co s s ack , Derby , 
E s perance , Eucla , Port Hedland , Wyndham . 
Source : Wes tern Aus tralia S tati s t ical Reg i s t ers 
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part s  of the s t a t e . The lat ter por t s  d eveloped dur ing the 1 9 th c entury 
to s erve smal l ,  i s olatea hinterlands . A lack o f  adequa t e  land trans por t  
and the great l ength o f  the coast l ine made localised p o r t  facilitie s  a 
neces s ity . 3 l  As populat ion , pr imary produc t ion , and trans por t 
facilities  expanded , the hinterlands o f  s ome port s  b egan t o  overlap . 
As a rough approximat ion , Fremantl e ' s hinterland can be  defined 
by re ference to ma j o r  avenue s of communication ,  par t i cularly railways , 
and the grain colle�ting area of  the port . 3 2  The approximate  hinterland 
o f  Fr emantle  f o r  bulk cargoes is i l lus t rated in Figure 3 . 3 .  In the case  
o f  general cargoes  Fremantle ' s  hinterland e f f ec t ively covered the  whol e  
s tate . 
Fr emantle ' s  hinter land , as  shown in  Fi gure 3 . 3 ,  c overed 3 7 , 000 
s quare miles , o r  only 4 per cent o f  the s t a t e ' s  land area . However , i t  
included the c entres  o f  population and indus try :  i n  1 9 1 1  the Pe rth 
s tati s t ical d ivi s ion contained 1 1 6 , 000 people  or  about 4 1  per c ent  o f  
t he s t ate to tal . By the 1 93 3 c ensus t he metropolitan r egion contained 
23 0 , 000 people or 5 2 per cent of the s tate total . _  Thus the major  por t 
was d eveloped in c lo se  proximi ty t o  the metropolitan area , a l though 
We s t ern Aus tralia d i f f er ed from mo s t  other s tates  in that the por t  
( Fr emantle)  and administrative c entre (P e r th) were  phys ically d i s t inct , 
at  least ini t ially . From the mid-18 9 0  1 s onward s rapid s uburbani zation 
b egan to l ink the two t owns . 3 3 
Figur e 3 . 3  a l s o  shows that Fr emantle  b enefi ted f rom a radial 
pat tern of railway c ommunicat ions ; thi s was also generally true of road 
c ommunications . In 1 93 9  about one-half o f  t he port ' s  c argo was d irectly 
trans ported to  and f rom the port by rai l . 3 4  However , i f  allowance was 
made for cargo which le f t  the por t  by road or pipe l ine and was 
subsequently t rans f erred to rail for shi pment to the country , the 
proportion would have b een far higher . 3 5 
9 4  
F i g u r e  3 . 3  
T h e  H i n t e r l a n d  o f  t h e  P o r t  o f  F r e m a n t l e 
FR E. MANT L E  
S o u r c e : F . W .  Tyd e m a n ,  R e p o r t  o n  P o r t  o f  
F r e m a n t l e ,  3 v o l s ,  ( P er t h , 1 9 4 9 ) , 
v o l  . 3 ,  Ap p e n d i x  1 0 .  
ES PERA N C E ZO N E  
Ra i lway L in e  
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The contras t with Albany , penali z ed by a non-radial pat tern of 
railway d evelopment , i s  s triking . When the Great S outhern Railway was 
opened in 1889  Albany , with its  fine natural harbour , began to threaten 
Fremantle ' s  trade . This was a factor which prompted the government , 
which primarily represented Fremantle and Per th interest s , to open up 
the Inner Harbour . T .  Manford has shown that the government ensured 
that subsequent railway development and railway tar i f f s  f avoured 
Fremantle at the expense of the outport s . 3 6 Figure 3 . 3 shows that  apar t 
from Fremantle , Bunbury was the only port  to enj oy a radial sys t em of 
railways . But Bunbury s pecialised in bulk cargoes and offered no 
serious compe tition  to Fremantle for general cargoes . Albany was 
par ticularly s everely affec ted by this ' central i s t ' p olicy and after the 
First  World War was ' a  dying port ' . 3 7  Following the implementation of 
the Navigation Act in 1 9 2 1 ,  which re s erved the coas tal trade for 
Aus tralian ves sel s , l e s s  overs eas steamers called at Albany . Previous ly 
mail s teamers  had o f t en topped-up with parcels of  interstate cargo which 
was off-loaded at Albany and railed to  Fremantle . Yet ano ther blow 
occurred the following year when control of  wool marke ting pas s ed t o  
Fremantle buying and braking firms ; an increas ing proportion of the wool 
crop was railed to  Fremantle for shipment . Given these  factors and the 
loss of the bunkering trade (to be d i s cus sed  shortly ) , i t  i s  no t 
surpris ing that c omparing the f ive year periods ending in 1 9 1 3-1 4 and 
beginning in 1 93 4-3 5 ,  Albany ' s cargo traff i c  fell  from about 7 7 , 000 tons 
per annum to  5 9 , 000  tons , a drop of 23 per cent ; over the s ame f ive year 
periods Fr emantle ' s trade almos t  doubled . 3 8  
Wes tern Aus tr alia was not the only s tate  t o  d evelop a transpor t 
network focus s ing on the maj or port . Aware that there was a clos e  
connection between railways and the fortunes of ports , city interes t s  
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used their influence in parliament to ensure that as far as pos s ible 
railway lay-out s and railway tariffs favoured the capi tal ci ty port s3 9  
I n  New South Wales , ' Sydney interes t s ' ensured that the bulk o f  that 
s tate ' s  freight was funnelled through the me t ropolitan area . 40 But a s  
production and consumption activities  increased the growing volumes o f  
freight put great s t rains on  the trans por t network ,  par ticularly as only 
about 13 per cent of Sydney ' s  trade (measured in tons ) was carried by 
rail . 4 l  The combined pres sures o f  por t and c i ty land us e o n  a f ini t e  
amount o f  roadspace led , at times , t o  severe congestion . 42 Fortunately 
land use pres sures were less s erious in a smaller and le s s  
indus t riali s ed s tate  such as Wes t ern Aust ralia . Moreover , over half  of  
Fremantle ' s  t rade cons i s t ed o f  bulk cargoes which were carr ied by  rail 
to  and from the port , reducing pres sure on the road sys t em .  
Table 3 . 7 i llus trates the compos i t i on o f  Fremantle ' s  trad e  
between 1 9 04-05 and 1 9 3 8-3 9 , measured i n  tons . The maj or items handled 
were relatively homogeneous cargoes such as grain , o il , ferti l i z ers  and 
coal . One of  the major  changes  in thi s period was the increas ing 
proportion of the s e  cargoes handled in bulk . Coal and pho sphates  ( fo r  
fertilizer s )  were  the first  cargoes t o  b e  handled in bulk but the maj or 
turning point came in the early 1 930 ' s  when bulk handl ing of  grain was 
introduced . The se  developments will be d i s cus sed in Chapter  6 . By 
1 938-3 9  about 6 3 per c ent of import s were made up of bulk cargoes and 3 7  
per cent by general cargoes ; the corresponding figures  for exports  were  
9 2  per  cent and 8 per cent . 43  Thi s breakdown reflects  the  s ta t e ' s  
reliance on imports  of manufac tured goods and a few bulk cargoes  such as 
o i l ,  coal and fertili z ers , and the dominance of the export trade by 
primary produc t s . It  could be argued that values of trade would give a 
differ ent picture but unfortunately value data are not available at  the 
port level . 
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Table 3 . 7  
Compos i tion of Fremantle ' s Trade , 
1 904-05 to 1 93 8-3 9 
1 904-0 5  
' 000 
1 90 9-1 0 
' 000 
1 9 1 9-20  
' 000 
1 9 2 9-3 0 
' 000 
1 9 3 8-3 9  
' 000 
Impor t s  tons % tons % tons % tons % tons % 
Agr icultural 
and dairy 
p roduce 6 4 1 0 . 9  42  9 . 5  1 3  3 . 2  1 7  1 .  7 1 6  1 . 7  
Coal and Coke 1 3 9  2 3 . 8  98 2 2 . 2  1 4 9 3 7 . 0  7 5  7 . 6  7 0 7 . 4 
Timber 5 1 8 . 7  1 6  3 . 6 5 1 . 2  1 7 1 .  7 1 4  1 . 5 
Me tal 
manufac tures 
Fer t ili zers  
Pe troleum 
Res idual 
To tal imports  
Export s  







Total exports  
7 3  1 2 . 5 52 1 1 . 8  3 1  7 . 7  
1 0  1 . 7  3 7  8 . 4 2 7  6 . 7  
1 2  2 . 1  6 1 . 4  1 5  3 . 7  
2 4 8 4 0 . 3  200  4 3 . 1  1 6 8 4 0 . 5  
5 85 1 00 . 0  442 1 00 . 0  403 1 00 . 0  
3 1 . 8  
4 4  2 6 . 2  
2 1 . 2  
2 1 . 2 
5 2 . 6 3 4  6 . 7 
3 4  1 7 . 9  1 9  3 . 7  
44 23 . 2  1 81 3 5 . 5 
5 2 . 6 4 6  9 . 0  
1 0 . 5  1 1 6 2 2 . 7  
1 1 7 6 9 . 6  1 01 53 . 2  1 1 4  2 2 . 4  
1 6 8 1 00 . 0  1 9 0  1 0 0 . 0  5 1 0  1 0 0 . 0  
89  9 . 0  69 7 . 3  
20 6 2 0 . 8  1 90 2 0 . 2  
2 7 8  2 8 . 1  2 85 3 0 . 0  
3 1 7  3 1 . 1  3 01 3 1 . 9 
9 9 1  1 00 . 0  94 2 1 00 . 0  
3 8  4 . 6 44 5 . 4  
1 7 2 . 0  2 0  2 . 5  
444 53 . 2  3 4 8 42 . 7  
42 5 . 0  1 1  1 . 3 
1 44 1 7 . 2  1 24 1 5 . 2  
6 7  8 . 0 8 6 1 0 . 6 
83 1 0 . 0  1 8 2  2 2 . 3  
83 5 1 00 . 0 8 1 5 1 00 . 0  
No tes : Only l imi t ed commodity detail i s  available on a continuous 
basi s  between 1904-05  and 1 93 8-3 9 . The res idual category 
mainly c omprises  general cargoe s  including i t ems such as 
hardware ,  machinery , intoxicants , c orn sacks and bullion . 
Source : FHT , Annual Report s . 
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Throughout Aus t ralia , general cargoes were  more important in the 
import than export trade . As we will s ee in the next chapter , this 
created problems for shipowners as each type of cargo had different 
requirements for shipping capacity , causing many ships to e i ther arrive 
or leave only par tly loaded . However ,  as Table 3 .  8 shows , import s  
declined f rom 7 5  p e r  cent to 5 7  per c ent of to tal trade between 1 9 1 0  and 
1 93 8 .  The greater degree o f  balance between import and export  tonnages 
should have made Fremantle a more  profi table port of  call for 
shipowners .  
3 .  Fremantle ' s bunkering trade 
Af ter the opening of the Inner Harbour in 1 8 9 7 , Fremantle became 
the f ir s t  and last  port of call on the Aus tralian coas t for many 
overseas ves s el s . Thus the port was able  to develop a valuabl e  bus ines s  
supplying ship s ' bunkers and s tores . In 1 9 1 2 - 1 3  Wes tern Aus tralia 
( pr incipally Fremantle ) , supplied bunkers and stores worth f 1 6 3 , 000 or 
1 1  per cent o f  the Aus tralian total . By 1 9 38-39  Wes t ern Aus tralia 
(principally Fremantle )  supplied one-quar ter of the £ 2 , 1 0 6 , 000  worth of 
bunkers and s tores shipped on overseas ves s els at Aus tralian port s . 4 4  
The main item supplied was bunker fuel which accounted f or  about 
two-thirds of the total . According t o  K .  Burley , fuel was the large s t  
s ingle running c o s t  on  the Australian coast  between the Fir s t  and Second 
World War s , although it declined in impor tance due to a fall in the 
price of bunker coal , the adoption of oil as an al terna t i  ve fuel and 
. . . . h 1 45 1nnovat1ons 1n mar1ne tee no ogy . 
Expendi ture on bunker fuel in Aus t ralia was influenced by a 
number of factors out s ide the d irect  control o f  the port authori ties , 
including the volumes of cargo available , the level of freight rates  and 
the prices o f  bunkers at al t ernat ive ports  such as Durban and Colombo . 
Note : 
S ource :  
9 9  
Table 3 . 8  
Balance of Trade at Fremantle , 1 91 0  to 1 938 
Year1 
1 9 1 0  
1 92 0  
1 93 0  
1 93 8  
(Per cent o f  to tal tons ) 
Export s  
2 4 . 7  
48 . 0  
5 3 . 0  
43 . 5  
Import s  
7 5 . 3  
52 . 0  
4 7 . 0  
5 6 . 5  
1 Three  year averages centred on the years shown . 
App endix B 
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In 190 7 Captain Irvine , the Chief Harbour Mas ter , claimed that the Port 
of Natal (Durban) had captured three-quar t er s  of Albany ' s  bunkering 
trade ,  by charging l 5 s 6d per ton of coal , compared to 2 7 s  at Albany . 
I rvine e s t imated that every ton of coal s old at Albany and Fremantle  
meant 3s spent on labour ; als o ,  ships would out lay fund s on items such 
as s tores and port dues . He concluded that ' no thing tends to populari se  
a port  so  much with shipping , a s  to know that coal at a reasonable pr ice  
can be  ob tained expedi t ious ly . v 4 6  Ships coming to Aus tralia in  ballas t 
for cargoes such as wheat and timber naturally tended to bunker in 
cheaper overs eas ports  as far as po s s ibl e . Al s o ,  when shipowners faced 
the pos s ibility of leaving Aus tralia wi th ballas t  space they tended take 
on sufficient coal in the eas tern s tates  to c arry them onto Durban or  
Colombo . 4 7  The lat ter port , for example , enj oyed a very extensive 
bunkering trad e :  in the mid-1 92 0 ' s  it  handled 8 2 5 , 000 tons of bunker 
fuel per annum , about seven times the level at Fremantle . 48 
Shipowners calling in Wes t ern Aus tralia for  bunkers could choo s e  
between Fr emantle , Albany and Bunbury . Owing to its  dominance of 
overseas trade , Fremantle naturally claimed the l ions share of  the 
bunkering trade as well . Al though Albany offered a natural land-locked 
harbour and adequate facili t ies  for bunkering , ' many ship-mas ter s  and 
owners prefer to make use of Fremantle as a bunkering port on account of 
i t s  geographical p o s i t ion and the advantages which it of f ers  in many 
o ther directions , such as engine repai r s , and the procuring of 
s tores . 1 4 9 Moreover ,  in 1 92 7  the Internat ional Load Line Convention 
amended Albany ' s winter  (April  to October ) marks so  ships could load 200  
tons of cargo or bunkers les s  than at Fremantle where summer marks 
applied all the year round . 50 This  move was due to the greater danger 
of  encountering bad weather as far s outh � as  Albany . In 1 92 4 i t  was 
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r eported that the Queen Maud picked up 100 tons of coal at Albany but 
spent four days and 1 4 0  tons of coal battl ing her way round Cape 
Leeuwin . 
coal . 5 1 
The ship was forced to call into  Fremantle to top up wi th 
Clearly , incidents such as the s e  reinforced Fremantle ' s  
attrac tivenes s  as a bunkering port . However , at the same time dues  at 
Albany were l ower :  in 1 924  a s teamer of 4-5 , 000 tons call ing for 500  
t ons of coal , s taying 1 2  hours in port , paid f 25 at Albany compared to 
f 47 at Fremantle . 5 2 It was claimed that s ome ships want ing bunker s 
alone preferred to take Newcastle  (New South Wales ) coal on at Albany 
and by-pass  Fremantle . However , the FHT argued that ' the charges a t  
Fremantle and Albany have , in  plain fact , l i t tle  or nothing t o  do wi th 
the choice of port by shipowners ,  who have much great er aspects  of each 
ins tance to consider  than a few pounds difference in port  dues . ' 5 3 
Probably the only r esult of  lowering charge s  at Fremantle would have 
been a lo s s  of revenue to the FHT . 
Bunbury als o  made efforts to get s ome of the bunkering trade 
although the Secretary of the Bunbury Harbour Trus t offered t o  consult 
with the FHT over rate charges so that 1 the schedules  would be kept 
uniform so  f ar as practicable and compet i t i on would be avoided . ' 5 4 • 
Bunbury ' s bunkering trade was bas ically confined to shipping tha t was 
loading there . I t  r eached 4 6 , 5 9 2  tons in 1 92 2  but declined thereaf ter ;  
by  the end of the Second World War it  was vir tually non-exi s tent . 55  
Although local Collie coal was used in ship s ' bunkers as early 
as 1 8 9 9 , 5 6 the bulk of  Fremantle ' s supplies  of coal were imported from 
the eas tern s tates . Unfortunately , al though the FHT kept s ta t i s t ics  on 
coal imports  it did no t keep records of imported coal us ed for bunkering 
purpo ses in any one year until 1 9 2 3 . 5 7  However , b etween 1 90 7-08 and 
1 9 1 2-1 3 a total of 40 9 , 000 tons of imported coal was loaded into hulks 
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a t  Fremantle for bunkering purpose s ; over the same period 1 3 6 , 000 tons 
of Collie coal was used for bunkering purpose s . 5 8 Thus Collie coal 
accounted for about one-quarter of the bunkering trade . 
As early as 1 90 8 , local coal interests  were pre s s ing for 
improved handling facilities  at Fremantle in order to boos t  the use of 
Collie coal for bunkering purpo ses  and also  to facili tate the 
d evelopment  of an export trade . 5 9 One diff iculty was that Collie coal 
had a lower calori fic  value than Newcas tle coal and users o f  coal for  
shipping purpo ses  agreed that i t  took 2 5  per cent more Collie  coal to  
travel a given d i s t ance than if  Newcas tle coal was us ed . 60 Thus the 
S t ate  Steamships , for  example , were  reluctant to us e the local coal as 
they had res tric ted bunkering space and its  use would have encroached on 
space usually us ed for cargo .  6 1  During the Newcas t l e  coal strike of 
1 9 1 0  many overseas ships were forced to call at Fremantle and take a 
record 47 , 000 tons of Collie coal . But according to a Royal Commis s ion 
into the Colli e  coal indus try ,  such ' was the greed of  the coal owner s 
that  ins tead of  supplying the bes t pos s ible material wi th a view to the 
future s tability of the indus try , any rubbi sh which was sufficiently 
black to  have the slighte s t  res emblance to coal was dumped at Fremantle 
and Bunbury . , 6 2  Thus a golden opportunity was lo s t .  Ano ther problem 
wi th Collie coal was a suppo sedly increased danger of spontaneous 
combus t ion on long voyages . Although the Peninsular and Oriental 
S t eamship Navigation company (P and 0) started taking Collie  coal in 
1 90 1  the main users appear to  have been German lines . Thus the outbreak 
of the Fi r s t  World War led to a setback for the local indus t ry : Collie 
coal bunkered f ell from 5 4 , 000 tons in 1 9 1 4 to 2 6 , 000 tons in 1 9 1 5 . 63 
Despite  the fact tha t freight and handling cos t s  on imported coal were 
higher than on local coal - the freight rate f rom the east ern s tates was 
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about lOs per ton in 1 9 1 6 - the imported coal retained the maj or share 
of the bunkering trad e .  For example , be tween 1 92 3 -24  and 1 938-39  a 
total of 193 , 000 tons of Collie coal and 3 9 3 , 000 tons of imported coal 
was loaded into ship 1 s bunkers at Fremantl e ;  therefore , imported coal 
accounted for about two- thirds of total bunkers . 64 Collie coal was 
never popular with shipowners , s ome refus ing to take any of i t . 6 5  
Table 3 . 9 ,  which illus trates  the tonnage o f  coal and o i l  bunkers  
between 1 92 3-24 and 1 938-3 9 ,  shows that from the  mid-1 9 20 ' s  onwards oil  
rapidly replaced coal  as a bunker ing fuel . By the end of the  twenties  
over 75 per  c ent o f  bunkers were oil ;  by  the  eve of the  Second World War 
coal bunkers had declined to a trickl e .  The swi t ch to oil was probably 
encouraged by the high price of Aus tralian coal . Between 1 9 1 3  and 1 9 2 1  
New South Wale s  coal prices were roughly i n  line wi th tho s e  o f  overseas 
coal centres but between 1 922 and 1 92 8  the price of overseas coal tended 
to fall whil e  New South Wales coal increased slightly in pri c e . 6 6  Thi s 
was due to the high prof it s  reaped by the coal owners and the relatively 
high wages paid to Aus t ralian miners . 6 7 By the early 1 9 30 ' s  the price 
of New South Wales  coal had fallen to  a mor e  compet i t ive price  of 1 9 s  
per ton a t  Newcas tle . However , after  shipment to Fremantle its  price 
was often considered p rohibitive by the shipowner s . 6 8 Even Collie coal 
c o s t  2 9 s  per ton at Fremantle . Moreover , shipowners often preferred to 
carry non-Aus tralian bunkers as an insurance agains t s trikes in 
Aus t ralian bunker ing ports . 6 9 Oil , on the other hand , was proving to be 
an economical bunkering fuel ,  o f fer ing quicker loading and freeing more 
space for carg o .  B y  the early 1 9 3 0 1 s about 4 0  per cent o f  shipping 
t . . . A 1 "  1 b · 7 0 onnage v1 s 1 t1ng us tra 1a was non-coa urn1ng . In 1 93 2  the Tariff  
Board recommended agains t  any pro tec tion for the local coal bunkering 
indus try on the g rounds that it would merely s peed up the switch to o il  
and further reduce the demand for  Aus tralian coal . 
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Table  3 . 9  
C oal and Oi l Bunkers , 1 9 2 3-2 4 to 1 9 3 8-3 9 
Coal1 % Fuel Oil Total 
( ' 000 tons ) ( ' 000 tons ) ( ' 000 tons ) 
1 92 3-2 4 86 83 . 5 1 7  1 6 . 5 1 03 
1 9 2 4-2 5 6 9  5 7 . 0 52 43 . 0  1 2 1  
1 92 5-2 6 6 7 4 8 . 2  7 2  51 . 8  1 3 9  
1 9 2 6 -2 7 7 7  4 3 . 8  9 9  5 6 . 2  1 7 6 
1 92 7-2 8 5 1 33 . 1  1 03 66 . 9  1 5 4  
1 92 8 -2 9  3 7  2 2 . 4  1 2 8  7 7 . 6  1 65 
1 92 9-3 0 42 2 2 . 6  1 44  7 7 . 4  1 86 
1 930-3 1 2 3  1 7 . 2  1 1 1  8 2 . 8  1 3 4  
1 93 1 -3 2 1 6  1 2 . 3  1 1 4  87 . 7 1 3 0 
1 932 -3 3  1 6  1 1 . 7  1 2 1  8 8 . 3  13 7  
1 93 3-3 4 1 6  1 2 . 2  1 1 5 87 . 8  1 3 1 
1 93 4-3 5  2 2  1 5 . 5 1 2 0  84 . 5 1 4 2  
1 93 5-3 6  1 8  1 2 . 9  1 2 2  87 . 1  1 4 0  
1 93 6 -3 7  1 9  1 4 . 6  1 1 1  8 5 . 4  1 30 
1 93 7-3 8 1 6  1 1 . 2  1 2 7  88 . 8  1 43  
1 938 -3 9 1 1  8 . 1  1 2 4  9 1 . 9  1 3 5  
No te s : 1 Includes  local and imported coal . Record s  of  imported coal 
used for bunkers in any one year were not kept unt il  1 92 3 . 
Source : FHT , Annual ReEort s . 
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The swit ch from coal to oil had maj or implications for  
Fremantle . At a basic physical level i t  led to the gradual 
disappearance of the old sailing ships us ed as coal hulks . In the late 
1 92 0 ' s  there were ten in use at Fremantle ;  by the mid-1 930 ' s  only three  
remained . But , more  importantly , i t  led to the decline of interstate  
coal imports , a mains tay of  the co as tal  trade . Coal continued t o  be 
imported for the We s tern Australian Government Railways but between 
1 909-10  and 1 93 8-3 9  coal dropped from 40 per c ent to 19 per c ent of the 
to tal tonnage of interstate  imports . Over the same period interstate  
trad e ,  measured in tonnage terms , f ell  from about 4 6  per  cent to  2 4  per  
cent of total  port trade . Oil was imported from the Dut ch Eas t Indies  
and the  u . s . A .  leading to growing traffic wi th these  r egions . By  1 92 2  
the FHT and port authorities  at Melbourne and Sydney had allowed the 
Anglo�Iranian Oil Company to develop oil bunkering facili te s . 7 1 Thes e  
facilities  posed new phys ical , financial and environmental problems for 
port authorities  and will be di scus s ed in more de tail in a later 
chapter . The centrali sation of oil facilitie s  at Fremantle sealed the 
fate of Albany and Bunbury as bunkering ports and ensured that Fremantle  
would continue as one of Aus tralia ' s  leading bunkering and provi sioning 
ports for  overseas ves s els . 
Thi s  d i s cus s ion of  bunkering has illus t rated the inter­
relationship between trade and shipping; to a large degree , i t  i s  
impo s s ible t o  dis cus s one wi thout cons idering the other . In the next 
chap ter we will  d i s cuss shipping technology and ship flows in more  
d etail , bearing in mind the importance of the inter-relationship . 
4 .  Pas senger traffic at Fremantle 
Al though pas s enger traffic  is only a minor component of port  
ac tivi ty , i t  needs  to  be cons idered as it  generated d emands for  shipping 
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and port services . 7 2  Moreover , for a small , isolated , s tate  such as 
Wes t ern Aus tralia , population flows through its ports provided an 
important index of pro sperity . 
The available data on Fremantle ' s pas s enger traf fic are shown in 
Table 3 . 1 0 .  The data include both overseas and interstate pas s engers ; 
total pas s enger movements  are derived by adding arrival s and 
departures . Compared to the 1 8 9 0 1 s ,  when the gold rushes l ed t o  
unprecedented level s  o f  passenger traffi c ,  pas s enger movement s  were 
fairly s tatic  for the first  decade o f  the 2 0th c entury , averaging about 
46 , 000 per annum . Pas s enger movements are , of course , a two-way affair , 
but with the exception of 1 907 arrivals a t  Fremantle always exceeded 
d epartures . The net out flow in 1 9 0 7  was due to the depar ture of many 
miners and goldfield res ident s as gold produc t ion declined . However , a 
revival of immigration , mostly as s i s t ed , led to a jump in arrivals 
between 1 9 1 1  and 1 9 1 3 . 7 3  Taking the period 1 901 to 1 91 3  as  a whole , 
there was an average net inflow of population at Fremantle of about 
6 , 600 persons per year . 
As the s tate  1 s lead ing por t , Fremantle  naturally accounted for 
the bulk o f  the s ta t e ' s  pas senger traf f i c . In 1 90 1  Fremantle handled 9 3  
p e r  cent of pas s enger  movements , Albany 4 p e r  cent and Broome , the only 
other port with s ignificant pas s enger traf f i c , about 2 per cent . By 
1 9 1 3  the percentage shares were 91 per cen t , 6 per cent and 2 per cent 
respectively . Albany remained the only port  of call for s ome ships  
travell ing via  the Cape of  Good Hope , including P and 0 Branch Line 
s teamers , and Broome at tracted As iatic  labour for the pearling indus try . 
Analys i s  of pas senger movements into overseas and inters tate 
movements i s  pos s ible only for the s tate a s  a whole . The s ta t e-level 
s tatistics  show that in 1 901 inter state  pas s engers accounted for about 
Year 




1 90 5 
1 90 6  
1 90 7  
1 90 8  
1 90 9  
1 9 1 0  
1 9 1 1  
1 9 1 2  
1 91 3  
No te s : 1 
1 0 7 
Table 3 . 10 
Pas s enger Traf fic at Fremantle , 1 901  to 1 9 1 3 1 
Arr ivals2 Departures3 Total 
3 0 , 5 2 4 1 9 , 1 7 6 4 9 , 700 
3 5 , 02 9  1 9 , 0 8 1  5 4 ' 1 1 0  
2 8 , 1 6 6  1 7 , 8 1 3  45 , 9 7 9  
2 8 , 6 8 1  1 7 , 1 64 4 5 , 84 5 
2 6 , 3 9 9  1 7 , 93 5  44 , 33 4  
2 2 , 84 1 1 9 , 53 7  4 2 , 3 7 8 
1 9 , 65 5  2 0 , 9 1 5  40 , 5 70  
2 2 , 0 5 3  1 8 '  6 1 3  4 0 , 6 6 6  
2 2 , 2 30  2 1 , 1 3 3  43 , 363  
2 7 , 3 6 0  2 1 , 64 6 4 9 , 00 6  
3 7 , 083 2 5 , 483  62 , 56 6  
3 5 , 87 6  2 9 , 0 70 6 4 , 9 4 6  
3 4 , 5 6 2  2 6 , 0 8 8  60 , 650 
Data on pas s enger arr ivals and depar tures at  ind ividual 
are available  in Statis t i cal Regi s ters only for  the 
1 901  to 1 9 1 3  inclus ive . 
port s  
years 
2 Arrivals  are those  who landed from places  out s ide  Wes tern 
Aus tral ia .  
3 Departures  are tho se who embarked for  places out side  Wes tern 
Aus tralia . 
Source : Wes tern Aus t ralian , Stati s t i cal Reg i s t e r s . 
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8 7  per cent of pas s enger traffic and in 1 9 1 3  68  per cent . Thus the bulk 
of Fremantl e ' s pas s engers were inter s ta te  rather than overseas 
travellers ,  although the lat ter had become more important by the eve of 
the First  World War . 
Given Fremantle ' s dominance of the state  1 s pas s enger traffic , 
s ome idea of  the trend of pas s enger movements af ter 1 9 13  can be gauged 
from the trend of arrival s and departures in Wes t ern Aus tralia as a 
whole . These  are shown in Table 3 . 1 1 .  Pas s enger movement s  rose to 
record level s during the Fi rst World War , but thi s was due to troop 
movement s ;  throughout the 1 9 2 0 ' s  they averaged only 3 3 , 000 per annum, or 
about one-half of the pre-war level . The depres s ion caus ed a further 
drop in pas s enger  movement s and they remained relat ively depre s s ed as  
late  as  1 93 9 .  Although the slump in pas senger traffic  was largely due 
to the decline in the s tate ' s  economic performance it was al s o  
influenced b y  the emergence o f  competi tion from other modes  o f  
transport . 
Af ter  the opening of the Trans-Aus tralia Railway in 1 9 1 7 
inters tate pas s engers had a viable al ternative to the long sea voyage 
around the coas t ( despite  breaks of gauge , the j ourney by rail between 
Perth and Melbourne took only four days compared to s even to eight days 
by sea ) . Be tween 1 93 6  and 1 93 8 ,  the railway was carrying a two-way 
traffic  averaging about 1 0 , 000 pers ons per annum, or about 2 3  per cent 
of  total pas s enger movement s  into and out of Wes tern Aus tralia . But it  
was the aeroplane rather than the railway which was eventually to caus e 
the demi s e  of inters tate  pas senger shipping , although thi s did no t occur 
until after the Second World War . 7 4 Between 1 93 6  and 1 93 8  aeroplane s 
accounted for about 2 ,  000 pas senger movement s  per annum or only 4 per 
cent of the to tal . Thus , by the eve of  the S econd World War , railway 
Year 
1 9 1 4 
1 9 1 5  
1 9 1 6 
1 91 7 
1 9 1 8  
1 9 1 9  
1 92 0  
1 9 2 1  
1 92 2  
1 92 3  
1 92 4  
1 92 5  
1 92 6 
1 92 7  
1 92 8  
1 92 9  
1 93 0 
1 93 1 
1 93 2  
1 933  
1 93 4  
1 93 5 
1 93 6  
1 9 3 7  
1 93 8  
1 9 3 9  
No te : 1 
Pas s enger 
1 0 9 
Table 3 . 1 1 
Movement s by Sea in Wes t ern 
1 91 4  t o  1 93 9:1: 
( ' 000  persons ) 
Arrivals Departures 
2 7  3 1 
2 1  3 2 
1 9  3 5 
1 6 2 0  
1 1  1 1  
2 7  1 1  
1 5  1 4  
1 5  1 4  
1 7  1 3 
2 0  1 4  
2 1  1 4  
1 8  1 3  
1 8  1 4 
2 1  1 5  
2 1  1 6 
2 2  1 7 
1 5  1 6 
9 1 2  
1 0  1 2  
1 1  1 2  
1 3  1 4  
1 5  1 4  
1 6 1 5  
1 7 1 6 
1 6 1 6 
1 4  1 4  





3 6  
2 2  
38  
2 9  
2 9  
30 
3 4  
3 5  
3 1  
3 2  
3 6  
3 7  
3 9  
3 1  
2 1  
2 2  
2 3 
2 7  
2 9  
3 1 
3 3  
3 2  
2 8  
U p  t o  1 9 1 6 inclusive the data include overland arr ivals and 
d epartures .  From 1 91 7  onwards d e tails o f  overland arrival s 
and depar tures  are given in the S tati s t i cal Regis ters  and 
have been subtracted f rom the aggregate data in o rder to 
obtain movements by sea . From 1 93 1  onwards the S tati s tical 
Regi s ter s give a breakdown of  overland movements be tween 
rail and air . 
Sourc e : Wes t ern Aus t ralia , Stati s t i cal Regis t e r s . 
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and air transport  account ed f o r  over one-quarter of  pas s enger 
movement s :  the end of an era of leisurely sea travel was in s ight . 
Pa s senger movement s  are generated both by touris t s  and 
migrant s .  From the port  1 s point of  view • migrants pass more or les s 
direc tly through the terminal s and require  les s elaborate provis ion than 
touri s t s , who might d emand touri s t  guide s , banking and other 
facilities . However , i t  is no t pos sible to provide a detail ed breakdown 
of pas s enger flows at Fremantle during our perio d .  Details o f  t emporary 
arrival s and depar tures  are available at the nat ional level only from 
1 92 4 . 7 5 Between 1 92 6 and 1 93 0  temporary arrivals averaged about 1 2 5 , 000 
per annum or 27 per cent of total arrival s ;  over the same period 
t emporary departures  averaged 1 2 6 , 000 per annum or 37 per c ent of total  
departures . The depre s s ion of the 1 9 3 0 ' s  led to a sharp reduction in 
tour i s t  traf fic  and as late as 1 93 7 -1 939  t emporary arr ivals and 
d epartures  averaged only 2 9 , 000 and 3 1 , 000 per annum respectively . 
Doubtles s , Fremantle reflec t ed these  nat ional t rends . 
* 
* * * * * 
Thus far we have seen that Fremantle ' s growth between 1903  and 
1 93 9  was largely dic tated by factors out s ide i t s  control : the por t  
appears t o  have been a pas sive element , merely responding t o  booms and 
slumps in the economy and shif t s  in economic s t ructure . Af ter the gold 
boom peaked in 1 903 We s tern Aus tralia entered a period of s l ower 
growth . The economy remained heavily orientated to primary production 
1 1 1  
a s  manufac turing indus try , handicapped by competi tion from eas tern 
s tates producers a fter federation in 1 90 1 ,  grew only slowly . Primary 
export s , par t icularly wheat , boomed in the 1 9 2 0 1 s but suffered severe 
setbacks during the 1 930 ' s  depre s s ion .  In short , economic condi tions 
were not conducive to a rapid expansion of por t  trade . 
Wi thin Wes tern Aus tralia , Fremantle ' s  dominance was never 
s eriously challenged due largely to its proximity to the me tropolitan 
area and the d evelopment of a bas ically Fremantle-centred transpor t  
system .  However , we will see  in  the next chapter tha t other fac tors , 
such as the p rovi s ion of deep-water berths , were also important in 
explaining Fremantle ' s pos i t ion . Wi thin Aus t ralia , Fremantle accounted 
for a reduced share of  national trade once the gold boom of the 1 8 90 ' s  
had subsided , but achieved some importance as a fir s t  port of call and 
bunkering por t . Out s ide Aus tralia , Fremantle remained a relatively 
minor por t  s erving a sparsely populated corner of the British Empire . 
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CHAPTER 4 
The Shipping of Fremantle , 1903-1 93 9  
During the 1 9 th century Wes t ern Aus t ralia wi th i t s  small 
population and c onsuming market offered only limited s cope for the 
employment of Bri t i sh shipping . In an imperial context , Wes tern 
Aus tral ia ' s  s igni f icance ' was very l i t tle  more than i t s  r ed colour on 
the map ' . l  However , as we saw in the previous chapter , following the 
gold rushes of the 1 89 0 ' s  the rapid growth of population and primary 
produc tion generated a ris ing trend in trade flows . Moreover , as an 
i sland nation · Aus tralia depended on water transport to provide her 
principal link wi th the out side world . Thus the lat ter years of the 
1 9 th century and early years of thi s c entury wi tne s s ed a major  expansion 
in the demand for  shipping services in Wes tern Aus t ralia . 
At the out s e t  i t  should be emphas i z ed that Aus tralia as a whol e  
poses  some special problems for shipowner s .  She is a geographically 
i s olated i s land s i tuated at  the end of what i s , for hi s torical reasons , 
one of the world ' s  large s t  trade routes : Fremantle , for example , is  
9 , 537  miles from London ( via Sue z ) . Austral ia ' s  primary exports  such as  
wool , wheat and frui t fluctuate considerably on both a seasonal and 
annual bas i s . The long s ea voyage to and from Aus tralia means that 
shipping services  need to be planned months in advance ,  wel l  before  the 
exports are ' harve s ted ' and detailed shipping requirements are known . 2 
In add ition many exports  have special requirements  for  shipping 
capaci ty : meat and dairy produce , for example , require r e fr igerated  
shipping space  and prompt delivery to overseas  market s . The import 
trad e ,  which c omprises  general cargoes and a few bulk cargoes such as 
oil , requires frequent and reliable shipping services . In our period 
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there was al so  a maj or demand for regular and fas t  sea-ma i l  services . 
The d i f ferent requirements  of  the expor t  and import trades f o rce many 
ves s e l s  to arrive or leave les s than ful ly loaded . Thus Aus tralia has 
s ome onerous requirements for  shipping s ervic e s . 
At the turn of  the century , at leas t ten overseas  and six 
int er s tate s teamship l ines called at Fremant l e , a cons iderable numbe r  
g iven the probl ems d i s cus s ed above and the fac t tha t We s t e rn Aus t ralia ' s 
popul ation was only about 2 1 3 , 00 0 . 3 Figure 4 . 1  illus trates  the growth 
of ship numbers  and tonnage ent ering Fremantl e  between 1 9 0 3 -0 4  and 1 93 8-
3 9 .  Comparing the f ive year periods  end ing in 1 90 7 -08 and beginning i n  
1 93 4 -3 5 ,  the number o f  shi p s  calling grew from 7 4 2  to 7 6 9  per  annum and 
tonnage ent ering g r ew f r om 1 , 5 1 7 , 000  net r egi s t ered tons ( nr t )  t o  
3 , 7 2 6 , 000  nr t p e r  annum . 4 Thus ship numbers  grew by only four per cent 
while  the tonnage of shipp ing grew by 1 4 6  per c ent . By the eve o f  the 
S e c ond Wo rld War We s t ern Aus tralia ' s population  had grown to about 
4 6 5 , 000 or  s even per cent of the Aus tralian to t a l . On a wo r ld scale , 
We s t ern Aus tralia  was s t i l l  a very small  consumer and producer . 
Neverthele s s , in the Aus tral ian context Fremantle  played an important  
r o l e  as a port  o f  call and bunkering po r t  f o r  liner s : by the late  
1 93 0 ' s  one-quar t e r  to  one-third o f  all  overs eas tonnage ent er ing 
Aus t ralia called at  Fr eman t l e . 5 The ob j ec t ive of thi s chapt e r  is to 
explain the chang ing l e�el and pa t t ern of ship movements  at Fremantle  
be tween 1 903 and 1 93 9 .  As we wil l  see , al t e r a t i ons in ship movement s  
called f o r  sub s t an t i al adap tation o n  the par t o f  the por t . 
In thi s d i s cus s i on o f  ship movement s  we mus t  deal no t only wi th 
ship movement s mea s ured in t erms o f  tonnag e but also  wi th the nature o f  
ship s . Th i s  i s  becaus e the implications o f  ship movement s f o r  the po r t  
d ep ended o n  f a c t o r s  s uch a s  the t ypes , s i z e s  and t echnology o f  ve s s els  
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call ing . Shipping and por t  technological al terations ar e clo s e ly 
conne c t ed , as sub s equent d i s cus s ion will  d emons trate . We c ommence by 
d i s cus s ing liner s , tramps and tanker s  and the organi sation of  shipping 
employed on trade routes to and from Fremantle . 
1 .  Ship typ es  and organi sation  
F r emantle  was served by thre e  main typ e s  of  shi p s : liner s , 
t ramp s and tankers . 6 Al though we will cons ider all three types i t  i s  
neces s ary t o  devote  mos t  attention t o  l iner s becaus e they had the 
grea t e s t  impact on the por t . Liners are ve s s els  which o f f er a r egular 
s ervic e  over specified  rout e s . The fac t tha t they are commi t ted to 
o f f er ing r egul ar s ervices means that l iner c ompanies  do  no t exp ect  the i r  
ships t o  travel fully loaded o n  every trip . Liners no rmally carry 
g eneral cargo which can range from small package s  to bulky i t ems s uch a s  
railway locomo t ives . Thus in order to maintain an ad equat e  servi c e , 
l iner companies need to provide ve s s el s  o f  varying types and s peeds t o  
s ui t  the requ i r emen t s  of  each ind ividual t r ad e . For exampl e , the 
Aus tralian/Europe t rade required f a s t  ve s s el s  wi th refrigerated s pace 
for carrying peri shable carg oes  such as meat and but t e r . 
Liners call ing at Fremantle  were o rg ani s ed by conf e r ence s . A 
conference is  an as sociation of  shipowner s  who opera t e  liner s on 
s p ec i f ic routes  and adopt common policies  to cus t omers . 7 In economi c 
t e rms , conferences  are car t e l s  whi ch regula t e  comp e t i t i o n  and enj oy 
varying d egrees  of  monopoly power . Some conferences  are g overned by 
f o rmal agreements  and run by secretar i a t s  whi l e  o thers  ar e organ i s ed on 
a more info rmal bas is . Conf erences f ix f r e ight rates  which can b e  
charged b y  member s ,  thereby prevent ing comp e t i tion  through rate 
cut t ing .  Thi s t end s t o  lead t o  c ompe t i t ion i n  s e rvices  and i n  o rd er t o  
r egulate  thi s conferences allocate sailing s and por t s  of c a l l  and even 
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p o o l  trade and earning s among s t  member s . A crucial as p e c t  of  the 
conference s y s t em is the use of  d e ferred r ebates which are d e s i gned t o  
t i e  shipper s  to  a par ti cul ar conferenc e . The above prac t i c e s  are 
typical o f  1 c l o s e d '  conferences  which admi t new members only wi th the 
agreement of  exi s t ing members . ' Open ' conferenc e s , whi ch do  no t 
r e s t rict  member ship , are mainly c onfined to routes to and f r om the 
u . s . A .  Thi s  i s  becaus e 1 closed  1 confe r ences would violate  American 
Ant i-Trus t Laws . Con ferences  o f ten enj oy a virtual monopoly on routes , 
wi th the r e s ul t tha t the bargaining power o f  shippers  is  relatively weak 
unl e s s  they are o rg ani s ed into as s ociat ions . The f i r s t  ma j o r  conference 
was the Uni ted Kingd om/ Calcutta  conference developed in 1 8 7 5  to combat 
cut-throat c ompe t i t ion which f o l l owed the opening o f  the Suez Canal in  
1 86 9 . The int roduc t i o n  of deferred  rebat e s  in 1 8 7 7 ensured i t s  succes s 
and confer ences  wer e  rapidly adop ted on o ther routes . By 1 93 9 ,  
' p rac ti cally every liner trade or  route  of  any impor tanc e wa s governed 
by conference agreement s ' . 8 
The confe r ence  sys t em has proved one of the mo s t  cont r over s ial  
a s p e c t s  o f  the shipping indus try . Concern about its  e f f e c t s  led to the 
appo intment o f  a number of governmental  and other pub l i c  inve s t igations , 
the mo s t  well known be ing the B r i t i sh Royal C ommi s s ion on Shipping 
Ring s , whi ch reported  in 1 90 9 . The maj or i t y  report favoured the 
conf erence s y s t em and d eclared that deferred r ebates  were acceptable but 
a minor i t y  report  i d entified ma j o r  defec t s , including the crea tion  o f  
monopoly power , high f reight rat e s  and d amage to the p ro s p e c t s  o f  tramp 
shipping . 9 A We s t  Aus t ral ian Royal Commi s s i o n  ( 1 9 0 5 ) and an Aus t ral ian 
Royal Commi s s ion ( 1 9 0 6 ) condemned vari ous a s p e c t s  o f  the conf erenc e 
sys t em ,  and Aus t ralian Royal Commi s s i ons on the Navigation Bil l  ( 1 9 0 6 ) 
and the Navigation Ac t ( 1 9 2 4 )  argued t ha t  conferences hind ered the 
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d evelopment of  a n  Aus t ral ian shipping indus t r y . 1 0  However , recent  
wr i t ing has s ugge s ted that  becaus e mo s t  l iner t r ades are  charac t er i s e d  
b y  freedom o f  ent ry and exi t  they a r e  inherently ' conte s table ' ,  tha t is , 
sub j ect  to the threat o f  cons iderable c omp e t i t i o n .  Under the s e  
circums t anc e s , i t  i s  unl ikely tha t conference s  are inimical t o  the 
public intere s t . 1 1  It  i s  no t our intention to examine conf er ences  and 
the det erminat i o n  of fre ight rat e s  in detail : the s e  to pics  have been 
explored thoroughly e l s ewher e . 1 2  However , we do need to cons ider  
c onferences  ins o f ar as they affected shipping at  Freman t l e . 
The exac t d e t a i l s  o f  many conference arrangement s  are d i f f icul t 
t o  d i s c over becaus e o f  the trad i t ional secrecy surround ing the shipping 
indus t ry , but a conference wa s int roduced on the Uni ted  
Kingdom/Au s t ral ia run as early as 1884 . 1 3  A homeward conference was 
s l ower to d evelop l argely because tramp shipping o f f ered the cheape s t  
way o f  trans p o r t ing Aus t ralia ' s  predominantly  bulk expo r t s . The 
advantages of l iners , s uch as regular sail ings , d id no t compens ate  f o r  
the higher f reight rates  charged b y  conf e r ence l iner s . But the 
int roduc t ion of r e f r igerat ion , which required more c o s tly ve s s el s  and 
greater s erv i c e  reliab i l i ty , led to a numbe r  of ag reement s  amongs t  
shipowners . 
c onferenc es  
cargoes . 1 4  
B y  the eve o f  the First  Wo rld  War fo rmal homeward 
exi s t ed f o r  both refrigerated  and non-refrigerated  
The above arrangement s  wer e  mainly concerned wi th trad e  between 
Bri tain and eas t ern s tates  port s ;  the We s t  Aus tralian trade wa s 
c ont rolled by a combination  of local shi ppers ,  organised  into the We s t  
Aus tral i an Shipping As s oc iat ion (WASA ) ,  and B r i t i sh shipowners . 1 5  WASA 
wa s formed in 1 88 4  to  obtain lower freight rat e s  to  We s tern Aus t ralia  
but  af ter a short  r a t e-war neg o t iated an agreement wi th the  B r i t i s h  
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l ines giving i t  a share o f  the trad e o n  cond i t i on tha t i t  charged agreed 
fre ight rates . P r o f i t s  in the Wes t  Aus t ralian trade were t o  be pooled 
and shared , WASA receiving 7 /2 4 . The agreement wa s ,  in effec t , ' a  
Conf er ence set  up to pre s e rve the trade at  a profi table l eve l ' • 1 6  
F r emantle merchant s  compl ained tha t even af t e r  the opening of the Inner 
Harbour freight rates from London to  Fremantle  r emained about 25  per 
c ent higher than f rom London to the eas t ern states . 1 7  S ome liner 
companies s t ill  charged the s ame rates  for  Fremantle cargo as  they had 
d one when they called at Albany , des p i t e  the fac t tha t they no longer 
had to ab s o rb the cos t of trans ferr ing t he cargo f r om Albany to 
F r emantle . 1 8  The 1 9 0 5  Royal Commi s s ion iden t i f i ed WASA a s  the main 
caus e of the cont inued high fre ight rates t o  We s t ern Aus t r al i a ,  whi l e  
port  charges  and fac i l i t i e s  at Fr emantle  compared favourably wi th 
1 9  eas t ern s tates  por t s . Unfortuna t ely , the full hi s tory o f  WASA has yet 
t o  be wr i t ten and a detailed apprai s al of i t s  operation mus t  awai t  
2 0  further res earch . WASA continued t o  operate until  the 1 9 60 ' s .  
Liner s t end ed to do  a ' mi lkround ' of  the Aus t ralian coas t , 
' t opp ing-up ' wi th cargoes in each por t : 
L iner s , e s p e c ially tho s e  engaged on the European rout e , 
s p ent a week or  more a f t er reaching F r emantle in c i r cl ing 
the continent from we s t  to eas t , d i s charging car g o  � 
route .  On r eaching the east  and comp l e t ing d i s charge they 
began load ing one more . They retraced the ir  rout e , 
load ing a t  each port before clear ing the Commonwealth at  
F r emantl e . 2 1  
I n  the 1 9 2 0 ' s  cons iderable  exce s s  capac i ty ,  e s p e c ially in 
r efrigerated 
' milkround ' . 
shi p s , fo rced l iner s to s pend more  t ime on the  
Bu t  t he  ' milkround ' wa s co s t ly as the  shipowner s had to 
pay mul tiple port and handl ing charg e s ; as  we will  see in Chap ter  7 ,  
t hi s  led to comp l aint s about the level of Aus t ralian por t  charge s . 
Following s everal years o f  l o s s e s , the Conf erence L iner rai s ed freight 
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rates  i n  the outward  trad e to Aus t ralia i n  1 92 8 . 2 2  I t  is , perhaps , no t 
ent i rely a co incidence that freight rates  were rai s ed the year a f ter the 
sa le  of the Aus tral ian Commonwea l th Line . Aus t ral ian shippe r s  feared a 
s imi lar rise  in the homeward t r ade and asked the f ederal g overnment to  
intervene . In  1 9 2 9 the  government cal led a conference of  shipowner s and 
repres entat ives of p r oducers , imp o r t ers  and expo r t er s . As a r e s ul t  o f  
thi s conference the s e  groups formed the Counc il  of the Aus t ral ian 
Over s eas  Tr ans port  As s oc i a t i on (AOTA ) . Dur ing the 1 9 3 0 ' s  AOTA 
neg o t iated  ag reement s  and freight rat e s  for  general carg o , wool , 
r e f r igera ted cargo , dairy produce and f rui t . The Aus tral i an Indus tries  
P r e s ervation Ac t ,  whi ch had been  pas sed  in  1906  to s t o p  deferred  rebates  
in the coas tal trad e ,  was amended to allow s uch practices  t o  continue 
l egally . However , rational i s at i o n  of  t onnag e pro c eeded only s l owly and 
no t all  shippers were happy wi th the new arrangements . In the early 
1 93 0 ' s  We s t ral ian Farmers  Co- operative Lt d .  f o rmed the We s t  Farmer s  Line 
in o r d er to f ight the conf erence . The We s t  Farmers L ine wa s a 
cha r t e ring rather than ship- owning organi s a t i on and remained out s i d e  the 
conference unt i l  1 9 3 7 . 2 3  The conference s y s t em cont inued wi t hout any 
maj or changes unti l  the outbreak of the Second World  War .  
In order t o  obtain adequa t e  cargoes and pas s engers a t  Fr emantle  
l iner companie s  ei ther opened branch offices  or  empl oyed the services  of 
a s hi p ping agent . In the mi d-1 9 3 0  1 s the f o l l owing liner c ompanies  
o perated  branch offices  at  Fr eman t l e : 2 4  
Ab erdeen and Commonwealth Line 
O r i ent Line 
Ad elaide S t e amship Company 
Mcilwraith , McEacharn Lt d . 
Melbourne S t e amship Company 
S tate  Shipping S e rvi c e  
) Br i t i s h  companies  in the 
) ove r s eas trade 
) Eas t ern state compani e s  
) in t h e  inter- c o l onial 
) trad e 
) We s t ern Aus tralian company 
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The following f i rms ac ted a s  shipping agent s :  
Burns Philp and Company 
Dal g e t y  and Company Lt d . 
E lder Smi th  and Company Ltd . 
Geo . Wil l s  and Company Lt d . 
H . J .  Wigmore and Company 
John s o n  and Lynn Ltd . 
MacDonald Hami l ton and Company 
Wes t  Aus t ralian Shipping As s o c ia t i o n  
W . M . Cro sby and Company Ltd . 
I t  i s  clear tha t mo s t  over seas  liner companies  relied on shi pping 
agent s :  only two e s tabl i shed branch o f f ic e s  at Fremantle . However , 
many of  the agen t s  were int imat ely linked wi th shipping lines . For  
example , MacDonald Hamil ton and Company ac t ed as  agents  for  the 
P eninsular and Or i ental Steamship Navigati on Company (P and 0 ) , the 
Bri t i sh Ind ia  S t e am Navigation Company , the Aus tralas ian Uni ted S t e am 
Navigation Company Ltd . and Me s sager i e s  Mar i t ime s . MacDonald Hami l t on 
and Company and the f i r s t  three l ine s all f o rmed part of Lord Inchcape 1 s 
P and 0 group o f  companies . 2 5  
T r amp shipping is  very d i f f e r ent from liner shi pping . I t  
operates  i n  a wo r l d  market , where the f o rces  o f  s upply and d emand work 
f r eely . Tramps d o  no t keep to a fixed schedul e but trade wherever ther e  
i s  carg o . T ramp owner s generally a im to  carry full cargo loads and 
neg o t i a t e  freight  rates , rout es  and por t s  of cal l in order to achieve 
this . Tramps usually carry bulk cargoes  and a l though the average tramp 
i s  des i gned to carry a wid e  range of bulk cargo e s  special i s e d  ves s e l s  
are buil t  f o r  t h e  carriage o f  cargoes  s uch as  grain and o r e .  The 
char t er ing of t r amp s is us ually arranged by the owner ' s  broker through 
the Bal t i c  Mer c an t i le and Shipping Exchange in London . Tramps may b e  
char tered  f o r  a s ing le  voyage  or  for a cer tain per io d  o f  time . I n  the 
l a t t e r  case  the owner ' s res pons ibility  is usually l imi t ed to the 
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manning , prov i s ioning and maintenance of  the ves s e l . Tramp owner s do 
not need to  maintain branch o f f ices  to o rg ani se l ocal cargoes and 
no rmally us e shi pping agents  only to handl e  paperwork while  in por t . 
In the 1 9 2 0 ' s  and 1 93 0 ' s tramps s u f f ered s evere compe t i t ion f rom 
l iners which took ' parcels ' of wheat and other cargoes  usually carried 
by tramp s . The l iners did thi s to sui t  the convenience of  shippers and 
to help  ensure ful ler  us e of their shi pping capaci ty . One cons equence 
o f  this was t ha t  tramps became l e s s  frequent vi s i tors to  Aus tralian 
p o r t s  during the inter-war year s than o therwi s e  would have been the 
cas e . 2 6  
The tanker trade i s  a special i s ed one whi ch meri t s  some _ brief  
comment s . F o l l owing the drill ing o f  the f i r s t  s ucces s ful well in 
Pennsylvannia in 1 85 9 , there gradually aro s e  a demand for the carriage 
o f  oil  by s e a . O i l  was or iginally carried by o rd inary dry cargo shi p s  
in drums , cas e s  and barrel s . Thi s  wa s b o t h  cumber s ome and hazard ous and 
s p ecial i s ed ve s s el s  were gradually devel oped for  the carri age of o i l . 
The fir s t  s t e am tanke r wa s the Gluckauf buil t  by the B r i t i sh  for  a 
German shipowner in 1 8 86 . By the outbreak o f  the F i r s t  World War the 
world tanker f l e e t  numbered 432 tanker s  t o t a l l ing L 6 mil l ion  gro s s  
t ons . 2 7  By 1 93 8  t he wo rld tanker fleet  had g rown to a 1 6 . 6  million  
d eadwe ight tons and represented about ten per cent of the  world ' s  
h . . 2 8  s 1pp1 ng . The world ' s  tanker f l eet  was d ivided be tween ' free ' 
oper a t o r s , whi ch char tered ships to  oil  compan i e s , usually on a long 
t erm bas i s , and o i l  c ompanies which operated their tankers on r egul a r  
rout e s  be tween produc t ion , ref ining and consumption  centr e s . F o r  
example , b y  1 93 9  t h e  Anglo-Iranian Oil  Company ( now known as  Bri t i s h  
P e t r o l eum ) , owned 9 2  tankers  t o talling 9 6 4 , 000 deadwe ight tons . 2 9  
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I t i s  apparent that bulk cargoes  s uch a s  wheat  o r  o i l  had 
d i f f er ent requir ement s for shipping capac i t y  than general cargoe s . Due 
t o  the pa t t ern o f  Aus t ralia ' s t r ade more g eneral cargo c apac i ty wa s 
r e quired in the impor t  t rade t han in the expor t  t r ad e , making exc e s s 
c apac ity a per s i s t ent  problem f o r  shi powner s on  rout e s  t o  and from 
Aus t r al ia . Shi powne r s  are keen t o  f ill  the ir  ships  for  each leg o f  a 
j ourney i f  po s s ib l e  b e c ause  a high proportion  o f  v e s s e l  c o s t s  a r e  f ixed 
r egardle s s  o f  the volume of cargo carr ied . Thu s  average co s t  per uni t 
o f out put ( c ar g o  c a r r i e d )  falls  a s  out put increase s .  However , b ecaus e 
the d emand for  shipping i s  a d e r ived d emand , the mo s t  impor t ant  factor  
is  probably t he extent  t o  whi ch t he c ommod i ty s h i pped can b ear f r e ight 
charges , s ince shi powner s can set fre ight rate s to t ake accoun t  of the 
p o s s ib i l i ty o f  exce s s  c apac i ty on o ne l eg of a j ourney . Ac cord ing to K .  
Burley , in the int e r -war per iod f ull cargoe s t o  or  f r om any Aus t r al i an 
p o r t  wer e  1 ext remely r ar e ' except  f o r  t r amp s c arrying bulk cargoes  . 3 0  
But tramps c oming t o  p i ck up Aus trali a ' s  expor t s  wer e  o f t en f o r c ed t o  
a r r ive in ballas t :  b e twe en 1 9 2 0  and 1 9 3 9  ballast  arr ivals we r e  a lmo s t  
double balla s t  clearanc e s  . 3 1  In 1 9 3 0 -3 2  9 0  p e r  c ent o f  ve s s e l s  t ha t  
l o ad ed ful l car g o e s  o f  whe a t  a r r ived in ballas t . 3 2  
Table  4 . 1  illus t r a t e s  the propor tion  o f  all  t onnage ent er ing and 
c lear ing- Fr emantle in b a l l a s t  b e twe en 1 9 0 5  and 1 93 7 -3 8 (unfo r tunately 
the ava ilable data d o e s  no t d i s t ingui sh b e tween l iner s , t r amps and 
t anke r s ) . Ge nerally , b al l a s t  entr anc es  and c l ear anc e s  we r e  no t markedly 
d i f f erent and never exc eeded mo re than about s ix per c en t  o f  tonnage . 
Th i s  wa s b ec aus e a s  the f i r s t  and last  po r t  o f  c all  on  the Au s t r al ian 
coast , Fr emantle  t end ed to a t tract l iners which unloaded or l o ad e d  
r elatively small  quant i t ie s  o f  c ar g o .  Dur ing t h e  1 9 3 0 ' s o nly b e twe en 1 2  
t o  1 5  per cent o f  t he average ve s s e l ' s  cargo vra s d i s charged o r  load ed  
Y e ar 
1 90 5 2 
1 9 1 32 
1 9 2 2 -2 3  
1 93 2 -3 3  
1 93 7 -3 8  
No t e : 
S ourc e :  
1 2 7 
Table 4 . 1  
Shipping Entered and Cleared in Bal l a s t  at F r eman t l e , 
1 905  t o  1 93 7 -3 81 
1 
2 
( ' 000 ne t r egi s t ered tons ) 
Entered 
I n  Bal l a s t  To tal 
1 1 , 1 7 7  
50 1 , 7 80 
4 7 2 , 3 1 2  
1 7 9  3 , 060 
1 7 0 3 , 4 1 3  
Exclud e s  intras t a t e  
Cal endar year s . 
% in 
Ballas t 
0 . 1  
2 . 8  
2 . 0  
5 . 8  
5 . 0  
shipp ing . 
in Bal last  
6 7  
4 1  
2 4  
1 7 9 
2 1 5  
We s t ern Aus t ralia , S t a t i s t ical Regi s t e r s . 
C l eared 
To tal  
1 ' 1 33  
1 , 73 7  
2 , 2 2 9  
3 , 1 4 5  
3 , 43 9  
% in 
Ballas t 
5 . 9 
2 . 4  
1 . 1  
5 . 7 
6 . 3  
1 2 8 
a t  Fr emantle . 3 3  Thus over 8 5  per  c ent o f  e ach ship ' s c argo  wa s b rought 
into the por t and taken out again , reflect ing the po r t ' s  role a s  a f ir s t  
p o r t  o f  call  o n  a ' mi lkround ' r a ther than a s  a s ing le terminal p o r t . 
No rmally , the only full cargo e s  handled  a t  Fr emantle  wer e bulk 
c ommod i t i e s  and inter s t a te g eneral cargo . Th e high propo r tion o f  par t 
cargoes , o f t en poorly s towed , imped ed carg o -hand l ing and slowed shi p 
turnround . 
S l ow t urnround in  po rt  wa s extremely c o s t ly f o r  shipowner s due 
to the high capi tal c o s t s  of their shi ps . Acc o rd ing to one e s t ima te , 
ships s pent up t o  6 0  p e r  c ent  o f  t he year in  po r t . 3 4  Th us the s peed  o f  
turnround was o f  great  int er e s t  to shi powner s and may have influenced 
their wi ll ingnes s  to s end ships to Fr emant l e . 
Table  4 . 2 shows average turnround � t imes for  overseas ve s s el s 
b e tween 1 9 1 2 -1 3  and 1 9 3 4 -3 5 .  Av erage t urnround t ime r emained remarkably 
c ons tant a t  about four days per ve s s el unt i l  the 1 93 0 ' s .  By 1 93 4 -3 5  i t  
had halved t o  about two d ays per  v e s s e l .  Th i s  impr ovement wa s mainly 
due to a s pe ed ing up of carg o-hand l ing . As we will see in Cha p t e �  5 ,  
d ur ing the d e p r e s s ed ye ar s o f  the 1 93 0 ' s s t evedores  we r e  able t o  ext rac t 
extra ef f ort  f r om wharf l abourers and for ce a r educ t ion in  work rule s 
and r e s t r i c t iv e  p r ac t i c e s . 
Owing t o  a pauc it y  o f  d a t a  i t  i s  no t p o s s ib l e  t o  make d e ta i led 
c ompar i s ons wi th o t her por ts , but da ta  on Melbourne sugg e s t  tha t  
t urnround t imes  a t  tha t  p o r t  followed a s im i l ar t r end . 3 5 Sh ip t urnround 
t imes provide an impor t ant ind icat ion of the capac i t y  of a po r t  t o  
hand l e  ships  and in Ch apter  8 we wi ll  u s e  t h i s  d a ta i n  our a t t emp t t o  
a s s e s s  the e f f i c i ency o f  the Port  o f  Fr eman t l e . 
No tes : 
Sourc e :  
1 2 9 
Table 4 . 2  
Turnround Times of Over s eas Ves s el s  at  Fremantle 1 
1 9 1 2 - 1 3  to  1 93 4 -3 5  
1 9 1 2 -1 3 
1 9 1 9-2 0 
1 92 8 -2 9 
1 93 4-3 5 
Average turnround 
T ime in Days 
4 . 1 
3 . 9  
4 . 0  
2 . 2  
The turnround times were calcul a t ed by summing g r o s s  t ime s 
in por t  (measured in frac tions  o f  a day ) and the number o f  
vi s i t s  for  each ship call ing a t  F reman t l e ;  the t o t a l  gro s s  
t ime i n  po r t  by all ships  wa s divided b y  the total number o f  
ship vi s i t s  t o  give we ighted aver age t urnround t ime s . 
FHT , Annual Repo r t s . 
1 3 0  
2 .  The pat t ern o f  shipping servi ces  
Ships  cal l ing at Fr emantle  can , in principle , be  divid ed into 
three g roups : over s eas , inter s tate and intras tate . Table 4 . 3  
i l lus t r a t e s  ves s e l  arrival s be tween 1 903 -04 and 1 93 8-3 9 . 3 6  O ne problem 
wi th interpret ing T able 4 . 3 i s  that ove r s ea s  arrivals were recorded 
accord ing to the i r  original port of depa r t ur e : f o r  exampl e , shipping 
from the Uni ted Kingdom,  travell ing via European or Asian p o r t s  i s  
record ed a s  coming from the Uni ted Kingd om only . Ano ther problem is 
that many ve s s e l s  c oming from inter s ta t e  and even , in s ome cases , 
intras tate , wer e  over s eas ves s e l s  trad ing via other Aus tral ian po r t s . 
Thus the d i s t inc t ion  b e tween ove r s eas and c o a s tal shipping i s  rather 
blurred in our period . For  the s e  reasons , Tabl e  4 . 3  gives only a rough 
indicat ion of the geographical pa t t ern of shipp ing s e rvices . Table 4 . 3  
shows tha t arrival s from overseas and int e r s t a t e  accounted for  the bulk 
of shipping ac t ivi t y ;  intras tate shipping , never a maj or ac t ivi ty ,  had 
shrunk to four per c en t  of shi p arrival s by the late 1 9 3 0 ' s .  
d i s cus s overs ea s  and coas tal shi pping in turn . 
We wi l l  
In  over s ea s  shipping , the dominance of  the Uni ted  Kingdom 
increa s ed : by the late  1 9 30 ' s  2 9  per cent o f  all arr ivals c ame from 
Uni ted Kingd om p o r t s . Thi s  reflected the overwhelming impor tanc e of  the 
Uni t ed King d om/Aus tr alia  trade rout e .  Thi s route was serviced b y  the 
ves s e l s  of  many leading liner companies  whi ch , following the opening of 
the Inner Harbour at the turn of  the c entury , called at F r emantle  
ins t ead of Al bany . The  first  mail  s t e amer to call at Freman t l e  wa s the 
No rddeut s cher Lloyd 1 s Gera on the 10 Augus t  1 8 9 8 . The f i r s t  B r i t i s h  
mail s t eamer to c a l l  was the Or ient Line 1 s Ormuz o n  the 1 3  Augus t 
1 9 0 0 .  I t  was f o l l owed a week later  by the P and O ' s  s teamer Ind i a . At 
t ha t  time P and 0 s t eamers  sailed from Ti lbury to Mar seilles , P o r t  Said , 
1 3 1 
Table 4 . 3  
Ve s s el Arr ival s a t  Freman tl e ,  1 9 03 -04 t o  1 93 8 -3 9  
( Quinquennial average s )  
1 90 4 -0 8  1 92 0-2 4 1 93 5 -3 9  
Ve s s el Arr ival s ' 000  ' 000  ' 000 
F rom nr t . % nr t .  % nr t . % 
Uni t ed Kingdom 
p o r t s  2 6 0  1 7 . 1  54 7 2 1 . 4  1 , 07 7  2 8 . 9  
Commonwealth ( o ther  
t han U . K . ) por t s  1 04 6 . 9  2 6 8  1 0 . 5  2 0 5  5 . 5  
Other fore ign po r t s  2 5 1  1 6 . 5  2 43 9 . 5  5 1 8  1 3 . 9  
Inter s ta t e  po r t s  7 1 1  4 6 . 9  1 , 3 6 4  53 . 4  1 , 7 6 3  4 7 . 3  
Intras tate po r t s  1 9 1  1 2 . 6  1 3 3  5 . 2  1 63 4 . 4  
Grand total 1 , 5 1 7  1 00 . 0  2 , 55 5  1 00 . 0  3 '  7 2 6 1 00 . 0  
S ourc e : FHT , Annual Re por t s . 
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Suez , Ad en , Col ombo , Fremant l e ,  Ad elaid e , Melbourne and Sydney . 3 7  The 
f o llowing appr ox imat e  l i s t  illustrates  the e s t abli shed pat tern o f  
Br i t i sh l ines servic ing the Uni ted Kingdom/Aus t ralia route : 3 8  
P and 0 S team Navigat ion C o .  L t d . - monthly pas senger and 
cargo s ervice  via Suez . 
P and 0 Br anch Service (Wm .  Lund ' s  Blue Anchor Line taken 
over by P and 0 in 1 9 1 0 )  - monthly pas s enger and c argo 
s e rvic e  via South Africa . 
Orient S t e am Navigation Co . Ltd . ( 5 0  per cent int e r e s t 
acqui red by P and 0 in 1 9 1 9 )  - monthly pa s s enger and c a rgo  
s ervice  via Sue z , al terna ting wi th the P and 0 Line . 
Blue Funnel L ine ( Al f r ed Hol t  & C o . L td . ) - monthly 
pas s enger and cargo s ervice  via S outh Africa . 
Cunard S t e amship Company - monthly cargo  service via Sue z . 
Federal S t e am Navigation C o .  Lt d .  ( ac quired by P and 0 
Group in 1 9 1 6 ) - monthly cargo  s e rvice via Suez . 
E l lerman and Bucknal l  S t e amship  Co . Ltd . - monthly car g o  
s e rvice via S uez . Homewards only . 
Aberd een Line (Geo . Thomp s on and Company ) 
pas s enger and cargo s ervic e  via South Africa . 
monthly 
Whi t e  S t ar Line (Oceanic Steam Navigation Company ; in 1 9 2 6  
the Whi te  S t ar ,  Aberdeen and Shaw Savill  and Albion L ines  
were tran s ferred  to the Royal Mai l  Packe t Company under  
Lord Kyl s an t )  - monthly pa s s enger  and cargo s ervic e  via  
S outh Af r i c a . 
Clan Line ( Cayz er , Irvine and Company ) - monthly cargo 
s ervice via Suez . 
S c o t t i s h  Shir e  Line (Turnbul l , Mar tin and Company L td . ; 
acquired by Clan Line in 1 9 1 8 ) - irr egular s e rvice  via  
Sue z and South Af rica . 
In add i t i o n ,  betwe en 1 9 1 6 and 1 92 7 ,  the Commonweal th Government 
L ine o f  s teamers ( re s tructured as  the Aus t r al i an Commonwealth L ine in 
1 92 3 ) provided a monthly servic e  of  pas s eng er and cargo  s t e amer s  to the 
Uni t ed Kingdom via Col ombo and Port  Said and a for tnightly s e rvice t o  
t h e  Uni ted Kingdom v i a  Sue z . 3 9  The Br i t i sh line s al s o  carr ied trade 
be tween Aus t ralia and Europe as did  ve s s el s  o f  European l ines s uch a s  
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Me s sageries  Mar i time s , Ll oyd Sabaudo . , Holland-Aus t ralia and Wi lh . 
Wilhelms en.  We will  cons ider the  ac t ivi t i e s  of  these  l ines in mor e  
d e ta i l  l a t e r  i n  the chapter . 
Shipping travell ing between Europe and Aus t ralia wa s routed via 
the S uez  Canal , the P anama Canal or  the Cape route . 4 0  The f ew s a i l ing 
ships  tha t remained all took the lat t e r  rout e . The Panama Canal hand led 
shipp ing travelling to  and f rom Europe via New Z eal and , as well as  t r ad e  
wi t h  No rth America , and was no t usual ly used by ships call ing a t  
F r eman t l e . The Suez Canal , opened in 1 8 6 9 ,  did not have an immed iate  
impac t on the Aus t r al ian run as the  Canal route wa s no t much sho rter  
t han the route round the Cap e . 4 1  However , as f ar as Fremantle  wa s 
c oncerned , the opening of the Canal was bene f i c ial as it  reduced the 
advan tage  of Alb any ' s  loca tion on the Cape rout e .  But as late  as 1 9 1 2 -1 3 
only 1 6  per cent o f  the steamships  reaching We s tern Aus tralia us ed the 
C anal ;  by 1 9 33  the propo r t ion was 2 4  per c ent . 4 2  Use o f  the Canal 
d e c l ined in the 1 9 3 0 ' s  as unde r- empl oyed shipping took the Cape rout e s  
to  avo id paying c anal dues , 43 b u t  b y  1 93 7 -3 8  almo s t  one-fif th o f  ent r i e s  
c ame v i a  Sue z . Ve s s e l s  tended to  make mor e  us e of the Canal on the 
howeward t han outward voyage due to the need to deliver primary expo r t s  
s uch as wool , meat  and f rui t as  rapidly as po s s ib l e  t o  the European 
4 4  marke t . • 
The nature o f  the Uni t ed Kingd om/  Aus t ralia trad e , whi ch wa s 
d i s cu s s ed in general t e rms in the previous chap t er , can be f urther 
i l lus t rated by an examinat ion o f  cargoes  carried by two ves s e l s  engaged 
in the trade . 4 5  
In  1 9 2 3-2 4 the P and 0 1  s Mo o l tan o f  20 , 84  7 tons call ed three 
t ime s a t  F r emantle , unload ing 1 , 2 8 0  tons of g eneral cargo and l o ad ing 1 2  
b ox e s  o f  gold , 3 5 6  bal es  of wo o l  and skin$ , 1 1 2  tons of fl our , 94 tons 
1 3 4  
o f  frui t and 2 tons o f  general carg o . The Orient Company ' s  Orion of 
2 3 , 3 7 1  tons called four t imes at F r emantle  in 1 93 8 -3 9 ,  unl o ad ing 3 0 2  
t ons of  general car g o  and load ing 5 6 4  tons of  frui t , 206 tons of  dried 
frui t ,  139  t ons o f  flour ,  8 4  t ons o f  g eneral carg o ,  56 tons o f  f ro z en 
meat , 33 tons of oat s , 5 tons of pearl shel l , 420 bales of wool  and 2 5  
boxes o f  g old . · B o th ve s s el s  carried pas s engers  but unfortunat ely port  
s ta t i s t i c s  d o  no t record pas s enger numbers . The two ve s s e l s  averag ed 
only 1 1 . 5  hours in Fremantle per trip . Thus the Mool tan and Orion wer e 
typ i c al of  the fas t pa s s enger-mail liner s whi ch adhered to s t r i c t  
s chedul e s , handled rela t ively small amount s  o f  cargo and s pent l i t t l e  
t ime i n  por t . 
Trade be tween We s t ern Aus t ralia and As ia followed two rout e s : 
one was via We s t ern Aus tralia t o  Ind i a ,  Ceylon and Burma ; the o t her wa s 
from We s t ern Aus t r al ia nor thward s to the Dut ch Eas t Ind i e s  and the 
S trai t s  S e t t l ement s ( S ingapore and Malaya ) .  46 By 1 93 7 -38  trade wi t h  
As i a  and the Pac i f i c  Is land s accounted f o r  about one-fifth  o f  the 2 . 1  
mi ll ion tons o f  shipping ent er ing We s t ern Aus tral i a .  As we s aw in the 
previous chap t er , mos t  of  thi s trade was oil  from the Dut ch Eas t  Ind i e s ; 
d irect  trade wi th the Far Ea s t , par t i cularly Japan , mainly went via  
eas tern s ta t e s  po r t s . In 1 93 8�3 9 2 0  ves s e l s  unl oaded fuel oil , 
includ ing the Vacuum Oil Company ' s  Ahamo o f  8 , 6 2 1  t ons which unloaded 
3 0 , 86 5  tons and Bataafs che Petrol eum Maat s chapp i j 1 s ( a  sub s i d iary o f  
Royal Dutch She l l ) Manvantara o f  8 , 23 7  tons , which unloaded 3 0 , 6 7 4  
t ons . The s e  tanke r s  made three trips  each , averaging about 3 . 5  days in 
port  p er trip  and l o aded no return cargoe s . 
Trade to India and Ceylon was car r ied  en rout e by lines on the 
Uni t ed Kingdom/Aus t r alia run , principally the P and O ,  the O r i ent Line 
and , be tween 1 9 1 6 -2 7 , the Commonwealth Government Line . In add i tion , 
1 3 5  
the Bri t i sh India  Steam Navigation Company operated a regular servic e  
between Calcu t t a  and Aus tr alia v i a  P enang and S ingapore ( having taken 
over the rival Melbourne based Curr i e  Line in 1 9 1 3 ) .  
The P o r t  of  S ingapore , l ocated between the Indian and P ac i f i c  
Oc eans , grew i n  imp o rtance a s  an entrepot  and coaling station fol l owing 
the op ening of the Suez Canal . It  provided a f ocal po int for s te amshi p 
l ines trading wi th  the Far Eas t . 4 7  I n  1 8 8 4  Trinder , Ander s on and 
Company in partner s hip wi th Charles  Bethell and Company , introduc ed a 
s t eamship service  be tween Fremantle  and S ingapo r e , cal ling at no rth-we s t  
po r t s  and Bat avia  e n  route . The 6 1 8  ton Nat al connec t ed wi th the P and 
O ' s  steamer s ervi c e , enabl ing pas s eng ers  and goods  to be trans- shi pped 
for  carriage to  and from the Uni t ed King d om .  I n  1 8 86  the We s t  
Aus t ral ian S t e am Navigation Company (WASN )  wa s f o rmed to take over thi s 
s e rvice and was t o  continue operat ing unt i l  1 93 6 .  Alfred Hol t ' s  Ocean 
S t eamshi p  Company was al s o  keen to s ecure a share  of thi s ' connec ting 
trad e '  and in 1 88 9  r eached an agreement wi th  the WASN Company whereby 
Hol t ' s  ves s e l  Salad in of  1 , 9 9 0  tons , car r i e d  the WASN Company ' s  trade 
f r om S ingapore t o  Aus tralia , while  the la t t er Company ac ted as We s t  
Aus t ral ian ag ent s  f o r  Hol t ' s  ves s el . 4 8  The Sul t an , a 2 , 06 2  ton s t e amer 
j o int ly owned by both c ompanie s j o ined the t r ade in 1 8 94 and was the 
f i r s t  ocean go ing ve s s el  to  enter  Fr eman t l e ' s  Inner Harbour . By 1 8 9 5  
their ships were call ing every t h r e e  weeks at Gerald t on ,  Shark Bay , 
Carnarvon road s , Ashbur ton road s , Roebuck Bay road s , the Pearl ing 
Grounds and Derby , provid ing a valuable s ervice to the i s olated  
c ommun i t i e s  in the  north-we s t  of We s tern Aus t r al ia . 4 9  The  cargo  of  the 
WASN Company ' s  Paroo of 2 , 6 65 tons , which c a l l ed at Fremantle e ight 
t imes  in 1 9 0 8 -0 9 , spend ing an average of  t en days in po r t  on each trip , 
i llus trates  the nature o f  the trad e .  She unlo aded  3 , 7 88 tons o f  g eneral 
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cargo , 39  tons of  ore , 1 8 6  bal es of wool , 1 9 1  hid e s , 9 , 03 7 cat t l e  and 
sheep and 2 7  hor s e s  and dogs . She loaded 1 , 5 98 t ons of g eneral cargo , 
9 6 6  tons of sandalwood , 471  tons of  coal , 308  tons of timber , 150  tons 
o f  chaff and f o d d e r , 65  tons of  bark , 45 tons of o r e , 2 , 3 86 bales o f  
woo l , 31 4 cat t l e  and sheep and 8 ho r s e s  and dog s . 
The above s ervice highl ight s the d i f f i cul ty o f  drawing a 
d i s t inction between coas tal ( inter s t a t e  and intras t a t e )  and ov er seas  
shipping s e rvice s .  It was common f o r  over s eas  ve s s els  to carry 
pas s engers  and cargo along the Aus t ral ian coas t in compe t i t ion wi th 
Aus tr al i an shipping c ompanies . S O However , as we will see shor tly , thi s 
c ompe ti tion wa s reduced af ter 1 9 2 1  due to the impl ementation of the 
Navigat ion Act . We will now turn and cons ider  the operat ion o f  coas tal 
shi pping s ervic e s  in We s t ern Aus tralia . 
The coas t l ine of Wes tern Aus t ralia  accoun t s  fo r mor e  than one-
third of the t o t al coas t l ine of Aus tral i a ;  a voyage from F r eman tle t o  
Darwin and back i s  about 5 , 000 miles  or  one� hal f  o f  the d i s t anc e from 
Fremantle to the Uni t ed Kingdom. The l arge t idal r ange in the north-
we s t ern por t s  and the primi t ive port fac i l i t i e s  meant that ves s e l s  had 
to be s pecially d e s igned to wi th s tand the s t ra in of res t ing on the 
s eabed at low t id e . Given these  fac t o r s  and the spar se  population , the 
c o s t  o f  providing coas tal shipping s ervices  was high and r egular 
s ervic e s  wer e  s l ow t o  d evelop . 
The f i r s t  regular s t e am shi pping servic e s  in We s tern Aus tralia 
were d eveloped as f eeder routes for pa s s engers  and cargo to and from 
Albany , where they l inked up wi th the Imperial  and inter- c o lonial trunk 
1 .  5 1 1nes . The Ade l a ide Steamship Company ent er ed t he We s t ern Aus tralian 
trade in 1883  when i t  took over a local shipping company . I t  dominated  
the  coas tal t r ad e  un til  the  gold  rushes o f  the 1 8 90 1 s a t trac t ed o ther 
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c ompani e s  into  the trad e : Mc l lwraith McEacharn Ltd . , the Aus t ral ian 
Uni ted S teams hip Naviga t ion Company and the Melbourne S teamship C ompany 
wer e  offering regular services  be tween the eas t ern states  and We s t ern 
Aus tr alia before the end o f  t he 1 9 t h  century . 5 2  Huddart P arker L t d . 
s oon followed wi th a servic e  from Sydney s t e aming via Melbourne , Albany , 
Hamelin ,  Vas s e ,  Bunbury , Fremantle to Gerald t on . 5 3  The Adelaide 
S t eamship  Company had a s l ight advantage over the s e  companies  becaus e it  
ob tained the mail contrac t  for the  nor th-we s t  coas t in  1 8 9 3 . The 
contrac t was renewed in 1 8 9 6 , 1 90 1 , 1 90 7  and 1 9 1 0 . By 1 9 1 0  the sub s idy 
f rom the g overnment was worth  f 5 ,  000 per annum . 5 4  Ini t ially , the  o ther 
c ompanie s  comp e t ed s t rongly for the general carg o , pas s eng er  and coal 
trades . But in 1 8 9 9  the inter s tate  shipowners f o rmed the Aus t r alas ian 
S t eamship Owner s ' Federation and thi s ' combine ' was accus ed of  charg ing 
exces s ive fre ight rates  and provid ing inadequa te s e rvices . There wa s 
certainly cons id erab l e  evidence of  collabora t i on among s t  the int e r s t a t e  
before the F i r s t  Wo rld War , par t icularly in the coal c ompanies  
t rade . 55  Feel ing agains t the companies  was so  s t rong tha t  the  Wes t  
Aus tralian manager  o f  the Adelaide S t eamship Company t old the 1 90 6  Royal 
C ommi s s ion on the Navigation Bi l l  tha t 1 it is almo s t  an ind i c table 
o f f ence t o  belong t o  an in t er s t a t e  shipping company . ' 5 6  
I n  1 9 2 1  the federal governmen t impl emented the cabotage 
re s t r i c t i ons o f  the Navigation Ac t reserving the c o a s t al t r ad e  only for 
t ho s e  shi ps  whi ch met Aus t ral ian wage and manning cond i tions . Thi s Ac t 
had actually been pa s s ed in 1 9 1 2  but i t s  impl ementat ion was delayed a t  
t he reque s t  o f  t h e  Br i t i sh government . The pur p o s e  o f  the Ac t wa s to  
encourage t he  g rowth o f  an Aus tralian mercantile  marine but  the  Act me t 
wi th cons i d er able  oppo s i t i o n ,  even wi thin Aus tralia . 5 7  The out- lying 
s ta t e s , s uch as We s t ern Aus tralia and Ta smania , wer e  cri t i c al o f  the 
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monopoly power the Ac t gave t o  inte r s t a t e  shipowner s .  In 1 9 2 6 the 
federal g overnment tried to r educe c omplaints  about the Ac t by allowing 
B r i t i sh ves s e l s  to  operate on the coas t unl icensed in certain 
c i rcums t ances .  In 1 93 5  this permi t s y s t em was placed on a s tatutory 
basi s .  Alfred Ho l t  and Company appears  to have been all owed to ope r a t e  
unl i cens ed s h i p s  on its  s e rvice along t h e  coast  of We s t ern Aus tral i a  
from 1 9 2 1 onwards . 5 8  
A guid e  to the nature of the int e r s t a t e  trade can b e  ob tained by 
an examina tion of two s ample  pas s eng e r-cargo ves s els . In 1 90 8 -0 9 
Mci lwrai th McEacharn ' s Cooeyanna of 3 ,  9 2 2  tons  called twelve times a t  
Fr emantle  and unlo aded 4 , 74 6  tons o f  g eneral c a rgo , 1 3 , 959  t ons o f  coal , 
380  tons o f  fer t i l i z e r , 43 tons of t imbe r , 4 bal es  of  wool , 4 , 092  cat t l e  
and sheep and 1 9  h o r s e s  and dogs . She l o aded  9 4 2  tons of  g eneral carg o , 
2 ,  8 6 4  tons of  t imber , 89 tons of  cha f f  and fodder and 403 hid e s . The 
Melbourne S teamship Company ' s  Dimboola  o f  3 ,  886 tons called thi r t e en 
t imes at  Fr eman t l e  in 1 9 2 3 - 2 4  and unloaded 2 9 , 5 9 3  tons of general carg o , 
605  tons of  t imber , 1 89 tons o f  f e r t i l i z er s , 1 7 4 tons of  coal , 2 tons  o f  
f r o z en meat , 1 , 2 6 7  cat tle  and sheep and 5 0 9  ho r s e s  and dog s . She loaded 
4 , 3 9 2  tons of  g eneral cargo , 349  t ons of t imb e r , 3 1 4  tons o f  bark , 1 7 5 
t ons of  frui t , 1 7 3  tons of  ores , 4 7 6  bale s  o f  wo ol , 684 hides  and 1 1  
ho r s e s  and dogs . The Dimboola wa s reputedly very popular wi th f ir s t  
clas s pas s engers  o n  the Sydney t o  Freman t l e  run as they wer e  ' carried in 
extreme c omf o r t . ' 5 9  The Cooeyanna ave r aged t hree  days in port per t r i p  
and the Dimboola two days p e r  trip . F o r  both  ve s s e l s , general cargo e s  
d i s charged at Fremantle were much grea t er than t h e  quanti ty loaded , a n  
imbalance whi ch r e f l ec t ed We s t ern Aus t ralia ' s  dependence o n  manufac tur ed  
g oods produced in the eas t ern s ta t e s . Unlike the  Cooeyanna the  Dimb o o l a  
car r ied only a mod e s t  cargo of coal , a r e f l e c tion  of  the d e c l ine of the 
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int e r s t a t e  coal trad e . As we saw in the previous chapter , the fal l ing 
d emand for Newc a s t l e  coal for ship ' s  bunkers was the main reason why 
inter s t a t e  trade decl ined from 4 6  per cent of  the total tonnage of  po r t  
t r ade i n  1 9 1 0  t o  2 4  p e r  cent i n  1 93 8 .  Ano t her  fac tor was the o pening o f  
the Trans-Continental  Ra ilway i n  1 9 1 7 whi ch o f fered ser ious compe ti tion  
for  pas s engers  and smaller cons ignment s  o f  cargo . As  we saw in  Chapeer  
3 ,  in the  1 9 2 0 ' s pas s enger numbers  wer e  about 50  per cent below the i r  
pr e-1 9 1 4  l evel . In add i tion , labour unre s t , par t i cul arly in the 1 92 0 ' s ,  
l ed to regular d i s rup tion  of shipping servi c e s . Moreover , sea trans p o r t  
s u f f ered f r om p er s i s t ent p i l f er ing o f  carg o . We will examine the s e  
l a t t er  two problems i n  Chapter 5 ,  where  we d i s cus s labour rel a t i ons and 
carg o-handl ing in d et ail . The se  and o t her  problems , includ ing the  
gr owing compe t i t io n  from road trans p o r t  and the  us e of ob s o l e s cent 
ships , l ed to a d ra s t i c  decl ine in inter s t a t e  shipping af ter the S econd 
Wo rld War . 6° 
The for tunes  of  the private ship ping companies  we re  no t helped 
by the d e c i s ion o f  t he Scaddon Labor Government to  es tabl i sh the S ta t e  
Shi pping Service ( S S S ) in 1 91 2 . 6 1  T h e  S S S  wa s des igned to  provide  
c ompe t i tion wi th Al f r ed Hol t and Company and  the e a s t ern s ta t e s  l ine s 
and to provide  mor e  regular shipping servic e s . I t  is  of  par t i cular 
intere s t  as  i t  i s  the only shipp ing l ine t o  use  Fremantle as  a home 
p o r t . As we saw in Chapter 2 ,  i t  was admin i s t e red by the FHT be tween 
1 9 1 3  and 1 9 1 9  a f t er its f inancial a f f a i r s  g o t  into d i s array und er i t s  
f i r s t  manager . In 1 9 1 3  the government awarded the no rth-we s t  mai l  
contract  to the S S S  and the Adelaide S t e amship Company wi thdrew f rom t h e  
no r t h-we s t rout e . 
The S S S ' s f i r s t  ships  wer e  the Una o f  1 7 8  tons and the Eucla  of  
5 6 4  tons , both  of whi ch were mainly emp l oyed on the south coa s t  route  t o  
1 40 
Euc�a . By 1 9 1 5  t he f leet  had expanded to  include the We s t ern Aus tralia 
2 , 93 7 tons , the Kwinana - 2 , 42 5  tons , the Bambra 3 , 3 02 tons and the 
Kangaroo 4 , 43 4 t ons . The latter vessel  was the f i r s t  Aus tralian owned 
motor  ves sel and only the s econd motor ship built by a Bri t i sh  
shipyard . By the outbreak o f  the Fi r s t  Wo rld War the S S S  called 
regularly at Gerald ton , Shark Bay , Carnarvon Jet ty ,  Ashburton Roads , 
Co s s ack Ro ad s , Ba lla  Balla Anchorage , Po r t  He d land , Br oome , De rby and 
Wyndham . The s ervice was extended to Darwin in 1 9 20 and Java and 
Si ngapore in 1 9 2 1 . The WASN Company wi thdrew f r om the north- we s t  coas t 
service in the mid- 1 93 0 ' s  leaving the trade to  Alfred Hol t  and Company 
and the S S S . At t emp t s  by the s tate  g overnment t o  d r ive Ho l t  and Company 
from the trade were  r e s i s ted by the federal government . 6 2  
A guide to  the nature  o f  t he S S S ' s operations c an b e  obtained 
from examining the cargoes carr ied by two of i t s  ves s els . In 1 9 23 -24 
t he Kangaroo called t en t imes a t  Fr emantle  while  on the north-we s t  
s ervice t o  Java and Malaya , spending an average o f  nine days i n  por t  per 
t r ip .  She unloaded 1 1 , 0 6 4 tons o f  g eneral cargo , 3 00 tons o f  
f er t i l i z ers , 4 , 10 5  bales  o f  wool , 9 , 8 9 7  cattle  and sheep and 1 4  hor se s  
and d ogs . Cargo loaded was 1 ,  7 04 t ons o f  g eneral cargo ,  1 , 3 4 9  t ons o f  
f lour , 5 5 7  t ons o f  frui t , 47 1 tons o f  sandalwood , 2 5 7  tons o f  t imber , 
2 64 t ons o f  cha f f  and f odder , 5 t ons o f  c oal , 502  bales o f  wo o l ,  and 9 
hor ses  and d ogs . At that t ime the south coa s t  s ervice was provided by 
the Eucla . In 1 9 23 -2 4  she called e ighteen t imes a t  Fr emantle s pending 
almo st  three days in port on each trip . She unloaded 483 tons o f  
g eneral cargo , 100  t ons o f  coal , 2 t ons o f  t imber , and 1 ,  1 4 7  bales o f  
wool . She load ed 5 , 3 1 2  tons o f  general cargo , 1 9 9  tons o f  t imber , 4 6 
t ons o f  expl o s ives and 3 5 tons o f  c oal . Tr ade on the south coast  
service f ell off  rapidly in the 1 9 3 0 1 s and the route was abandoned in 
1 94 0 .  
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3 .  The nat ionali ty of shipping call ing at Fremantle  
Table  4 . 4  illus trates  the  national i ty of shipping ente r ing We s t  
Aus tral ian po r t s  b e tween 1 905 and 1 93 7 -3 8 .  The d ominance of  B r i t i s h  
shipping i s  read ily apparent : i t  accounted  fo r about 80 per  cent of 
t o t al tonnage enter ing We st  Aus tral ian ports . Bri t i sh shipping 
cons i s ted of  Aus t ralian ,  Uni ted  Kingdom and New Zealand tonnag e , 
although the l a t ter  was ins igni f icant . 
Aus t r alia  has never had a s t rong trad i t ion o f  mar i t ime 
enterpri s e  and has rel ied on ove r s eas  f l e e t s  for the carri age  of her 
over seas  trad e . 63  A brief exception  was the Commonwealth Government 
L ine which was e s tabli shed in 1 9 1 6  by Pr ime Mini s ter Hughe s  t o  carry 
Aus t ral ia ' s  pr imary exp o r t s  whi ch wer e  pil ing up on the wharve s due to 
t he war- t ime s carcity  o f  shipping . The Line was retained af ter t he war 
but was the centre  of  cons iderab l e  controver sy . In 1 9 2 3  S . M .  Bruce ' s 
Na tional Coun t ry Party Government re s truc t ured the Line and i t  became 
known as the Aus t ralian Commonweal th Line of  Steamers .  But it mad e  
continual l o s s e s  and was s old to  the Royal Mail group i n  1 9 2 7 . 6 4  By  
1 93 7 -3 8  Aus t ral ian reg i s tered tonnag e , mainly owned by  eas t ern s t a t e s  
c ompanies , accoun t ed f o r  a mere 1 1  per  c ent  o f  t o tal tonnage ent ering 
We s t  Aus t ral ian por t s . 
In the case  of We s tern Aus t r a l i a , F .  Broeze  has a t t r ibuted the 
lack of shipping enterprise  to f our main f ac t o rs : f i r s tly , a l ack o f  
' ri sk '  capi tal among s t  We s t  Aus t r a l ian mer chants ; second l y ,  the nature 
o f  the c o a s tal trade  which required  large numb ers o f  v ery small ves s el s 
whi ch diver ted  capi tal whi ch o therwi s e  could have gone into larger deep-
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Table 4 . 4  
Na t i onali t y  o f  ShipEing Entered at We s t  Aus tralian Port s , 
Selec ted Year s , 1 905  t o  1 93 7 -3 8  
( ' 000 gro s s  regi s t ered tons ) 
New Other Total Al l 
Aus t .  U . K. Zealand Bri t i sh B r i t i sh Fore ign 
tons % tons % tons % tons % tons % tons % Total  
1 90 51 4 4 5  2 4 . 2  1 04 5  5 6 . 8  3 0 . 2  2 0 . 1  1 4 95 8 1 . 3  3 4 4  1 8 . 7  1 83 9  
1 91 3 1 5 7 5  1 9 . 0  1 6 83 55 . 5  3 0 . 1  2 2 6 1  74 . 6  7 7 1  2 5 . 4  3 0 3 2  
1 9 2 2 -2 3  8 7 1  2 7 . 5  1 83 5 5 7 . 9  + 2 6  0 . 8  2 7 32  8 6 . 3  43 5 1 3 . 7  3 1 6 7 
1 93 2 -3 3  3 4 8  9 . 8  2 5 0 9  70 . 7  + - 2 3  0 . 6 2 880  81 . 1  6 7 0  1 8 . 9 3 5 5 0  
1 93 7 -3 8  4 4 9  1 0 . 9 2 7 88 6 7 . 9  1 * 4 8  1 . 2 3 2 86  80 . 1  8 1 8  1 9 . 9  4 1 04 
No t e s : 1 Calendar ye ar s . 
* L e s s  t han 0 . 1  per c ent . 
+ No t separately identi fied . 
Sourc e : We s t ern Aus tralia , S ta ti s t ical Reg i s t er s . 
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s ea ves s el s ; third ly , the failure o f  the local shipbui ld ing indus t ry to 
build craft larger than 1 00 tons ; and f inally , a shor tage of qual i f i e d  
s ea- going per sonnel and the high level of wag e s . 6 5  Und oub t ed ly , there  
were more p r o f i t able and l e s s  r isky out l e t s  for  the  s carce capi t al of  a 
f ledg ling colony . Moreover , the dominat i o n  o f  the no r th-wes t  trade by 
WASN and Al f r ed Holt and Company may have put a s top to any hopes of a 
l ocal shipping indus try . 6 6  However ,  e s t ab l i shment of the SSS  i n  1 9 1 2 
p r ovided We s t ern Aus tralia wi th a small  g overnment owned l ine . In the 
early 1 9 3 0 ' s  the We s tral ian Farmer s  Co- op e r a t ive Ltd . f o rmed the We s t  
Farmers Line i n  o rder t o  fight the e s tabl i s hed conferenc e lines . But 
thi s was a chartering rather than a shi p- owning line . 67  By 1 9 3 8 the 
very small s team and sail ing ves s e l s  (mo s t ly f i shing and pearl ing craf t )  
on the Wes t  Aus tralian Reg i s ter to talled only 1 4 , 400  tons or a mer e four 
per c ent o f  the small Aus tral ian f l e e t . 
The lion ' s share of  Br i t i sh shi pping was ,  o f  cour s e , taken by 
Uni t ed Kingdom shipping , which by the l a t e  1 93 0 ' s  accounted for  about 
two- thi rds  o f  to tal entries  into We s t ern Aus t r al i a . As we saw ear lier , 
at  l e a s t  t en Uni ted Kingdom shipping c ompan i e s  provided regular s e rvices  
t o  Aus tralia . As we wi ll  see in the chapt e r s  tha t follow,  the s e  lines 
ex e r t ed a cons ider able influenc e on port o p e r at i on and development . In 
1 9 2 6 -2 7 ,  for examp l e , Fremantle had 51 vi s i t s  by P and 0 mail  steamer s 
whi ch paid about [ 4 ,  4 8 2  in por t  and p il o t ag e  dues alone . 6 8  The FHT 
c ould no t lightly dis regard the wi shes  of so influential a cus t omer 
( that , mor eover , controlled several o ther ma j o r  c ompanies call ing a t  
Fremant l e ) . 
Non-B r i t i sh tonnage , which i s  i l lus t rated  in more detail  in 
Table 4 . 5 can be  cons idered under  two head i ng s : European and non-
European . We wil l  cons ider each in turn . 
1 4 4 
Table 4 . 5  
Na t ional ity o f  Non-Bri t i sh Shipping Ent ered a t  We s t  Aus tralian P o r t s , 
Selected Years , 1 905  t o  1 93 7 -3 8 
( ' 000 gro s s  r egi s t ered tons ) 
1 90 5 1 1 9 1 31 1 9 2 2 -2 3 1 93 2 -3 3  1 93 7 -3 7  
Denmark 2 3 2 6  40  4 3  
F r ance 81  95 6 8  7 
Germany 2 0 8  5 1 7 1 7  6 7  5 5  
I t aly 10  2 7 0  1 2 8  1 3 3  
Japan 1 4  5 7  1 00 1 02 
Netherland s 1 1 94  4 7  5 5  
No rway 3 1  9 9  5 4  2 0 7  2 43 
Swe d en 3 3 2  2 6  6 1  35  
u . s . A .  2 1 8  1 3  2 2  
O ther s  6 8 5 7 1 2 3  
To t a l  3 4 4  7 7 1  4 3 5 6 70 8 1 8  
No t e : 1 C a l endar year s . 
S ourc e : We s t ern Aus tralia , Stati s t ical Re�i s t er s . 
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The European fleets  can b e  cons i d e r ed in two groups : f i r s tly , 
the fleets  o f  Franc e ,  Germany , I t aly and the Netherlands , which were 
primar ily conce rned wi th the direc t  trade between their mo ther country 
and Aus tral i a ;  s e condly , the fleet s of  No rway and Swed en which wer e  
primar ily engaged i n  cro s s-trading , mos t l y  be tween other European 
countries  and Aus t r al i a . 6 9  
Af t e r  the opening o f  the Inner Harb our t h e  French company , 
Mes s ageries  Mar i t ime s , included Fr emantle a s  a port  o f  call on i t s  run 
f rom Mar s e i l l e s  via Sue z to Sydney . From Sydney it  offered a regular 
s e rvice to  Noumea . Ves sels  belong ing to  Me s s ageries  Mar i times which 
v i s i ted Freman t l e  in 1 9 0 8-0 9 included the Aus t ralien ( 6 , 3 6 5  tons ) , 
Armand Behic ( 6 , 3 97 tons ) ,  and Dumbea ( 5 , 80 9  tons ) .  The se pas s eng e r-
cargo servi c e s  wer e  d i s rupted by the Fi r s t  World  War and the Sue z rout e 
was no t reopened unt i l  1 9 2 0 . It wa s abandoned at  the end of  the 1 92 0 ' s  
as  an economy measure and by 193 8  Fr ench ves s el s  accounted fo r le s s  than 
one per cent of non-Bri t i sh shi pping entering We s t ern Aus tralia . 
In 1 9 0 5  German shi ps ac counted f o r  about 208 , 000 or about 60  per  
c ent o f  non-B r i t i sh tonnage en ter ing We s t ern Aus t r al i a . The main German 
c ompany involved in the trade wa s No rddeut s cher Lloyd , who se ships  began 
calling at F r emantle  in 1 9 02 on their run f rom B remerhaven to S ydney . 
In 1 90 8 -0 9 , f o r  example , the pas s enger- cargo s t e amer Friedrich der 
Gro s s e  of  1 0 , 53 6  tons and the three 8 , 000 tons s i s ters  Roon , Gnei s enau 
and Seyd l i t z  vi s i ted Fr emantle . The s e  wer e  a l l  mod ern ve s s e l s  and 
o f f er ed s t rong c ompe t i t ion to the Bri t i sh l ines . Ge rman tonnage peaked 
at 5 1 7 , 000  tons or ab out two- thir d s  o f  non-B r i t i sh tonnage entering 
We s t ern Aus t r alia  in 1 9 1 3 .  I t  was d i s rup ted by the First  Wo rld War and 
never returned to its pr e-war level . The Norddeut s cher Ll oyd wa s no t 
able to r e s ume s ervices  to Aus tralia unt i l  1 92 5 . The German-Aus t r al ian 
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S t eamship Company (Deut s che-Aus t ral i s che Damp f s chi f f s  Ges ellscha f t ) o f  
Hamburg ( founded to  r ival the Br emen b a s ed Norddeut s cher Lloyd) entered 
the Aus tralian trad e in 1889 and bui l t  up a maj o r  po s i tion in the 
fre ight traff i c .  In 1 92 6  i t  was taken over by t he Hamburg Amer ica  
Line . In 1930  the  lat t er  line and Norddeut s cher  Lloyd ag reed to  run the 
Aus tral ian s e rvice on a j o int ba s i s  and thi s arr angement cont inued unt i l  
1 93 9 . 
Af t er  the F i r s t  Wo rld War Ital ian emigration  to the U . S . A .  
declined and larg er numb ers of  Italians cho s e  Aus tr al ia a s  a place t o  
s e t tle . Cons equently , Ital ian line s , such as  L loyd Sa baud o and the 
Navigaz ione Generale I t aliana , e·nt ered the pas s enger and migrant trad e  
t o  Aus t ralia . In 1 9 2 3-2 4  the fo rmer ' s  P r inc i p e s s a  Giovanna and 
Principessa  Maria c a l l ed briefly at Fr eman t l e  en route to the  eas tern 
s ta t e s . The s e  ves s el s , both around 8 ,  3 0 0  tons , provided fairly bas i c  
accommodation for  u p  t o  4 0 0  emigrant s ,  and were typ ical of  tho s e  engaged 
in thi s trad e . The depr e s s ion led to the c o l l a p s e  of the emig rant trad e 
but the I t al i an Government ens ured the ma int enance o f  the s ervice by 
paying an increased  sub s idy and arrang ing the merger o f  the Lloyd 
Sabaudo and Naviga z i one Generale I t a l i ana into  t he I talia L ine i n  
1 93 2 . Thi s  Line operated the Aus t ralian serv i c e  in conjunc tion wi th the 
Cosulich Line . A further reorgani s a t ion f o ur year s later left  the 
Aus t ral ian s e rvi c e  in the hand s o f  ye t ano ther I t a l ian line , Lloyd 
Tr e s t ino . By 1 93 7 -3 8  I t alian ve s s els  accoun t ed f o r  1 6  per cent of non­
B r i t i sh ves s e l s  enter ing We s t ern Aus t ral ia .  
The Holland-Aus tralia L ine ( one o f  the e ight l ines operated by 
t he Vereenig d e  Ned erland s che Scheepvaart  Maat s chappi j  establ i shed in 
1 9 1 9 ) was the only Dutch line who s e  ve s s el s  r egularly called a t  
F r eman tl e .  In  1 9 2 3 -2 4 ,  f o r  examp l e , the Holland Aus tralia Line 1 s 
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Aagtekerk , Abb ekerk , Almkerk and Ar endskerk , averag ing 7 , 500  tons each , 
made a to tal of  1 4  calls  at Freman t l e . The Dutch s hare of F r emantle 
shipping grew sub s tantially in imp o r tanc e in the 1 9 2 0 ' s ,  mainly due to 
the import o f  o i l  f r om the Dutch East  Ind i e s  that was l argely carri ed on 
Shell tanke r s . In 1 9 3 8 -3 9  nine of the thi r teen Dut ch ships  vi s i t ing 
Fremantle were t anker s . 7 0  
The f l e e t s  of  Sweden and Norway wer e ,  a s  al ready indicated ,  
larg ely engaged in c r o s s-trad ing . The Norwegi an f leet was the mo s t  
impo rtant , accoun ting for  about 3 0  per cent o f  al l non-B r i t i sh shi pping 
ent ering We s t ern Aus tralia in 1 93 7 -3 8 .  The maj o r  l ine was t he No rwegian 
Af rica  and Aus tralia  Line , es tab l i shed in 1 9 1 0  by Wil h . Wi lhelms en and 
Fearnley and Eg er . It  provided a Euro p e /  Aus tral ia s e rvice which went 
via the Cape on the outward run and via Sue z on the homeward  run . In 
1 9 3 8 -3 9  1 6  ve s s e l s  belong ing to Wilh . Wilhelms en called at Fremantle , 
includ ing the Tr i c o l o r  ( 6 , 850  tons ) , the Tamer l ane ( 6 , 7 7 8  tons ) , and the 
Talleyrand ( 6 , 7 3 2  t on s ) .  All were mo torships  d e s igned to carry cargo 
and a small compl ement of pas senger s .  As we shall  see  later in the 
chap t e r , the No rwegi an l ines led the wo rld in the ado p t ion of the d ie s el 
mo torship . 
The non-European ships cal l ing at  We s t ern Aus t ral ian po r t s  were 
predominantly Japane s e .  Japan took advantage o f  the d i s rup t ion caus ed 
by the Fi r s t  Wo rld  War to expand the servi c e s  o f f ered by i t s  shipping 
l ines . Aid ed by s ub s id i e s  and the deprec i a t ion o f  the yen , Japanes e  
shipping began to  make sub s t antial gains , mainly at  the expense  o f  
Bri t i sh and Dutch shipping . 7 1  In 1 9 1 2 - 1 3  only t hree  Japane s e  ships mad e 
one trip each t o  Fremantl e ;  in 1 93 0-3 1  2 4  ship s  mad e  3 6  vi s i t s . 7 2  The s e 
ships were  mo s tly owned by tramp c ompan i e s  s uch a s  Kawas aki Ki sen 
Kai sha , Koku s a i  Ki s en Kai sha and Yamashi t a  Ki s en Kai sha , and came to 
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pick up cargoes  like wheat and flour . Liner services  be tween Japan and 
Aus tralia o f f ered by Nippon Yus en Kai sha ,  O s aka Sho s en Kai s ha and o ther 
lead ing Japanes e  companie s  terminated at eas t ern states po r t s  and did 
no t call at Freman t l e . By the late 1 93 0 ' s  Japanese shipping d ominated  
trade be tween Aus t ralia and the Far  Ea s t  and in  193 8 the Aus t ralian 
government int erv ened to e s t abl i sh an agr e ement on c argo sharing be tween 
the Japane s e  lines and the Ea s t e rn and Aus t ralian Steamship Company 
( s igni f i c antly , ano ther member  of the P and 0 Group ) . 7 3  
4 .  The increas ing s i z e  of  ships  
The  FHT needed to know the  size  o f  ship s  l ikely to call at 
Fremantle  in o r d er to plan port facili t i e s . The fac to r s  caus ing 
shipowners  to increase  shi p s i z e  are manyfold but trade volume , value 
and t he d i s t ance over which the cargo is to  be shipped are of great  
importanc e . 7 4  However , the  pre s s ure to  inc rease  ship s i z e  is  pr imarily  
an economic one , f ollowing f rom the  fact  t hat wi th increas ing s i z e , 
c o s t s  per ton of  cargo carr ied decrease ,  irrespec t ive o f  any plaus ible  
s t ructure of f ac t or prices . However , the shi powners ' abi l i ty to  reap 
the s e  economies  o f  scale is  cons t rained by fac t o r s  external to the shi p  
such as  t h e  natur e o f  d emand cond i t ions and p o r t  f ac i l i t ie s . 
S o  far as demand i s  concerned , shi ppers  of  general carg o , f o r  
example , a r e  intere s t ed i n  the frequency , r egularity and s p eed o f  
shipp ing servi ces , whi ch means tha t a liner might have t o  ac cept les s  
than full load s  i n  o rd er t o  maintain a sailing s chedul e . So  f ar as port  
fac i l i t i e s  go , they can imp o s e  phys ical limi tations on the size  o f  shi ps  
which use  the p o r t . Port  f ac il i t ies  need t o  c a t er f o r  the  l eng t h ,  beam 
and draught of  ship s . 
The fir s t  three or  four decades  of the 2 0 t h  century saw st eady 
increas e s  in average  s i z e .  Be tween 1 9 10  and 1 92 7  the average gro s s  
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tonnage o f  the 2 0  larg e s t  ves s e l s  a f l oat inc reased from 2 8 , 000 t o  3 5 , 800 
tons . 7 5  Anxious por t authori t i e s  the wo rld over wondered how to provide  
ad equa te fac i l i t i e s  for  such ' leviathans ' .  Wri t ing about 1 9 1 0  one 
eng ineer painted the f o l lowing c o lo ur f ul p i c ture : 
A rac e be tween engineer s : such might des cribe the 
cond i t ion of  a f fairs in the mar i t ime wo rld of t o-day in 
regard to two of the mos t  imp o r t an t  branches of civ i l  
eng ineer ing . On the one hand , we have the ship des igne r s  
turning o u t  larger and larger ves s e l s ; on the o ther is the 
harbour eng ineer , s tr iving vainly t o  p rovide a suf f i c i ent  
depth of water  in  which t o  float  the se  large  steamship s . 
It  i s  a tremend ous s trugg l e .  The f ormer has s e t  the pace , 
and the lat ter  find s  i t  ho t ,  s o  much so tha t he is  hard  
p u t  to i t  to  keep on  hi s r ival ' s  heels . 7 6  
The wo rld ' s  larg e s t  ships , however , wer e  engaged i n  the Trans-Atl an t i c  
trade and d id no t vi s i t  Aus t r al i a .  As late  a s  1 9 3 9 ,  the large s t  
c ommerc ial ves s el  to vi s i t  Fremant l e  was the Dominion Monarch o f  2 7 , 1 5 5  
tons . She was built for  the Shaw , Savill and Albion L ine and was a fas t 
pas s enger- cargo mo torshi p ,  wi th acc ommodation f o r  5 2 5  f i r s t  clas s 
pa s s engers  only . In f ac t , in 1 93 9  ships  o f  l e s s  than 6 , 000 t ons s t i l l  
accounted for  5 7  p e r  cent of  wo rld  tonnage . 7 7  S h i p  s i z e , par t i cularly 
for t ankers and bulk carr ier s , did no t really ' take- o f f ' until  a f ter the 
S e cond World  War . Nevertheless , Figur e 4 . 2  shows tha t the average s i z e  
of  ships call ing a t  Fremantle g r ew s te ad i ly a t  about three p e r  c ent per  
annum be tween 1 9 0 3 -0 4  and 1 93 8-3 9 . 7 8  B y  1 93 8-3 9 the  average vi s i t o r  wa s 
5 , 000 nrt c ompared t o  only 1 , 800 nr t in  1 9 03 - 0 4 . 
Tab l e  4 ,  6 illus trates  the s i z e  d i s t r ibut i o n  of  ships enter ing 
Fremantle : in 1 90 8 -0 9  almo s t  9 0  per  cen t  o f  shi ps  call ing were l es s  
t han 5 , 000  tons and no ve s s e l  ove r  1 0 , 000  tons ent e r ed po rt . By 1 9 2 3 -2 4  
ve s s el s  o f  5 ,  000 tons and over accoun t ed f o r  6 1  per c ent o f  entri e s ;  
ves s e l s  o f  und er 3 , 000  tons had shrunk from about 40  per cent to 1 6  per  
c ent o f  ent r i e s . By 1 93 8-3 9 ve s s e l s  o f  1 0 , 000 t ons  and over accounted  
for  over one-quart er  o f  entries . Pas s enger liners acc ounted for  the 
' 0 0 0  n e t  
r e g i s t e r  
t o n s  ( s em i ­
l o g s c a l e ) 
6 , 0 0 0  
5 , 0 0 0  
4 , 0 0 0  
3 , 0 0 0  
2 , 0 0 0  
1 9 0 3 - 0 4  1 9 0 9 - 1 0 
F i g u r e  4 . 2  
T h e  A v e r age  S i z e  o f  V e s s e l s C a l l i n g at F r am a n t l e ,  
1 9 0 3 - 0 4  t o  1 0 3 8 - 3 9  
1 9 1 4 - 1 5 1 9 1 9 - 2 0 1 9 2 4 - 2 5  1 9 2 9 - 3 0 
So u r c e :  A p p e n d i x  C .  
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Table 4 . 6  
Percentage Shares of  Selec t ed Tonnage Ranges in Ves s e l  
Arr ivals at  Fremantle : Selec t ed Year s , 1 908-09 to 1 93 8 -3 9  
( gros s regi s t ered  tonnage )  
1 908-0 9  1 9 2 3-2 4 1 9 3 8-3 9  
1 00 - 2 , 9 9 9  3 9 . 5  1 6 . 2  1 4 . 2  
3 , 000  - 4 , 99 9  4 9 . 7  2 2 . 7 2 2 . 7  
5 , 000 - 7 , 4 9 9  1 0 . 2  2 7 . 6  1 7 . 0  
7 .  500  - 9 , 9 9 9  0 . 7  1 3 . 2  1 9 . 1  
1 0 , 000 - 1 2 , 9 9 9  8 . 2  1 5 . 2  
1 3 , 000  - 1 5 , 9 9 9  8 . 3  6 . 7  
1 6 , 000 and over 3 . 9 5 . 2  
N o t e s : Cal culated  from data on shi p  vi s i t s  and tonnages  given in the 
FHT , Annual Re port s .  
S ource : FHT , Annual Repo r t s . 
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lion ' s share  o f  the larger ships . In 1 9 3 8-3 9 1 7  pas s enger ships  mad e  84  
en t r i e s  and accounted for  one-third of  to tal tonnage ent er ing 
Freman t l e . 7 9  Apar t from the Dominion Monarch , the large s t  ones included 
the P and O ' s Mo oltan (2 0 , 9 5 2  tons ) ,  the O r i ent L ine ' s Orcades  ( 2 3 , 45 6 ) 
tons , and the P and O ' s  Strathallan ( 2 3 , 7 2 2  tons ) . Cargo liner s calling 
were mo s tly in the 8 , 000-1 4 , 000 ton range while  tramps rarely exceeded 
6 ,  000 tons . 80 Cargo liners  cal ling in 1 9 3 8 -3 9  included the Waipawa 
( 1 0 , 8 0 1  tons ) ,  the Coptic ( 8 , 5 33  tons )  and the Z ealand ic ( 8 , 444  tons ) ,  
all owned by the Shaw Savill  and Albion Company . Exampl e s  o f  tramps 
call ing were the Gl enbank ( 5 , 1 5 1  tons ) ,  the Myrt l ebank ( 5 , 1 50 tons ) ,  and 
the Ol ivebank ( 5 , 1 54 tons ) . Al l three bel onged to And rew Wei r  and 
Company and brought cargoes of rock pho s phat e s . Mo st  oil  t anker s 
call ing wer e  in the rang e 6 , 000-1 0 , 000 tons ; 8 1  tho s e  vis i ting Fremantle  
in  1 93 8 -3 9  included the Vacuum Oil Company ' s Ahamo ( 8 , 6 2 1  t on s )  and 
Royal Dutch She l l ' s Manvantara (8 , 2 3 7  tons ) , and Telena (7 , 40 6  tons ) . 
When p lanning port facili ties  t he FHT was not so  much inter e s t e d  
in the s i z e  of  shi ps measured i n  terms of  tonnag e , but al s o  i n  the i r  
l eng t h , beam and draught . In 1 93 9  the average l eng th o f  ship s  vi s i ting 
Freman t l e  wa s 450 feet and the long e s t  about 6 5 8  feet . 82 I n  normal 
condi t ions the narrow curved en trance to  the harbour l imi t ed shi ps  t o  
7 50 f e e t  i n  leng th but i n  fac t long e r  ship s  wer e  occasional ly ber thed . 
For example , in 1 92 4  the ba t tle c rui s er H . M . S .  Hood , 8 6 1  feet  long and 
drawing 33 f e e t  wa s safely ber thed in the Inner Harbour . 83 However , in 
1 9 2 2  the O r i ent Line expre s s ed doub t s  about whe ther i t s  lengthy 2 0 , 00 0  
to n  s t eamer s c ould b e  safely hand led i n  adv er s e  weather cond i t ions . 84  
But , g enerally , t he  l ength and beam o f  ships  d id not pose  any maj o r  
problems a t  Fr emantl e .  
The d raught o f  ships wa s ano the r mat te r . I t  wa s co s t l y  and t ime 
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c onsuming t o  provide d e ep-wa ter  ber ths . Th e d e c i s ion t o  d eepen 
Fr emantle  1 s Inner Harbour f r om 30 feet to 3 6  feet in 1 9 1 6 even t ual l y  
d oub led the c ap i t al c o s t  o f  t h e  p o r t . 8 5  Mo r eover , even o ne o f  the 
large s t  pas s eng er l iner s took a relatively s ho r t  t ime t o  cons truc t when 
c ompared t o  the t ime r e quir ed t o  cut channel s and c o ns t ruc t d ocks and 
wharves . 
Th e d e e p e s t  d raft  v e s sel  t o  call  a t  Fr emant l e  b e fore  the Se c ond 
Wo r ld War . wa s the whale f ac tory shi p Ter j e  Viken of 2 0 , 63 8  tons . She 
a r r ived in Ma rch  1 93 9  and after  taking o n  b unker fuel l e f t  d r awing 3 4  
fe e t  9 inche s o f  wa t e r . However , g iven that in the s ame year almo s t  9 0  
p er  c ent o f  s h i p s  us ing the po r t  d r ew 2 8  f e e t  o r  l e s s , 8 6  i t  i s  d eb a tab l e  
whe ther t h e  d e c i s ion t o  deepen t h e  harbour wa s jus t i f i ed .  The d e c i s ion 
h ad been inf luenced by the recommendations of  the Dominion' s Ro yal 
Commi s s ion ( 1 9 13 -1 7 )  and news o f  plans for deepen ing o f  t he Sue z 
Canal . In Ch a p t e r  6 ,  where  harbour d e e pening i s  d i s cu s s e d  in d e ta i l ,  we 
shall see that the FHT ' s  d e s ire  t o  have the mo s t  mod ern por t  fac i l i t i e s  
f r equently - l ed them t o  neg lect  e conomi c c on s i d erations . ·  Mo reover , the 
d i s cus s ion o f  port f inances  in Chapter 7 wil l  show that mo s t  por t 
� 
r evenue came f rom cargo  r a ther than ships  s o  that  l ar g e  ships  d id no t 
make a propo r t iona t e  contr ibution to the co s t  o f  e s t ablishing and 
running the p o r t . 
Th e consequence o f  larger ships wa s that the averag e cargo  
carr i ed per  shi p also  r o s e . In the f ir s t  decade  o f  thi s c entury average 
cargo per shi p wa s  ab out 9 00 tons ; by the early 1 9 2 0 ' s  it  wa s about 
1 , 2 00 tons and by the late 1 9 3 0 ' s  2 , 1 00  tons . 8 7 Of cour s e , t he s e  
averages g i v e  n o  ind ication  o f  t he d i s per s i o n  o f  c a r g o  s i zes  b u t  the 
implica tions for the por t are clear : increas ingly larger cargo e s  
r equired lar ger  wharf  sheds , increased road and r a i l  a c c e s s  and imp r oved 
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hand l ing equipment . However , the nec e s sary capital  for the se fac i l i t i e s  
was no t read i ly available i n  t h e  1 93 0 ' s :  as  we will see in the . next 
chap t e r , f o r  a var iety  of reas ons , carg o-handling technique s remained 
relat ively s ta t i c  right up to the end of our period . 
5 .  Technol og ical change in shipping 
I t  i s  widely recogni sed  tha t by the outbreak of the Fir s t  World 
War the wor l d ' s  shipping indus t ry had been r evolut ioni z ed by a number o f  
t echno l og i c al innovations . The s e  included the change from wo oden to 
i ron and then to  s t eel ships , the replacement of  sail by s team and the 
introduc tion  o f  the compound and t r i p l e- expans ion eng ines . 88  The s e  
innovat ions contr ibuted to incre a s e d  product ivity in ocean 
trans p o r t a t i o n  and wer e  a maj or fac t o r  in the expansion of wo rld trad e 
and the emergence o f  an int egrated wo rld e c onomy . 8 9  Al though Aus tral i a  
b enef i t ed from the s e  development s , G .  Blainey has sugges ted that the 
s te amshi p d id no t make a maj o r  contribution to  the g rowth o f  overseas  
t r ad e  unt i l  the  ear ly year s of the  20t h  century . Accord ing to  Blainey 
it was f r om the 1 9 2 0 ' s  onwards that shi p p ing was mo st  succe s s ful in 
overcoming the ' tyranny of d i s t ance ' : 
The c o s t  of cro s s ing the o c e an was pared down by the 
increas ing s i z e  of  the average ship , the shi ft from coal 
t o  o i l  or diesel  fuel , the ad o p t i o n  o f  bulk carriers fo r 
many cargoes rang ing from s ugar t o  o i l , the cheaper t o l l s  
charged b y  t h e  Sue z Canal , and t h e  mor e  frequent us e of  
the P anama Canal which s aved 3 ,  500  miles  be tween Sydney 
and New York . 90 
However , F .  Broeze has sugges t ed cheap ocean freight rates and the 
increas ing e f f i c i ency of s teamship s ervi c e s  had al ready done much to 
r educe Aus t ralia ' s  i s o lation in the s e cond hal f  of  the 1 9 th century : 
' where i t  counted , the ocean was no t a r i f f  wall but a cheap and 
commod ious highway . ' 9 1  I t  i s  no t our intent ion to d i s cus s the 
d evelopment of shipping technol ogy in d e t a il ;  we merely focus b r i e f ly on 
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tho s e  development s  of  impor tance for  port s . 
G .  Hend e r s on has shown that the t r ans i t ion from s t eam t o  sail  i n  
We s t ern Aus t ralia  was very rapid  due largely to the advanced s t a t e  o f  
s t eam t echno l o gy b y  the t ime i t  was f i r s t  introduced into Wes tern 
Aus tralian wat er s . 9 2  The first  s teamship  t o  enter  the coas tal trade was 
the Xantho in the early 1 8 70 ' s .  By the l a t e  1 8 9 0 ' s  sail traf f i c  wa s 
c onfined t o  bulk cargoes  such as t imber  and coal . Table  4 . 7  illus t r a t e s  
the propor t i on o f  s a i l  and steam ves s el s  entering Fremantl e . By the  
early 1 9 2 0 ' s  only a few sailing ships  wer e  call ing and during the  1 9 3 0 ' s  
t hey virtually d i s appeared f rom Aus tral ian p o rt s . 9 3  
Apa r t  f r om the swi tch from sail  t o  s t eam ,  there  wer e  o ther 
import ant changes  in  engine technolo gy .  The o r i ginal s t eamers were  coal 
burner s  but  in  the inter-war years  thei r  eff i c i ency was improved by the 
ad op t ion o f  o i l- f i r ing and the us e o f  turb ines  ins t ead of  the original 
reciprocating engines . In 1 9 1 2  the f i r s t  d i e s e l  powered ocean going 
ship , the S e l andia  was built  for the Dan i sh E a s t  As iatic  Company . 
D i e s el powered  mo t o r ships offered signi f i cant advances over s t eamships  
including greater  fuel  economy , but  i n  the inter-war years wer e  mo re  
c o s t ly t o  run at s peed and no t as  reliable . 9 4  Diesel  engines app ear t o  
have been l e s s  economic than s team propul s io n  on ves s els  larger than 
about 1 0 , 000  tons . 9 5  But they proved popular  wi th shipowners  in the 
Aus tr a l i an t r ad e :  in 1 93 9  less  than a quar t e r  o f  wo rld tonnage wa s 
equi pped wi t h  d i e s e l  engines but in 1 9 3 8  about one- third of the tonnage 
ent er ing S ydney and Melbourne was dies e l-power e d . 9 6  The Norwegian l in e s  
l ed t h e  way in t h e  adop t ion of the mot o r s h i p : by 1 9 3 9  6 2  per cent o f  
the Norwegian f l e e t  cons i s t ed of  mo tor  t onnage ,  whereas only 45  p e r  cent 
of the Bri t i sh fleet and about 5 per cent o f  the American f l e e t  
c ompri s ed mo tor  t o nnage . 9 7 The l eading B r i t i sh l ines were relat ively 
s l ow t o  adopt mo t o rships9 8  ( excep t f o r  the memb e r s  of  the ill- fa t ed 
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Tabl e 4 . 7  
S t eam and Sail ing Ship Entries a t  Freman t l e ,  1 904 -05 to 1 9 3 1 -3 2  
( ' 000 ne t regi s t ered tons ) 
Y ear S a i l  % S t eam % T o tal 
1 90 4 -5 5 4  3 . 6  1 , 43 6  9 6 . 4 1 , 49 0  
1 9 1 2 - 1 3  5 0  1 . 3 2 , 2 9 2  9 8 . 7  2 , 3 2 2  
1 92 2 -2 3  3 0 . 1 2 , 61 7  9 9 . 9  2 , 62 0  
1 9 3 1 - 3 2 * 3 0 . 1  3 , 34 6  9 9 . 9  3 , 3 4 9  
No t e : * Thi s  i s  the las t year FHT , Annual ReEo r t s  give the 
breakdown be tween s t eam and s a i l . 
S ourc e : FHT , Annual Re12o r t s . 
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Royal Mai l  group ) 9 9  and mos t  mo t o r ships that vi s i ted Freman t l e  in our 
per iod belong ed t o  non-B r i t i sh l ine s . 
The change from coal to oil  as  a fuel had maj o r  imp l i c a t i ons for  
F r eman t l e  1 s bunkering t r ad e .  As we saw in the previ ous chap t e r , coal 
bunker s  had become negligible by the late 1 9 3 0 ' s .  O i l  bunkering 
facili t ies  were p r ovided at F remantle by 1 9 2 0  whi ch reinforced 
F r eman t l e ' s dominance of the bunker ing trad e , as Albany and Bunbury 
lacked s uch facili t i e s . 
* 
* * * * * 
Thi s chapt e r  has shown tha t the re wer e  important change s  in the 
level and pa t t ern of ship movement s  at Fr emantle  betwe en 1 9 03 and 
1 9 3 9 .  Shipping call ing at Fr emant l e  fell  int o three group s - overs eas , 
inter s tate  and int r a s t a t e  - although . as we  have s e en ,  the  d i s t inc t i on 
betwe en the three  groups was rather blurred . The Uni ted  Kingdom ' s 
shipping maintained i t s  dominance of  Fr emantl e ' s t r ade  throughout the 
period , al though in an imp erial context i t  is probably  no t too much of 
an exaggeration to s ay that Fr emantl e ' s imp o r t ance r emained l i t tl e  more  
than ' i t s  red colour on the map ' . In the int e r-war years liners spent 
greater  t ime on the Aus tral ian coas t do ing a ' milkround 1 in s earch of 
cargoe s . Liner s  took increas ing parcels  of  1 t r amp 1 cargoes  reducing 
employment oppor t uni ties  for tramp shipping on  the Aus t r a l ian coas t .  
Ano ther legacy of  the ' milkround ' was that ship owne r s  incur r ed mul t i p l e  
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p o r t  and handl ing charges ,  lead ing to complaints  about the level o f  
Aus t ral ian port charges . We will d i s cuss  this  i s s ue more f ully in  
C hapt e r  7 . Inter s tate  shipping began a s l ow decline af t e r  the Fi r s t  
Wo rld War due t o  the gradual d emi s e  o f  the inters tate  coal t r ade and 
c omp e t i tion  from the Trans-Continental Railway . Intras tate  shipping was 
never a ma jor  par t of por t ac t ivity but provided vital s ervices t o  the 
out lying areas of  We s t ern Aus t ralia . 
One o f  the mos t  s t riking change s  be tween 1 9 03-3 9 was undoub tedly 
the t end ency t owards increased ship s i z e .  The average ves s el call ing 
increased from about 1 , 800 nr t to 5 ,  000 nrt ,  but much larger  ves s el s , 
usually pas s enger l iners of  2 0 , 000  tons and above , b ecame f requent 
v i s i t o r s . The s e  large ships  requi r ed c o s t l y  deep-wa t e r  channel s  and 
b e r th s . A cons equence of the general t rend t owards increas ed ship s i z e  
wa s that average cargo carried per ship mor e  than doubled . Thi s  meant 
that l arger cargo shed s , increas ed road and rail acc e s s  and imp roved 
handl ing fac i l i t i e s  wer e  al s o  requi r e d . Thus the por t  was pres sured to 
make c o s t ly adap tat ions to  changes  imp o s ed ext e rnally . However , a s  
sub s equent chap ters  wi l l  show , i t  i s  a n  over- s imp l i f i ca t i on t o  s e e  the 
port s imply as  a t echnol o gy-taker ;  the rela t i onship was es s en t i a l ly a 
two-way one . The t ens ion  between wha t  ' a  modern port  should have 1 and 
what  Fremantle  could real i s tically provide led  to numerous conf l i c t s  and 
d e l ays in port  planning . 
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CHAPTER 5 
Cargo-Hand l ing , Wo rking Cond i t i ons and Indus t r ial Rel a t ions 
on the Wat e r f ront at Fr emantl e ,  1 9 0 3 -1 9 3 9  
In  the previous chapt e r  we saw tha t the ships  call ing a t  
Fremantle changed d ramatically be tween 1 9 03 and 1 93 9 .  By 1 93 9  sailing 
ships  had disappear ed ;  steamships  and motorships  o f  increased  tonnage 
were tying up in the Inner Harbour . But the port  i t s el f  and the 
t echnol ogy of  cargo-hand ling remained much as i t  wa s at  the turn of the 
c entury . The handl ing o f  cargo was s t ill  a hard manual task , requiring 
c ons iderable  phys i cal strength and wa s o f t en und ertaken in arduous and 
haz ardous cond i t ions . Thus the po t en t ial ga ins from the increas e d  
e f f i ciency of  shipping were  apparently reduced b y  the ine f f i c i ency o f  
cargo-handling a s hore . But in thi s Freman t l e  did  not s t and alone : 
throughout the world  por t s  remained much as they wer e  in the 1 9 th 
c entury , ' wi th conge s ted acces s ,  clut t e red s t or age and g eneral rel iance 
on a large labour force . ' 1 
The ob j ec t ive of  thi s chap t e r  is  to  examine cargo-hand l ing 
prac t i c e s , wo rking cond i t ions and indus t r ial r e la t i ons on the wa terfron t 
a t  Fr eman t l e  be tween 1903  and 1 93 9 . E conomi c hi s t o rians have some t imes 
been accus ed of  f ocus s ing on s ec to r s  o f  indus t ry where mechanical 
progres s  was rapid and neglecting s e c t o r s  where  hand technolog i e s  
per s i s t ed . 2 In the f i eld o f  ocean trans port  the hi s tory o f  the 
s t eamshi p  i s  well  documen ted but l i t t l e  has been wri t ten on cargo-
handling 3 in the p o rt s . Thus i t  i s  hoped that this  chapter  will cas t 
s ome light on thi s neglected area of  trans p o r t  hi s t o ry . Before  
d i s cus s ing cargo-handl ing it  i s , however , neces s ary to  cons ider the  
organi s a t i on of  the Fremantle wa terfront . 
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1 .  The organi s a t i on of the Freman t l e  wa t e r f ront 
A wid e  range of people derived empl oyment oppor tuni t i e s  from 
port  operations at  Fremantl e :  the port  was c omp o s ed o f  congeries  o f  
t rad e s , rathe r than one s ing le type . Worker s  employed in the po r t  area 
included crews o f  p i l o t  boa t s  and tugs , shipwright s ,  carpenters , 
elec t r ic ians , engineers , plumber s , painter s ,  clerks , maintenance and 
cons t ruc tion wo rkers  and governmen t  o f f ic i al s . 4 In the cargo-handl ing 
area the mo s t  imp o r tant wo rkers  wer e  s t eved ores ,  wharf  lab ourer s ,  tally 
clerks and wa tchmen.  By 1 93 9  the s e  wo rkers wer e  organi s ed into a number  
o f  d i f f e r ent unions . Ski l l ed craf t smen belonged to the  relevant craf t 
union , s uch as  t he Amalgama t ed Engineer ing Union , the Amalgama ted  
Society  o f  Carpenters  and the  Plumber s '  Union . 5 But the  mo s t  impor tant 
unions on the Fremantle waterfront were the F r emantle  Lumper s '  Union 
( FLU ) , the Seamen ' s  Union and the Co a s tal  Dock , Rivers  and Harbour Works 
Union ( CDRHWU ) . Wharf labourers , or lumpers  as  t hey were known in 
Wes t ern Aus t ralia , 6 provided the mos t  import ant labour input to  cargo­
hand l i ng and will be  the f ocus o f  a t t ent ion in this  chap ter . 
Whi l e  the FLU and the Seamen ' s  Union had their  counterpar t s  in 
t he e a s t ern s ta t e s , the CDRHWU was uni que to  We s t ern Aus tral ia . 7 Formed 
in  1 9 1 1 it covered a diver s e  group of  worke r s  includ ing crews of  tug s , 
ligh t er s , p ilot  boat s , dredge and excur s ion s t e amer s , casual lumpers ,  
and g eneral labourers  employed on harbour and shi p  repair and 
ma intenance .  The FLU allowed CDRHWU casual s t o  work on the wharves when 
labour was s carc e ;  they got  the crumbs from the · lumpers ' tabl e .  In 
r e t urn the CDRHWU gave lump er s ' s ons preference f o r  memb e r ship . Thi s 
arrangement las t ed unt i l  1 93 9  when i t  was s t opped by the lumpers  who 
claimed that CDRHWU casuals were working for  more than the agreed l imi t 
o f  eight hour s per hi ring . 
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Lumper s wer e  hired on a casual bas i s , by the hour o r  by the 
day . This s y s t em of hir ing evolved to  cope wi th the wide fluc t ua tions 
in trade flows which meant tha t there  wer e  days when the demand for  
l abour was high and days when i t  was l ow .  F rom the  point o f  view o f  the  
shipowner s ,  the  problem was to maintain a labour res e rve suf f i cient to 
c ope wi th peak d emands but to avoid as far as po s s ible the c o s t s  of 
maintaining such a res erve . As long as ther e  was a plen t i ful supply of 
l abour this was po s s ible , s inc e the employer hired labour only for as  
l ong as he needed it  and there wer e  always men wil l ing to wo rk when 
r e quired . The cas ual sys tem o f  employment makes i t  d i f f i cul t to  make 
f i rm s t a t emen t s  about the empl oyment and earnings experience of the 
average lump e r . Neverthel e s s , the  casual sys t em has long been 
r ecogni s ed t o  have s e r i ous social and economic repercus s i ons : irregular 
earnings made l i f e  d i f f icult for lumpers  and t heir  f ami l i e s ; r e s t r i c t ive 
prac t i c e s  reduced labour efficiency ; indus t r ial  relations wer e  usually 
turbulent . 8 Ind eed , it has been claimed t ha t  ' class  war was s e en at i t s  
mo s t  ferocious o n  the waterfront  1 • 9 As we will  see , the s e  end emic  
p r oblems all  s ur f aced a t  one t ime and ano ther on  t he wa terf ront a t  
F r emantle . 
The F r eman t l e  Lumpers ' Uni on had been formed in July 1 889  
f o l l owing the vi s i t  o f  a delega t i on from the Adelaide Lump er s ' Union the 
p r evious month . It  was the fi r s t  union o f  unski l l ed wo rker s  in We s t ern 
Aus tralia and ' i t s  f o rmat ion wa s a s igni f i c ant miles tone in the 
d evelopment o f  unionism in We s t ern Aus t ral i a ' . 1 ° F r om a smal l nucleus 
of 1 3 6  memb e r s  it expanded rapidly : by the t urn o f  the c entury i t  had 
8 4 1  member s .  Sub s e quen tly , membership appears  to have s t agnated  becaus e 
in 1 9 1 8  i t  had only 843  members , although s ome may have l e f t  t o  j o in the 
a rmed force s . By 1 9 2 9  there wer e  1 , 62 4  members but by 1 93 6  the 
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depr e s s ion had taken i t s  toll  and membership  had fallen to ab out 
1 , 1 5 0 . 1 1  The member ship l i s t s  r eveal two s tr iking f eature s : f i r s t ly ,  
the repe t i tion of fami ly names sugg e s t s  a tendency f o r  sons to follow 
fathers into the indus try ;  s e condly , the fact  that the overwhelming 
maj orit y  of member s l ived in Fr emantle  and ad j o ining suburb s . 1 2  About 
50 per c ent l ived wi thin two miles  of the wharves . 1 3  S uch p r oximity to 
the wo rk place wa s e s s ential in an indus t r y  where  work wa s so  uncertain ; 
r egular a t t endances  at the pick-ups were  the only way to  ensure a chance 
o f  earning a liv ing wag e . The tend ency f o r  sons to follow fathers  into 
the indus try and the clus tering o f  the workforce  undoub t edly contr ibuted 
to the s t r ength and s o l idar i ty of  the unio n .  
The Waters ide Worker s '  Federation o f  Aus t r al i a  (WWF ) was formed 
in 1 902  but the FLU appears to have been fear ful of  l o s ing i t s  
independence and did  not j oin unt i l  1 9 1 0 . 1 4  By 1 9 1 3  t he WWF had over 
f o r t y  branche s but had problems ensur ing branche s adhered to federal 
pol icy . Thi s was due in part to  a lack of contact  and confidence in the 
f ed eral lead e r ship . 1 5  
I n  the early 1 9 3 0 ' s  a number o f  branches mad e  move s  t o  break 
away from the Federation but only in Freman t l e  did a breakaway actually 
o c cur . Po s s ibly becaus e of We s t e rn Aus t ralia ' s  geog raphical i s o lation , 
the Fremantle Branch was o f t en out o f  s tep with f e deral policy . In 1 9 2 5  
i t  was fined � 1 ,  000 f o r  refus ing t o  wo rk the s t eamer Clan Monroe 
contrary to a fed eral direc t ive . 1 6  However , a more s erious d i s pute  
aro s e  in  the  ear ly 1 9 3 0 ' s  over conf l i c t s  be tween branch rules  and 
fed eral rule s . The Fr emantle Branch began r efus ing reque s t s  f r om WWF 
members  at  o ther po r t s  to trans fer  to Fr eman t l e  unl e s s  they had been 
members  of their parent branches for three year s . Thi s was a breach o f  
the federal rule s  whi ch al lowed members  freedom to  tran s f e r  be tween 
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branche s . 1 7  Mr . Fox , Secretary o f  the Fremantle  Branch , claimed in 193 1 
that t hey already had 4 00 members  too many on their books . 1 8  He wro t e  
t o  Mr . Turl e y ,  General Secre tary o f  the WWF ,  tha t i f  h e  ins i s t e d  o n  them 
t aking t r ans fers , ' the breaking point will s oon be reached . ' l 9  However , 
they reluc tantly agreed to three trans f e r s  in November 1 9 3 1  af t e r  the 
Fed eral Execut ive threatened to take the i s sue to the Arb i t ration 
Cour t . 2 0 
D i s putes  be tween the Fr emantle Branch and Federal Execut ive al s o  
aro s e  over t h e  method o f  collect ion of  union due s . The Federal 
Executive claimed tha t the Fr emantle  Branch owed about f, 300  in due s by 
the end of 1 9 3 2 . 2 1  The mat t er wa s no t hel ped by the poor  personal 
r e l a t i ons between Fox and Turley . 2 2 Healy , Turl ey ' s  suc c e s s o r  as 
General S e c r e t ary , claimed that Turley ' mus t bear much res pons ibili t y '  
f o r  the eventual l o s s  of  Freman t l e  from the Federation . 2 3 At a meet ing 
in July 1 93 2  a mo t ion to  break wi th  t he WWF d eclared that 1 thi s 
Federation has now become a gigan t i c  oc t o pus controlled by a small 
c l ique o f  c l a s s  c o l l aborator s ' . 2 4  However , d i s cu s s ion was po s t poned and 
a mo t ion  to break wi th the li'WF <.vas no t pas s ed unt i l  May 1 9 3 3 , wi th 
e f f ect  f rom the end o f  Augus t . 2 5  
One argument  tha t was us ed t o  per suade the Fremantle  membership 
t o  d i s-af f iliat e  was that they could get  b e t t er wages  and cond i tions 
und er a S t a t e  Award , on acc ount of  the higher cos t o f  living in We s t e rn 
Aus t ral i a . 2 6  In Apr i l  1 9 1 6  the Fremantle  Branch had claimed higher 
over t ime rates  but Jus t i c e  Higgins had re j ec ted thei r  claim , declar ing 
' I  c e r t ainly will  no t alter the award and o rder so as to g ive to the 
F r eman t le  men more  than al l the ir  bre thren and all the ir comrades  are 
g e t t ing in all t he o t her port s  of Aus t r al i a . , z ? Despite  a number o f  
a t t emp t s  i n  the 1 9 3 0 1 s the Fremantle  lumpers  fai l ed t o  g e t  a State  
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Award . They continued to operate  und er the Federal Award and receive 
the s ame pay and cond i t ions as Federation members . Turley , wi th s ome 
jus t i f ic a t i o n ,  accus ed  the Fremantle  union of having a ' joy-ride ' at the 
expens e of the Federation . 2 8  Jus t ice B e eby , in proceed ings at  the 
Federal Cour t in 1 93 6 , declared tha t the Fr emantle  Branch was ' a  law 
unto t hems elve s '  and accused them o f  d i s l oyal ty  to the Federa t i on . 2 9  As 
a result  of hi s experienc es at the above hearing s Mr . Cook , the 
Vigilante  o f f icer , was convinced that Fr emantle  should r e-a f f i li a t e . 3 0  
In Sep t ember 1 93 8  He aly , Turley ' s  succe s s o r  a s  General Secretary , urged 
Fremantle to r e-af f i liate , s tres s ing the need for  uni ty in deal ing wi th  
t he ship owner s . 3 1  B u t  des p i t e  thi s , and other attemp t s , Fremantle 
r emained out s ide t he Federation unt i l  1 94 6 . 
Agains t a diver s i ty o f  labour and unions engaged in cargo­
hand l ing s tood a s imi lar d ive r s i t y  o f  employers and emp loyer s 
a s s oc i a t i ons . Shipping companies , shipping agent s ,  s t evedoring 
c omp anies  and bunker ing c ontrac tors  wer e all involved in carg o-
hand l ing . As we saw in the previous chap t e r , by the mid- 1 9 3 0  1 s two 
overs eas and four int ers tate shipping companies  had branch o f f ices  a t  
F r emant l e . The bus ine s s  of other lines was hand led by nine shipping 
agent s .  In add i t ion Johnson and Lynn L td . , the Adelaide S teamshi p 
Company , the Me lbourne S t eamship Company and Mci lwrai th , McEacharn and 
C ompany ac t ed as bunker ing contrac tors . 3 2  
The shipowners  wer e  not a homog enous group and the i r  at t i tudes  
to  the workfo rce appear to have been a f f e c ted  by their respec t ive co s t  
s t ruc tur e s . S t evedo r ing cos t s  represented only 1 0  to  1 5  per  cent of  
t o tal operat ing cos t s  for  ove r s eas shipowners  and rather than delay 
ships in port over s ea s  owners  wer e  often wil l ing t o  grant conc e s s i ons to  
mar i t ime unions , par t i cularly as  the increa s ed c o s t s  could be pas s ed on  
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in the form of higher freight rates . However , s t eved o ring co s t s  
repres ented 3 5  t o  4 0  per c ent o f  to tal operat ing c o s t s  for int ers tate  
shipowner s and conse quently they were  les s wil l ing to follow a pol icy o f  
appeasement . 3 3  
Over seas  and int e r s t a t e  shipowners  each fo rmed their  own 
repre s en t a t ive o rg ani s a t i ons . By the 1 8 80 ' s  there were  coas tal 
shipowners ' as s o c i a t i ons in Fr emantle , Sydney , Melbourne and Ad elaid e .  
The We s t  Aus tralian a s s ociat ion was called the We s t  Aus t ral i an S t eamship 
Owners ' As sociation . At t emp t s  t o  es t abl i s h  a na tional organi s a t i on did 
not succeed unt i l  1 8 9 9  when the Aus t ral a s i an S teamship Owner s '  
As sociation  (ASOF ) wa s f o rmed . By 1 904 _ the members  of the ASOF wer e  the 
Melbourne S t e amship Company , the Ad elaide  S teamship Company , the 
Aus tralasian Uni ted  S t eam Navigation Company , Huddar t  Parker and 
Company , Howard Smi th and Company , Mci lwr a i t h  McEacharn and Company and 
the Union S t eamship  Company of New Zealand . The Head O f f i c e  wa s in 
Melbourne and by 1 9 2 2  branche s had b een e s t abl i s hed in Sydney , Bri sbane , 
Ad elaide and Fr eman t le . In 1 9 0 5  the Commonweal th S teamsh i p  Owners ' 
As s o c i a t i on was f o rmed to allow the memb ers o f  t he ASOF to  regi s te r  
und er the Commonwealth Conc i l ia tion  and Arb i tration  Ac t .  The overseas  
conference l ines f o rmed the Ove r s ea Shipp ing Rep re s en t a t ives As s oc i a t ion 
in 1 9 1 3 . Thi s  powe r ful organi s a t i on , dominat e d  by the Peninsular and 
Oriental S team Navigation Company and t he O r i ent S team Navigation 
Company , generally pro tec ted the inte r e s t s  of  over s eas shi p owners  as 
well as  d e al ing wi th indus t r ial mat t er s . 3 4  
The shipowner s us ually contracted  out s t evedoring ope r a t ions to  
s pec ial i s t  c ompanies . S t evedoring t r ad i t ionally r e f ers  t o  cargo-
handl ing aboard ship rather than on the wharves , but s t evedo ring 
companies  p er f o rmed both  type s of carg o-handl ing in all Aus tr al i an por t s  
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wi th the exception o f  Fr emantl e .  At Fremantle , a s  we saw in Chapt e r  2 ,  
the FHT acquired a monopoly o f  carg o-handl ing on the wharves .  The FHT 
a l s o  did s t evedoring on ship s  of the S t a t e  Shipping Service .  The FHT 
was the larg e s t  s t evedoring conc ern a t  Fremantle , employing about one-
half of the workf o r c e . 35 Mo s t  priva t e  compani e s  were  small , o f f e r ing 
t echnical knowledge and s upervi s ion but employing l i t tle mechanical 
equipment . The privat e  s t eved o ring compani e s  operating at Fremantle  in 
t he 1 93 0 ' s  were as f o llows : 3 6  
Rober t Lauri e  and Company Ltd . 
F r emantle S t evedoring Company 
F e d eral S t evedoring Company 
Nicholls and Company L t d . 
O c ean S t eved o r ing Company Ltd . 
Ad elaide S t e amship Company 
Mcl lwraith McEacharn L t d . 
Wes t  Aus t ral i an S t evedor ing Company Ltd . 
S everal s t evedoring firms wer e  owned by inter s t a t e  shipping compani e s  
and i t  i s  l ikely that shipp ing c ompanies  or  their agents held shar e s  i n  
many o f  t h e  o the r s . 3 7  A s  late a s  1 9 5 5  of  the 4 9  s t evedoring firms in 
Aus tral i a  only e ight were c omp l e t ely independent o f  shipping 
interes t s . 3 8  Given the impac t o f  s t eved o r ing on thei r  operations , it i s  
no t s ur p r i s ing that shipowners would want to  influence s tevedo r ing r a t e s  
and wo rking prac t i c e s . 
B e tween 1 9 0 4 -0 5  and 1 93 8-3 9 the FHT earnt an average pro f i t  o f  
f 1 3 , 000 p er annum f r om cargo-handl ing . As we will s ee in Chap t er 7 ,  on 
occasion the s e  pro f i t s  saved the FHT from suf f e r ing an overall los s . 
There i s  no data on the pro f i t ability  o f  p r iva t e  c ompanies  in thi s 
p eriod  but evidence for  the 1 9 5 0 ' s  sugg e s t s  that s t evedoring wa s one o f  
t h e  mor e  p ro f i t able ac t ivi t ie s  in t h e  working o f  por t s . 3 9  
2 .  Cargo-hand l ing and wat e r front technology - 1 900�1 93 9 
By the late 1 9 th century the trans f e r  of  carg o  between shi p  and 
shore was achieved l argely by mechanical .means - ship ' s  gear or v7har f 
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c ranes , depend ing on the cus t om of  the po r t . The main ship-hand l ing 
gear was the ship ' s  booms which were t ypes of  cranes operated by 
winches .  The cargo  was load ed ont o  woo d en pl atforms or in to sl ing s fo r 
ho i s t ing . The applicat ion o f  s t eam p ower to ship propul s ion al s o  
provid ed powe r for anc i llary equ i pment and s t e am winche s wer e  one of  the 
f i r s t  mechanical appliances appl i ed to  cargo-handl ing . 4 0  Generally  
s peaking , t he  us e of  wharf crane s ei ther al one or in  combination  wi th 
ship ' s  gear s peeded up carg o-hand l ing . 4 1  However , excep t  at F r emantle ,  
Aus tral ian p o r t  autho r i t i e s  wer e  reluc tant to incur the expense involved 
in their p r ov i s i on .  42 Melbourne acquir ed a 70  ton s team cr ane around 
1 901  but by 1 9 2 9  had added only one 3 5  ton crane and one 3 ton 
crane . 4 3  In 1 92 7  S ir George Buchanan d e c l ared that Sydney was ' almo s t  
d evoid o f  mechanical equipment . v 4 4  B y  the late 1 9 2 0 ' s  the FHT had 
s ixt een 3 ton gantry cranes and s ix r un-about cranes of 2 -3 ton 
c apac i ty . I t  claimed the cranes wer e  s e l d om idle when what i t  cal led a 
' s ui tabl e '  ship was 4 5  in port . The S e c r e tary o f  the FHT , S t evens , 
implied tha t the Trus t was wi l l ing t o  supply mechanical equipment 
b ecaus e o f  i t s  monopoly o f  shore handl ing operat ions : 
At Fr emantle  there are no ves t ed interes t s  so far as a 
p o r t  autho r i t y  i s  concerned ,  and this  fact has enabled the 
Trus t to put in valuabl e  cargohandling plant and to  
maintain a cont inui ty o f  d e s ign o f  wharves and sheds which 
would no t be po s s ible und er  any sys tem which had to 
cons ider  var ious ves ted intere s t s . It has also enabled 
the Trus t to focus the work int o  a small compa s s , and , by 
u t il i s ing every berth to  the full e s t ext ent po s s ible , 
prevented the country f r om having to  face heavy 
expend i t ure on ext ens ions which would long ago have bli!en 
nec e s s ary if ber ths were  locked up in ves ted interes t s . 46  
Howev e r , even at Fremantle , very  l i t tle  mechanical equipment wa s 
u s ed in the movement of  cargo ac ros s  the wharve s ,  though it  i s  important  
t o  d i s ti ngu i s h  between bulk and general c argoes . By the late 1 93 0 ' s  
mos t  po r t s  in devel oped countries  hand led homogeneous cargoes  such as 
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g rain , coal and o i l  in  b ulk , us ing mechanical d ev i c e s  such a s  c onv eyo r s , 
e l evators  and pipel ine s . 4 7 By the end o f  t he f ir s t  d ecade o f  thi s 
c entury c oal and pho s phat e s  wer e  b e ing handled wi th  t h e  aid  of  c r anes  a t  
F r emantle , b ut grain was no t hand l ed i n  bulk unt i l  the early 1 93 0 ' s . 4 8  
In the hand l ing o f  b ulk wheat  the wo rk o f  lump e r s  wa s l imi ted t o  r igging 
and adj u s t ing the e qui pment and tr imming the cargo into the corner o f  
t he holds . Th e l a t t er wa s unpl easan t  and dus t y  wo rk . Fo r r easons whi ch 
will b e  d i scus s ed a t  lengt h  in Chapter  6 much whea t and flour was s t i l l  
h and led t r ad i ti o nally : 
A man has t o  c arry , f o r . a period  o f  e ight hour s , b ag s  weighing anything from 1 8 0  t o  200  lbs . ,  and s ome t ime s mor e  
t han 2 00 lbs . . .  Th e men have to  wo rk o u t  i n  the sun a t  
t imes , wi th the thermome t er at 1 0 0 ,  1 0 7  o r  perhaps 1 0 8  
d eg r e e s , wi thout any c over ing • • •  A man wan t s  a c as t  i ron 
cons t i t u t ion to  s tand i t . At  any r a t e , s peaking of men 
who hav e b een f o l l owing the t r ad e  f o r  s ome t ime , and who 
are s uppo s ed t o  be  good workers you wi l l  o f t en hear i t  
s ta t e d  " s o  and s o  i s  g e t t ing broken up ; h e  wi l l  no t l a s t  
much longer . n 49  
No n-b ulk o r  general cargoes  we re  more  h e terogeneous and r anged 
f r om railway l o c omo t ive s to  kni t t ing needle s . The need to  iden t i f y  and 
h and le ind iv i dual cons ignment s  packed in b ar r e l s , b ags and boxes o f  
varying shape s and s i ze s , pre s ented  c ompl ex organi s a t ional problems . As 
l at e  as 1 93 9 ,  t he s t o r ing of g eneral cargo in s h i p s ' hold s and i t s  
hand l ing on the wharve s r emained pr imarily a _manual task , requir ing 9 a  
migh t y  arm , a hard mu s c l e ,  and a large s t ro ng b ack . v S O  In the c a s e  o f  
impor t s , for example , cargoes were usually l o ad ed int o  s l ings o r  onto 
wo o d en pl a t f o rms and d i s charged us ing ships ' gear or wharf c r anes . 
Delays in unl o ading the s l ing , hooking on , g e t t ing r e ady t o  l i f t  and 
r elated ac t iv i t ie s , meant that in the wo rkcyc l e  o f  a c r ane l e s s  t han S O  
p e r  c ent o f  t he t ime wa s actual ly s p ent  l i f t ing . S l  The v1har f l abour e r s  
would trans fer  t h e  content s o f  t h e  s l ing o r  p l a t f o rm to  the whar f  
shed . S ome t ime s the only piece  o f  mechanical  e qui pmen t  u s ed wa s a two-
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wheeled sack truck , equipped wi th a blade o r  other load support  whi ch 
was pri s ed b eneath the cargo . At s ome por t s , including Fremantle , four­
wheeled pla t f o rm trucks and tro l l i e s  ope r a t e d  by manpower wer e  al s o  
use . 5 2  The c argo f r om the ship could be  l anded d irec tly on these  t rucks 
and wheeled s t raight into the wharf  she d s , the r eby slight ly reducing the 
number of t imes t he cargo was hand l e d . S o r t ing and s tacking shee t s  
would b e  mad e  out from the ship ' s  mani f e s t and us ed by ' li s tmen ' t o  
d i r e c t  the l abour ers where t o  s tack t h e  carg o . I f  the cargo cons i s ted  
o f  a large number  of small cons ignment s  then  a corres pondingly lar g e  
number  o f  s tacks were required in o rder  t ha t  cons ignees might g e t  s peedy 
acces s to  thei r  good s . Wi th large car g o e s  thi s  mul t i plication of s t acks 
o f t en caus ed cargo to  s pill out of the wharf s hed onto appro ach ways , 
lead ing t o  cong e s t ion and delays in carg o  delivery and rec eival . 
S ome idea o f  the ine f f i c iency o f  manual cargo-handling me thod s 
can be gauged f rom the fac t tha t ship s  o f t en s pent up to  60 per cent of  
the year in p ort , 5 3  though this  canno t nece s s ar ily be ascribed only to  
problems of  carg o-handl ing . Dur ing the 1 9 2 0 ' s  and 1 93 0 ' s  ove r s e a s  
shipowners fre quently complained about d elays and t h e  co s t  o f  turnround 
at Fr eman t le  and other Aus t ralian port s . 5 4  
The early year s o f  t h e  2 0t h  c en t ury saw only mod e s t 
t echno logical improvement s  in general carg o-handling throughout the 
wo r l d . Plat f o rm t rucks powered by elec t r i c  b a t t e r ies began to appear 
around 1 9 1 0  and after the F i r s t  Wo rld War pe trol-eng ined ver s i ons 
appear ed . 5 5  However , these were scarce  in Aus tr al i an ports : as late a s  
the mid-1 9 2 0 ' s ,  F r emantle , f o r  examp l e , had only one pe trol trolley . 5 6  
Ye t i n  1 92 8  Mr . Jus t ice Beeby no ted t ha t  ' Fr emantle has the bes t 
equipped wharves in the Commonweal t h ' ! 5 7  D ur ing the 1 9 2 0 1 s mob i l e  
cranes were i n t roduced to s peed up t h e  movement of  cargo and a i d  
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s t acking operations in wharf  shed s . A study at Liverpool showed tha t 
the use  o f  portable electric  crane s reduced handl ing c o s t s  by more than 
one fi f t h . 58 The fir s t  pe trol- el e c t r i c  mobi l e  crane was exhi b i ted  at 
the Wembley Exhibi t ion in 1 92 4  by Me s s r s . Rans omes and Rap i er L t d . 5 9  
The FHT purchased i t s  fir s t  one in 1 92 7 . But such cranes wer e  s t i l l  a 
novelty in mo s t  seaports  and by 1 93 9  t here were probably no t more than 
hal f a d o z en in us e at any Aus t r alian p o r t . 60  
Aus tralia was not the  only c o untry in  which s t evedo ring wa s 
t echnol ogical ly backward . A sampl e  o f  American indus t r ie s  taken in 1 9 2 5 
showed that s t evedoring had the l owe s t  propo r t i on o f  machine t o  
handwo rke r s : only twelve per c eRt o f  wo rker s  operated or contr ibuted to  
machine opera t i o n .  Of  t h e  r emaind e r , e ighty per c ent were handworke r s  
and eight p e r  cen t  supervi s o r s . 6 1  Never thel es s , b y  t h e  beg inning of the 
1 93 0 ' s  t he high- l i f t  plat f o rm truck , the f o r erunner o f  the mod ern fork 
lift  t ruck , had appeared on some Amer i c an wharves . But  Aus t ralia did  
not see  any unt i l  the Amer ican forces  b ro ught them in 1 9 4 2 . 6 2  
The ext en t  of  mechanisation  at  F r eman t l e  can b e  gauged mor e  
accur a tely b y  examining the FHT ' s  r a t i o  o f  l abour c o s t s  to t o tal c o s t s  
for  s t evedoring operations . A fall in thi s rat i o , o ther things being 
equal , would s ugg e s t  an increase  in mechani s a t i on .  However , this  r a t i o  
i s  inf luenced b y  the propo r t i on o f  ove r time and ord inary time wo rked , as  
well as  by the number of  workers . 
Tab l e  5 . 1  provides  a breakd own o f  the FHT ' s  cargo-handl ing cos t s  
be tween 1 9 1 9-20  and 1 938-3 9 .  The s t eved o r ing c o s t s  include the c o s t  o f  
supervi s o ry labour and o f  cargo-handl ing on ship s  o f  the S t a t e  Shipping 
S e rvi c e . The lat ter  s e rvice was per f o rmed a t  co s t . It can be s een t ha t  
wharf labour and mechanical expens e s  fluc tua t ed cons id erably from year 
to year and t hat  no long t e rm t r end is apparent . B etween 1 91 9 -2 0  and 
Year 
1 9 1 9-2 0 
1 920-21 
1 92 1 -2 2 
1 922-2 3 
1 92 3-2 4 
1 92 4 -2 5  
1 9 2 5-2 6 
1 926 -2 7 
1 92 7-2 8 
1 928-2 9 
1 92 9-3 0  
1 930-31  
J 9 3 1 -3 2  
, 1 932-33 
1 9 33-3 4  
1 934-35  
1 93 5-3 6  
1 936-37  
1 93 7-3 8  
1 938-3 9 
N o t e s : 1 
2 
Sourc e : 
1 7 7 
Tab l e  5 . 1 
B r eakdown of  the Freman t l e  Harbour Trus t ' s  S t evedoring Co s t s , 
1 9 1 9 -2 0  t o  1 93 8 -3 9  
( Jc. ") 
Meehan-
i cal 
Whar f  Equip- S t eve- Mi s c el-
Labour % ment1 % d o r ing2 % laneous % To tal % 
64 , 6 7 3  76 . 8  9 , 1 0 6  1 0 . 8  5 , 3 5 2  6 . 4  5 , 1 1 4  6 . 1 84 ' 245  1 00 . 0  
6 4 , 4 70 7 6 . 4  9 , 2 9 8 1 1 . 0  4 , 00 5  4 . 7  6 , 65 8  7 . 9  84 , 4 3 1  1 00 . 0  
5 8 , 400 7 6 . 6  8 , 43 5  1 1 . 1  3 , 5 7 4  4 . 7  5 .  800 7 . 6  76 , 2 0 9  1 00 . 0  
5 4 , 5 9 8  7 4 . 5  7 , 9 9 5 1 0 . 9  4 , 7 1 9  6 . 4 5 , 954  8 . 1  7 3 , 2 2 6  1 00 . 0  
7 6 , 88 8  7 8 . 6  9 , 0 9 9  9 . 3 5 , 1 9 8  5 . 3  6 , 63 5  6 . 8  97 ' 82 0 1 00 . 0  
9 7 , 62 0  8 1 . 0  9 , 7 95 8 . 1  5 , 88 4  4 . 9  7 , 2 1 8  6 . 0  1 2 0 , 5 1 7  1 00 . 0  
1 00 , 2 3 1  7 8 . 0  1 1 ' 902  9 . 3  7 '  4 1 7 5 . 8  8 , 9 1 9  6 . 9  1 2 8 , 4 6 9  1 00 . 0  
1 3 3 , 2 81 8 1 . 7  1 2 , 7 43 7 . 8  7 , 30 9  4 . 5 9 , 7 4 8  6 . 0  1 6 3 ' 0 81  1 00 . 0  
1 4 9 , 7 1 0  80 . 3  1 4 , 73 7  7 . 9  7 ' 03 4 3 . 8  1 4 ' 9 2 0  8 . 0  1 86 , 401  1 00 . 0  
1 4 3 , 6 70 7 6 . 6  1 9 '  0 1 1 1 0 . 1  7 ' 7 7 8  4 . 1  1 7 , 2 1 6  9 . 2  1 8 7 , 6 7 5  1 00 . 0  
1 1 1 , 5 7 2  7 1 . 2  2 2 , 3 7 8  1 4 . 3  5 , 6 8 2  3 . 6  1 7 , 02 2  1 0 . 9  1 5 6 , 65 4  1 00 . 0  
7 6 , 3 70  6 8 . 0  1 8 , 83 6  1 6 . 8  3 , 8 98 3 . 5  1 3  ' 1 5 8  1 1 . 7  1 1 2 , 2 6 2  1 00 . 0  
5 6 , 90 1  6 6 . 3  1 3 , 883  1 6 . 2  3 , 5 92 4 . 2  1 1  ' 443  1 3 . 3  85 ' 81 9 1 00 . 0  
6 1 , 85 6  6 7 . 1  1 3 , 41 5  1 4 . 6  4 '  6 2 9  5 . 0  1 2 , 2 4 4  1 3 . 3  9 2 , 1 4 4  1 00 . 0  
64 , 904 6 7 . 8  1 1 ' 9 9 5  1 2 . 5  5 ,  9 6 7 6 . 2  1 2 '  9 1 1  1 3 . 5  95 ' 7 7 7  1 00 . 0  
7 7  ' 65 8  7 0 . 4  1 2 , 1 0 5  1 1 . 0  6 '  7 3 9 6 . 1  1 3 , 809  1 2 . 5  1 1 0 , 3 1 1  1 00 . 0  
82 , 7 9 5  73 . 8  1 1 ' 2 9 7  1 0 . 1 6 ,  9 9 2  6 . 2  1 1 , 1 0 6  9 . 9  1 1 2 , 1 90 1 00 . 0  
9 2 . 60 7  7 3 . 9  1 2 , 85 6  1 0 . 3  7 , 53 6  6 . 0  1 2 , 3 7 7  9 . 9  1 2 5 , 3 7 6  1 00 . 0  
1 1 0 . 30 7  7 7 . 2  1 4 , 03 4  9 . 8 8 '  9 7 9 6 . 3  9 , 4 7 3  6 . 6  1 42 , 7 9 3  1 00 . 0  
1 1 9 , 2 3 7  7 6 . 6  1 6 , 2 0 8  1 0 . 4  9 , 43 5  6 . 1  1 0 , 6 8 6  6 . 9  1 5 5 , 5 6 6  1 00 . 0  
Mechanical equipment cos t s  ( pr inc ipal ly fo r cranes and grain-
handl ing equi pmen t ) ,  were c omb ined wi t h  g eneral whar f  expen s e s  
unt i l  1 92 7-2 8 .  B e tween 1 9 2 7-2 8 and 1 93 8-3 9 mechanical equipment 
c o s t s  averaged 1 1  per  c ent o f  the t o tal for  whar f expenses  and 
equipment charg es , and thi s propor t i o n  wa s us ed to es t imate 
m e c h a n i c a l  e quipment charges  for the f i r s t  8 year s . 
S t eved o r ing include s  the cos t of superv i s o ry labour and of  cargo-
handl ing on ships o f  the S ta t e  Shi p ping S e rvic e .  The latter  wa s 
performed at cos t . 
Wher e  per c entages do no t add to 1 00 . 0  thi s is due to round ing . 
F H T , A n n u a l R e p o r t s . 
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1 93 8-3 9 wharf labour e r s ' wage s  averaged 7 1  per cent o f  to tal co s t s ; 
mechanical e quipment c o s t s  averaged 1 1  per  c ent o f  t o tal c o s t s  over the  
s ame period . Tab l e  5 . 1  thus conf i rms the pi c ture  of technolog ical 
s t agnat ion s ugge s ted by our previous d i s cus s i on .  
P rivat e  s t evedoring companie s  probably had a higher ra tio  of 
labour to t o tal cos t s . This i s  becaus e the port  authori ty ' s co s t s  
includ ed the oper a t i on o f  quay cranes and grain plant , fac i l i t i e s  no t 
provided by pr iva te s t evedor e s . Mo s t  s t evedor ing companies po s s e s s ed 
minimal mechanical equipmen t : before  the S e c ond Wo rld War a man could 
buy hims elf  a coil  of rope and a ho ok and c all hims elf  a s t evedore . An 
analys i s  of s t eved oring cos t s  in . 1 9 4 8 -5 4 , bas ed on a larg e  sample o f  
s t evedor ing companies , showed t h a t  d i r e c t  l abour c o s t s s t ill  accoun t e d  
f o r  70  per cent o f  to tal cos t s . 6 3  Thi s sugges t s  tha t i n  the pre-war 
period privat e  s t ev ed o r ing companies  p r obably paid 80  to  90  per  cent o f  
their out lays in the f o rm o f  wag e s . 
Ano ther measur e  of mechanis a t i o n  i s  the amount of inves tment in 
mechanical equipment per employe e .  Di f f i cul t i e s  created b y  changing 
prices , depreciat ion  procedure s , and e s t ima ting the s i z e  of the 
wo rkfo rce , reduce the accuracy of thi s  mea s ur e , but it does g ive a rough 
guide . Tab l e  5 .  2 ,  based on the FHT 1 s financial record s , shows that 
b e tween 1 92 0  and 1 93 8  mechanical equipment f ell f r om about three per  
c ent to one  per cent  of  to tal ne t fixed as s e t s . Inves tment in 
mechanical equipment per wharf l abourer fell  f rom k 6 9  to  £3 4 ,  a d rop o f  
5 1  per cent . The r e f o re , far from increas ing the degree  o f  mechanisation 
appears to have fallen by the l a t e  1 93 0 ' s .  Thi s was b ecause  there wa s 
no signi f i cant inv e s tment in machinery dur ing the depre s s ion  ye ars s o  
that t h e  book value o f  machinery was r egula r ly r educed b y  depreciation . 
Year 
1 92 0  
1 93 8  
Notes : 
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Table 5 . 2  
Inve s tment in Mechanical Equi pment at  Fr eman_tle  
in  1 920  and _1 93 8 1 
Ne t Inve s tment C o l . 1  I Inve s tment 
in Mechanical Total Ne t Col . 2  E s t imated Per Employee 




1 ' 0 0 0  
5 8  
3 9  
1 '  9 9 2  2 . 9  843  6 9  
2 , 92 6 1 . 3  1 , 1 50 3 4  
1 9 2 0  averag e  o f  three  yea r s  centred on 1 9 1 9-2 0 .  
1 93 8  average o f  t hree years c en t r ed on 1 93 7 -3 8 . 
N e t  inves tment in mechani c al equipment compri s e s  
inve s tment in cr anes , grain p l an , wharf plant and 
r o l l ing plant . 
B e c aus e of the casual nature o f  wa terfront employment i t  
i s  d i f f icult to e s t ima te t h e  exact s i z e  o f  the 
workf o rce . The 1 9 2 0  s t a t i s t i c  i s  bas ed on union 
member ship as  at  31  December 1 9 1 8 ;  the 1 938  data i s  
b a s e d  on union membership  a s  a t  3 1  December 1 93 6 . The 
union data includes  inac t ive workers , t ho se ill o r  
unabl e  to obtain wo rk and cons equently  probably 
overe s t ima tes  the s i z e  of the workforce . 
S ourc e s : Da t a  on ne t a s s e t s  are f r om FHT , Annual Repo r t s ;  union 
memb e r s hi p  s ta t i s tics  are f rom pp . 1 6 7 -8 . 
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The que s t ion  remains , why was s t eved o ring techno l og ically 
backward ? The basic  r ea s on appears to  have b e en the i r regular nature o f  
shipping and trade and hence o f  the d emand fo r cargo-hand l ing 
s ervices . It  was more economical to  hire casual labour , even a t  
relatively high hourly rates , to  hand le carg o  manually , rather than us e 
mechanical equipment which could no t be  d i s charged when d emand wa s 
slack . Ano ther economic fac tor  wa s the sys t em of cos t-plus charg ing 
which appears to have prevailed in the indus try . 6 4  Pro f i t s  wer e  
calculated a s  a per c entage of direct  cos t s  and the r e f o r e  s t evedores  had 
l i t tle incentive to  r educe c o s t s  by introduc ing machinery or  improved 
working methods . A s t udy of  Amer ican s t evedoring concluded tha t such 
charging prac t ices  had ' made for s l ow and glaci er-l ike changes  in 
me thods of  cargo-handl ing over the pas t  50  years ' . 65  
Technical factors  s uch as  l imi t a t i ons in  the  d e s ign o f  machines , 
wharves and shed s , al s o  hel p  explain the s l ow spread of  mechanisat ion on 
the wat erf ront . S ome o f  the early elec t r i c  t rucks were uns uit able for  
port  us e becaus e o f  the i r  inab i l i ty to  climb s t eep grades . 6 6  Many ports  
had narrow f inger p i er s  and s heds wi th f o r e s t s  of  p i llars  b o th o f  which 
mad e it  d i f f i cul t to operate  mechanical equi pment . However , only the 
lat ter was a problem at  Freman t l e . Of  cour s e , the s e  d i f f icul t i e s  could 
have been overcome if po r t  autho r i t i e s  had been wi ll ing to sc rap 
exi s ting fac il i t i e s . But mos t  por t infra s tructure i s  rela t ively long-
l ived and once paid for can be maintained in oper a t ional cond i t ion at 
rela t ively l i t tle  co s t .  Ther e f o r e , f r om the p o r t  authori t ie s  point o f  
view , i t  was des irab l e  to delay replacement o f  wharves and shed s un til  
they reached the  end of their economi c l ives . Thus there i s  a clo s e  
connection  be tween technological and economic  bar r i ers  to  mechani sa tion . 
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Ano ther fac t or  explaining the slow progres s of mechani sation  may 
have been the small s i z e  o f  many s t evedor ing c ompanie s . They lacked 
b oth the volume of work and the capi tal  requir ed to purchas e  
machinery . However , we saw earl i er t hat  many were owned by shipping 
companie s  so for them capi tal  should have no t been a serious cons traint . 
There i s  no doubt that the int roduc t ion of  mor e  machinery would 
have been oppo sed  by the lumpers , even though it would have reduced the 
phy s i cal s train of  wharf work . In 1 9 2 6  S t evens , Secretary o f  the FHT , 
observed tha t the men pushing tro l l i e s  acro s s  the wharf  wer e  ' of t en all 
in by t he t ime the s t acks wer e r eached and want ed a s p ell while s omeone 
e l s e  s tacked thei r  cargo . ' 6 7  He o f f e red to int r oduce hor s e s  to pull the 
t r o l l i e s  but even this was res i s ted  by the men as they feared it would 
mean les s wo rk . As we wi l l  see in the next chap t e r , the int roduc tion of 
bulk grain handling was viewed wit h  alarm by t he lumpers , the more so 
becaus e it  occurred in the dep ths  o f  the 1 93 0 ' s  depre s s i o n .  I n  other 
coun t r i e s , when machinery was f i r s t  introduced on the wharves ,  i t  wa s 
s ome t imes sab otaged or driven into  the sea . 6 8  Thus economic ,  technical 
and s o c ial fac tors  comb ined to  r e duce the progre s s  of  mechani sation  
p r i o r  to  1 93 9 . 
3 .  The hazardous nature o f  wa t e r front employment 
A recogni tion  o f  the hazardous nature of  wat e r f ront empl oyment 
appears to have come rela t ively late  in t he hi s tory o f  the labour 
movemen t  and labour leg i s lation . A 1 9 2  7 s tudy by the Int erna t ional 
Trans port  Worker s '  Federat ion declared that ' there are f ew occupa t ions 
in whi c h  the l i f e  and heal th  of the wo rke r s  are so  bes e t  wi th danger s as 
6 9  in port  work . 1 The f o l l owing year a conference organi s ed by the 
Interna t ional Lab our Organi s a t i o n  ob s e rved tha t , 1 the work of loading 
and unload ing ships  is a s p e c i al ly d ang erous and unhealthy occupa t ion , 
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and tha t the wo rker s  engaged i n  it  requ i r e  t o  b e  pro tec ted i n  each 
c ountry by s p ecial saf ety regula t ions . , 7 o The Interna t ional Labour 
Organi sation draft e d  a convent i on concerning the pro tection o f  wa t e r s i d e  
worker s  i n  1 92 9  and i n  a r evi sed f o rm i t  was incorporated i n  the B r i t i s h  
D o ck Regulat ions of 1 93 4 . 7 1 But  there  was no leg i s lation dealing 
s p ec i f i cally wi th the regulat ion of working cond i t i ons on Aus tral i a  1 s 
wharves  dur ing our period . The federal government had , under the 
Navigat ion Ac t ,  provided s ome load ing and unl o ad ing regulations , but 
t he s e  extend ed only to the ship  1 s hook and did no t cover wo rk on the 
wharve s .  
At Fr emantle , the FHT prov i d ed a lumper  1 s shelter  and a light 
ambulance on pneuma tic  tyred whee l s  but g enerally working cond i t ions 
wer e  pr imi tive . For  example , men could be pi cked-up to wo rk in a 
f r ee z er ship and be  expec t ed to wo rk in f r e e z ing t emperatures clad only 
in shi r t s  and sho r t s . No free z e r  gear wa s provided . 7 2  S ome of the 
cargoes were par t icularly unpleas ant  to work . For  example , in a s t ory 
by John Mo rri s on one  wharf  l abourer d e s c ribes  his  experience o f  handl ing 
s oda a sh on a midnight shi f t  as follows : 
V ile  s tuf f . A fine , moi s t , heavy powder , in bag s tha t go 
only twelve to the ton.  I t  ruins clothe s , eats pa tche s  o f  
skin o f f  hand s , aggravat e s  every li t t l e  scratch int o  a 
sore , provokes perpetual s ne e z ing . I ' ve s een all s ix men 
on a long soda ash j ob exhib i t ing handkerchiefs  fl ecked 
wi th blood • • • by f our-thirty  all s ix o f  us are running 
from the eye s and sneez ing fur ious ly . Thi s cargo should 
never have been placed her e . Many bags are torn , and 
almos t  every s l ing goes up wi th a tail  of s t reaming 
powd er , like a rocket . • •  7 3  
w .  Mi tchell ,  i n  her the s i s  o n  Sydney ' s  wha r f  labourer s ,  ha s summari s e d  
the p o s i tion well : 
The general environment in whi ch the work was per f o rmed 
was i nd i c a t ive of the g eneral acceptance by owner s , 
p o l i t i c ians and the community , o f  cond i ti ons of labour 
which can only be  d e s cr ibed as  primi t ive . To a large 
extent the unioni s t s  al s o  sha r ed in thi s ac ceptance , 
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barg�i�ing Jgr mor e  money as a reward  f o r  wo rking in bad cond 1 t 1ons . 
A rough idea of the hazardous nature of wa terfront wo rk can be 
ob tained from Table 5 . 3 which shows the acc ident rate  per 1 0 0  
unioni s t s . I t  would be preferable to  show the accident rate  pe r 1 00 
per s ons employed but there i s  no adequa t e  data on wat e r f ront 
emp l oyment . Union membership i s  obvious ly only a rough guid e  as i t  
include s  men unable t o  ob tain wo rk o r  who a r e  ina c t ive due to illne s s  o r  
s ome o ther reas on .  
Tab l e  5 .  3 sugg e s t s  tha t ther e  was a t end ency for the  accident  
rate  t o  increas e ,  as i t  cl imbed from about . 8  accidents per 1 00 unioni s t s  
i n  1 9 0 4 -0 5  t o  about 1 9  per 1 00 unioni s t s  in 1 9 2 4-2 5 . By 1 9 2 7 -2 8  the 
acc ident rate had j umped to 29 per 1 00 unioni s t s . In the l a t t er year 
t he r e  wer e  two fatal i ties . Mor e  than one- quar t e r  of  injured unioni s t s  
were o f f  work for f ive weeks o r  mor e  s ugge s t ing their injuries were of  a 
s er i ous nature .  The union paid out j. 2 , 4 7 0  in acc i d ent pay a t  the rate  
of £ 1 per week per worker . The inc r e a s e  in acc ident s was a t t r ibuted by  
t he  union to an increase in  the  pace of  work . 75  Unfortunately , no 
accident data for the early 1 93 0 ' s has s urvived but by 1 9 3 6-37  the  
a ccid en t  rate  had fal l en to  about 1 3  per  1 00 unioni s t s . 
Dur ing t he 1 93 0 1 s depres s ion t here  was widespread unemployment 
in We s t ern Aus t r al ia . Unemployment peaked at  2 8 . 7  per cent in 1 9 3 1 -3 2  
but d i d  not d rop below 1 0  p e r  c ent  unt i l  1 93 6 -3 7 ,  when i t  was 6 . 0  p e r  
cent . Empl oyer s took advantage of  t h e  labour surplus to  ext r ac t  fur ther 
e f f o r t s  from the men. S t rong men , known as ' bull s ' ,  were u s ed to  s e t  
the pac e  o f  wo rk and wi th the ever  pre s en t  threat  o f  unempl oyment the 
men c ould be r e l i ed on to  work f ev er i s hly . Long s hi f t s  - s tr e tches up 
to 24 hour s wer e  no t unknown - mus t have increased the chance of 
acc i d en t s  occurr ing . Foremen s e l e c t e d  men ' a t  the g a t e s  daily for work 
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Table 5 . 3  
E s t ima tes o f  t he Acc id ent Ra te  for  Lumpers at  Freman t l e  
Year 
1 90 4 -0 5  
1 90 9 - 1 0  
1 9 1 4-1 5 
1 9 1 9 -2 0  
1 92 4-2 5 
1 92 7 -2 8 
1 93 6-3 7 
No t e :  
Sour c e s : 
Member ship 
o f  Fr emantle  Ap proxima t e  
Lump er s ' Union Accident 
(Ac tual Year in Rat e  Per 
No . of  Acc idents 1 Bracke t s )  1 00 Unioni s t s  
70  84 1 ( 1 902 ) 8 . 3  
87  841  ( 1 9 0 2 ) 1 0 . 3  
1 1 4  843  ( 1 91 8 ) 1 3 . 5  
1 2 2  843  ( 1 9 1 8 ) 1 4 . 5  
2 2 5  1 ,  2 1 5 ( 1 9 2  7 )  1 8 . 5  
4 7 5  1 , 62 4  ( 1 9 2 9 ) 2 9 . 2  
1 52 1 , 1 5 0  ( 1 93 6 )  1 3 . 2  
1 The se  were acc id ent s repor ted to the uni o n .  It  i s  
po s s ib l e  tha t some minor ac c i d en t s  wer e  no t reported t o  the 
union . 
WWF Fr emantle  Branch Rec o rd s , N2 8 /3 1 7 ,  Acc id ent and Death 
Rec o rd Book ;  WWF Fed eral Depo s i t ,  T 6 2 / l l / 6 ,  l e t t ers f r om 
Secre tary of FLU to  General S e c r etary of WWF , 27  Augus t 
1 9 2 7 ,  and 2 1  July 1 92 8 ; WWF Federal Depo s i t , T 6 2 /3 9 ,  
Membership Book W . A .  Branche s ,  1 9 0 2 -4 8 . 
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and the c omp e t i tion  f o r  wo rk wa s s o  g r e a t  that  t h e  f o r emen acquir ed a 
great deal o f  power which was no t always exe rc i s ed r e s pon s i b ly , 
f avour i t i sm and brib ery s ome t im e s  o c curr ing . 7 6  On e whar f l ab our er 
painted the p i c t ure  as  f o l l ows : 
A gha s t ly ,  f r ightening ( g roup) o f  men at  t imes f i ght ing 
and tear ing each other ' s  clothes o f f  in sweat ing jung l e­
l ike s c uf f l e s , f o r  a s tar t ing d o cke t t o  earn twenty-three  
shillings for  a day ' s  work on  the  wharves . That wa s the  
b ul l  s y s t em • • •  7 7 
The e f f e c t s  o f  the  wo rking cond i t i ons o n  the men wer e  pub l i c i zed  
in  1 9 43 when Dr . Ronald Macqueen examined 53 9 men who were s us pec ted  o f  
b e ing mal inger er s . To h i s  a s t onishment he found mo s t  wer e  no t 
mal ingerer s .  In an o f t  c i t ed pas s age he wro t e : 
My c h i e f  imp r e s s ion o f  t he s e  men wa s t ha t  a l l  o f  t hem we r e  
p rema tur ely aged . It wa s rare to  f ind any man , who d i d  
n o t  l o ok a t  l e a s t  1 0  year s o l d er t han h i s  s ta ted a g e  • • •  
I had examined men , who in the ma in , had b e en ruined 
phys i c ally by the intolerable  anxi e t i e s  of the d e pr e s s ion  
year s . The end l e s s  s earch for  the  infrequent j ob ,  which  
would keep  t hem and their  famil i e s  from the pr ecar i ous 
borderl ine of malnutri t ion , had taken i t s  d eva s t a t i ng 
t o l l . Th e f everi sh , high t ension wo rk p e r f o rmed when the 
j ob was s ecur e d , in o rder  to ens ure i t s  repe t i t i on had 
b een p a i<t for a t  the shocking price o f  p r ema tur e o ld age 
and phy s ical calamity . 7 8  
A p auc i ty o f  d ata  make s c ompari sons wi th  o ther o c cupa tions  and 
s tates  d i f f i c ul t . Mo reover , the l imi ted data  available i s  no t s tr i c t l y  
c omparab l e  wi t h  tha� f o r  Fr emantl e .  Fo r examp l e ,  i n  1 93 7 -3 8  there  we r e  
58 acc id en ts  p e r  1 0 0  wharf labour ers  employed i n  New South Wale s , 7 9  a 
s t r iking c o nt r a s t  wi th my e s t ima te o f  13  p e r  1 00 f o r  Fr emant l e  in 1 93 6 �  
3 7 .  The New South Wal e s  data is  probably mor e  accura t e  than mine a s  i t  
r e f e r s  t o  ac t ual  emp l oye e s  r ather than the number o f  unioni s t s . I have 
b een unable  t o  locate  data on accident s in d i f f er en t  occupa t ions in 
We s t ern Aus t r a l ia pr ior  to  1 93 9 ,  wi th the exce ption of coal mining and 
t imb er work , both  of which wer e  also  h igh r i sk o c cupa t ions . Fo r 
e xamp l e , in  1 9 3 8  the r e  we r e  4 7 . 6  acciden t s  per  1 00 emp l oyee s  in  the 
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C o l l i e  coal mine s , whi ch sugg e s t s  tha t i f  the r e  was ' blood o n  the carg o ' 
there was more on t he coa1 . 80  In Wes t ern Aus tralia as a whole in 1 93 3  
there wer e  5 6 1  acc i d en t s  incapa c i t a t ing wo rker s  fo r more than 14  days , 
o r  0 . 3 accidents per 1 00 members  o f  the workf o rce . 8 1  This evid ence i s  
certainly no t conclus ive but does  tend to  sugge s t  tha t wharf lab our ing 
was a very hazard ous occupa tion . 
The mo s t  common injuri e s  were  cut s  and brui s e s , strains , spr ains 
and frac t ur e s . 8 2  The following illus trate  i n j ur i es suffered by lumper s :  
O ' Neil , w .  3 July 1 93 6 . S t rained hi s back whi l e  li f t ing 
carg o . 
S e ymour , H . A .  2 2  S e p t ember 1 93 6 .  A 7 1  year old man who 
was knocked into the hold by a s l ing o f  timber and 
k i l l ed . (He was empl oyed as a ha t chman direc ting the 
handling o f  s l ings  of cargo . )  
Kno t t , E .  E .  1 1  March 1 93 7 . Hel ping to  l i f t  a case whi ch 
s l i pped and crushed hi s f oo t . 
Waddell , A .  2 1  Apr i l  1 93 7 . S truck o n  the head and 
s houlders  by a fall ing baske t o f  c oal while working in  
a ship ' s  hold . Suf f e r ed from concus s i o n .  
Bond , A .  2 3  September 1 9 3 7 . Foo t b adly brui s ed when 
c aught beneath a drum of b i t umen whi ch wa s being 
unloaded . 
Injured lumpe r s  wer e  usually eligible f o r  workers '  compensation  
bene f i t s . The  first  Worker s '  Compensa t i on Act was pas s ed in  1 9 02 but  in  
1 9 1 2  the S c addon Lab or  Government amend ed the  Ac t to  provi d e  
s igni f ican t ly imp r oved bene fi t s . 8 3  By 1 93 7  an injured worker go t 
c ompensa t i o n  o f  £ 2 1 5 s  l l d we ekly , o r  about one-half  of the e s t imated  
8 4  weekly earnings o f  a lumper . Be tween 1 9 3 1 -3 5  o n e  lump er employed b y  
t h e  FHT r e c e ived £ 2 5  7 f o r  various i n j ur i e s  to  mus cles , knee s  and 
elbows . S ub s equen t ly ,  the Trus t refus ed t o  employ him and f our other  
lumpers  who had received large payment s  f o r  inj ury . 85  The  union al s o  
took care o f  injured memb ers p r ovid ing f inanc ial a s s i s tance and r egula r  
ho spi tal vis i t s whe r e  nec e s s ary . 
In the late  1 9 3 0 ' s  the WWF embarked on a ' S af e t y  F i r s t ' campaign 
to  ' put  an end to  t he condi t ions which are l eaving a trail o f  maimed and 
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broken men in thei r  wake . v 8 6  But thi s appears  to have me t wi th li t t l e  
succes s  until  war broke out and t h e  s i tua t ion  o n  t he wharves swung f r om 
one of labour surplus to  labour sho rtage . We will  now examine the 
cour s e  of indu s t r ial relations at Fremantle  b e tween the turn of the 
c entury and 1 93 9 . 
4 . Indus t rial rel a t i ons on the wat e r front and the st ruggle fo r j ob 
cont r o l  
Buoyant cond i tions caus ed by the g o l d  rush enabled the FLU to  
get t he  hourly rate  f o r  day work rai s ed f r om 1 s  to 1 s  3d  in  1 8 9 6 . 8 7  
However , thi s gain was sho r t l ived as a temp o r ary rec e s s ion occurred in 
1 8 98 -9 9 .  The We s t  Aus tralian S teamship Owners '  As s ociat ion took 
advantage o f  the ec onomic cl imat e  to  pre s s  for reduc t ions in wag e s  and 
wo rking cond i t i ons f rom the 1 March 1 8 9 9 .  In par t i cular , they declared 
that there  was t o  be  freedom of contract  on the wharves , that i s , there  
was t o  be no  clo s ed shop ; s t evedores  were  t o  have the r ight to  d e termine 
the number o f  men in each gang ; the bas i c  rat e  o f  pay was to be reduced 
to 1s  1 1;2 d per hour and o ther r a t e s  reduced as wel l , and the working 
day was chang ed from 8 a . m .  to 5 p . m .  to 6 a . m .  t o  6 p . m . , a change 
which e f f e c t ively led t o  the los s o f  three hours o f  over t ime . No t 
surpri s ingly , the lumpe r s  rej ected  the s e  terms  and the resul tant s t r ike 
was the long e s t and mo s t  vi olent in We s t ern Aus tr al i a ' s hi s to ry .  I t  wa s 
eventually r e s o lved through arbi t r a t i o n ,  wi th the employe r s  gaining mo s t  
o f  their ob j ec t ives , al though they agreed t o  pay the old rate f o r  
hand l ing coal . However , by neg o t i a ting wi th the uni o n ,  which they had 
previous ly r e f u s ed to d o , the employer s s tr engt hened i t s  po s i t ion on the 
wa t e r front : thus the s t r ike wa s no t a comp l e t e  defeat  for the lumpers . 
I . H . Vand en Dr i e s en has argued t ha t  the s trike had broad 
hi s t o rical s i g ni f i c ance for  two reas ons . F i r s t ly ,  the solidar i ty of the 
1 8 8  
union memb er ship  and the f i nanc ial s upport  r ec e ived f r om o ther uni o ni s t s 
t e s t i f ied to  t h e  growing s tr engt h  o f  the l abour movement .  Second ly , the 
s uc c e s s  of arb i tr a t i o n  in  s e t t l ing the d i s put e s t r engthened c ommunity 
s upport  for arb i tr a t i o n . An Indus t r ial Conc i l i a t ion and Arb i t r a t i o n  Ac t 
wa s pa s s ed the f o l l owing year . However , i t  proved t o  b e  unwo rkabl e  and 
was replaced by an Ac t of 1 9 0  2 .  The Fr eman t l e  lumpers  had r eg i s tered 
t hems e lves as  e ar ly as  1 Mar ch 1 9 0 1 . 
In 1 9 0 6  the f i r s t  indu s t r ial agreement under the Ac t wa s mad e  
be tween the shi powne r s  and the l umper s .  The employer s had d e c i d ed t o  g o  
t o  arb i t r a t i o n  t o  g e t  the pro t e c t ion o f  an award .  Th e  lump er s  had 
i s s ued union r ul e s  at var i ance wi th the exi s t ing vo lun t ary agr e emen t 
( b a s i c ally an exten s i on o f  the 1 8 9 9  s e t t l ement ) . Th e d i s puted r ul e s  
included : no memb e r s  o f  the union were to  wo rk f o r  mor e  than 2 4  hour s ; 
members mus t  have a 1 2  hour break a f t e r  a 2 4  hour shi f t ; no memb e r s  t o  
r e c e ive any cargo  handled  b y  shi p s ' crews ; n o  memb e r s  who have worked 
f o r  8 hour s a r e  to wo rk ano ther ship  or shed unle s s  o ther l ab our i s  no t 
available . 8 8  The union a l s o  tr ied to  ins i s t  on the emplo yment o f  mor e  
m en than the emp l oye r s  c onsidered nece s sary . Fo r examp l e ,  the union 
wanted three men t o  b e  us ed to hand l e  cargo direct f r om ship s '  s l ing s t o  
r ai lway t rucks b u t  the FHT claimed t h e  t h i r d  man wa s a hind r anc e and 
increased the d anger of acc ident s . � In coal ing f r om rai lway t r uck t o  
ship  the uni o n  wan t e d  s ix men but the emp l oyer s c l a imed o nly f our men 
could work in a truck so the extra two s t ood idle . 8 9  The employer s 
ins i s t ed o n  emp l oying t he numb er s  t hey c ons i d er ed nece s s ary and the 1 9 0 6  
Agr e ement provided tha t ' there shall b e  n o  Lumper s '  Union rul e s  which 
may c onfl i c t  wi t h  thi s Ag r e ement or p r event t he Emp l oye r s  f r om u t i l i s ing 
the men in t h e i r  emp l o yment a s  may b e  r e quired by the work at the i r  
d i s po s a l . ' 9 0  I t  s e t  t h e  b a s i c  r a t e  o f  p a y  a t  ls  3 d per  hour and 
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over t ime a t  2 s  p e r  hour .  Sp ec ial r a t e s  o f  ls  4d  per hour wer e  g r anted 
for handling coal and ls  6d  per  hour for  hand l ing c argo in free z er s . 
Four ' smoke-ohs ' in 2 4  hour s we r e  allowed o n  c o a l , c oncentrate s and o r e , 
and one ' smoke-oh '  on g eneral cargo . The ' smoke -oh ' which allowed t ime 
o f f wo rk wi thout l o s s  of pay • appear s t o  have b e en an Aus t r al ian 
innovat ion . 9 1  Employer s eventually conceded that the men could no t b e  
e xp e c ted t o  wo rk c ontinuous ly wi thout a b reak and that r e s t  periods  wer e  
produc t ive i n  the s en s e  that - they enabled men to sus tain e f f o r t  for  
l ong er periods . 
The union  r ul e s  whi ch promp t ed the 1 9 0 6  Ag reement a r e  examp l e s  
o f  r e s t r ic t ive prac t ice s . A r e s t r i c t ive prac t ic e  may b e  def ined a s  ' an 
ins t i tut i o nal arrangement r equi r ing the emp l oyer to  hire  mo r e  l ab our 
than he would have hired in the ab s ence o f  c ompuls ion , at a g iven wag e 
r at e . , g z Th e r e s t r i c t iv e  prac ti c e s  were  b a s ically d e s igned t o  p r o t e c t  
t h e  workers f r om t h e  dele t er ious e f f ec t s  o f  the s ys t em o f  casua l  
emp l oym ent . Re s t r i c t ive prac t i c e s  we r e  no t c onf ined t o  Au s t ral ian p o r t s  
and Aus tralian worker s :  an Amer ican s tudy f ound tha t  men would go  t o  
e xt r eme l eng ths t o  s t r e tch o u t  par t-wo rk d ays  i n t o  who l e  wo rk d ays o n  
th� wat erf ront . 9 3  Af ter  examining r e s t r i c t ive p r ac t i c e s  i n  1 9 1 4 Jus t i c e  
Hi ggins  c onc lud ed  t ha t :  
Many o f  t hem , which s e emed t o  me t o  b e  m o s t  a r b i t r ary and 
unreasonable at f i r s t , turn out to be exped i ent s ,  crud e  
and c lums y ,  - f o r  s e cur ing a b e t ter  d i s t r ibut ion  o f  wo rk 
among the labour er s . 9 4 
Th e ab i l i ty o f  the lump e r s  t o  imp o s e  r e s t r i c t ive  prac t i c e s  d epend ed on 
two main factor s : f i r s t ly the extent o f  union control over the 
wo rkf orce  and produc t iv e  p r o c e s s ; s econd ly , the  wi llingne s s  and ab i l i t y  
o f  employer s  to  r e s i s t  s tr ike s and s toppage s . 9 5  Although a s  a r e s ul t  o f  
the 1 8 9 9  s t r ike the emp l oyer s we re  f r ee t o  empl oy non-unioni s t s  they d id 
s o  only i f  union labour was shor t , g iving the FLU e f f ec t ive contr o l  o f  
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t he workf o r c e . Fur thermore , the casual  nature  o f  empl oyment meant tha t 
a lumper ' s  employer could change f r om day to  day ;  under the s e  
c ircums t anc e s  a lumper  tended to  owe hi s fir s t  all eg iance t o  hi s union , 
rather than t o  hi s employer . The s i tua t i on at  Fremantle was complicated 
by the fac t tha t foremen wer e  al s o  members  of  the FLU . It  was therefore  
d i f f icult for them t o  comba t  labour ine f f ic i ency as they were sub j e c t  t o  
d i s c ipl ine from the men they wer e  mean t t o  supervi se ! We have al ready 
s e en tha t  because o f  d i f f er ences in the i r  c o s t  s t ruc tures , overseas  
shipowner s wer e  more  wi ll ing to  make conc e s s i ons to  unions than wer e  
coas tal shi powner s .  The d e s i r e  o f  shipowners for fas t turnround , 
par t icularly for  mail  steamer s , led the FHT to  complain that ' the 
s l igh te s t  d elay has generally called forth  t o rrents  of  abuse , and the 
nec e s s i ty for the employmen t of  mor e  labour . '  9 6  Thus the shi powners 
them s e lves s ome t ime s opposed the FHT ' s  e f f o r t s  to  r educe l abour 
r equj_ r emen t s . Such cond i t ions provided a favourable  environment for  the 
s pr e ad of re s tr i c t ive prac t ices . 
The 1 902  Agreement was ine f f e c tive in checking them . Wri t ten 
and unwr i t t en rules  of  the union l ed t o  d i s agreements  over i s s ue s  s uch 
a s  manning , s l ing we ight s and ' smoke- ohs ' .  The agreement wa s renewed in 
1 9 1 0  with only mino r change s ;  however , the following year the union 
cal l ed a s t o pwo rk mee t ing to pre s s  for inc reased rat e s  due to ri s e s  in 
the c o s t  of  l iving . An increase  o f  2 0  per  c ent was achi eved by 
neg o t i a tion ;  the emp loyer s  appear to  have been qui t e  wi ll ing to  make 
conces s ions . 9 7  In i t s  Annual Repor t for  1 9 1 2 - 1 3  the FHT obs erved tha t  
the lumpe r s  were  wo rking well and hoped that 1 the good feel ing and 
mut ual f o rbearance may continue . 1 9 8  
r emained relat ively smooth unt i l  1 9 1 7 . 
In fact  indu s t rial relat ions 
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I n  1 9 1 4 , promp t ed by the threat o f  a nat ional dis put e following 
the breakdown of d i scus s ions b e tween the WWF and employers , Mr . Jus t i c e  
Higgins handed down the fir s t  national award for the indus try . 
Henceforth rates  of pay and wo rking cond i t i ons were to be uni f o rm 
throughout Aus tral i a . Higg ins set  the bas i c  rate at 1 s  9d  per hour wi th 
2s  7 1;1} per hour for all over t ime . Ra tes  f o r  s pec ial cargoes were 3 d  
p e r  hour extr a . However , Fremantle lumpe r s  had pr evious ly  received a 
higher rate  f o r  over t ime beyond midnight and r e fused to accept l e s s  than 
t hey wer e  previously paid . 9 9  In  We s t ern Aus t ralia Riggin ' s  Award 
o f f ered no g reat advan tage to the union . 1 0 0  Higgins put fo rward a 
balance o f  power argument in an at t emp t t o  explain the s tate  o f  
indus t rial relat ions i n  the indus try : when there was an exc e s s  o f  
l ab our o f f e r ing f o r  work bargaining advantage rested  wi th the employer 
and vice versa when labour wa s scarc e . There was thus a s e e s aw o f  
powe r , depend ing on economic condi tions , whi ch both sides exploi ted : 
' The weaker s ide  c omplains o f  tyranny ; and o f t en becomes a t yrant 
i lf h . ff , 1 01  t s e  , w en occas1on  o ers . 
I n  1 9 1 7 ,  a s t r ike , beginning in New South Wale s ,  and fanned by 
the worker s '  d i s s a t i s fac tion wi th the war and the increas ing co s t  o f  
l iving , flared into a nation-wid e  dispute . 1 02 O n  1 3  Augus t the lumper s 
at Fremantle  refus ed to load the Mind eroo  wi th flour for  expo r t , 
o s tens ibly becaus e proper precaut ions had no t been taken to pr event the 
flour fall ing into the hands of  the enemy . However , the real reason wa s 
that the lumpe r s  want ed to support  s t r ike ac t i o n  by their counterpart s  
. h 1 0 3  1 n  t e eas t ern s ta t e s . Prime Mini s t er Hughes was determined to keep 
the por t s  open and decided to rec rui t a nat i onal volunteer wo rkf o rc e . 
The Arb i trat i on Award was amended t o  g ive volunteers  or  Na tional 
Wo rker s ,  a s  they became known , preferenc e  of employment over members of 
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the exi s t ing unions . The employe r s  set  up Employment Bur eaux t o  ensur e  
that work was allocated t o  the Na t ional s .  The F r emantle Bureau opened 
on 24  Augus t but the d i s pute  continued unt i l  the 3 O c t ober when the FLU 
announced that  i t s  members would return to work the next day . 
Af t er  the s t r ike the unioni s t s  and Na t ional worked side  by side , 
wi th t he Na t i onals ge t t ing f i r s t  p r e f e r ence for  any work . In Decembe r  
1 9 1 7 a group of  Na t ional s complained to  H .  Co l ebatch , the Col onial 
Secre tary , that the b e s t  j ob s  were go ing to  l ump ers and that they wer e 
s uffer ing from int imidation . I t  was claimed that ' old lumpe r s ' 
delibera t ely d ropped coal , bol t s  and o ther o b j e c t s  on them when they 
were  wo rking in the hold s . 1 04 S ome foremen wer e  accus ed  of sympa thi z ing 
wi th t he lumpers  and working Na t ional s harder . However , the FHT 
c ons idered such complain t s  unjus t i fied . They  empl oyed ' old lumpers ' ' to 
s t i f f en up gang s ' as many o f  the Na t i onals were inexperienced . 1 0 5  
P r ivate s t eved ores  appear to  have al s o  preferred  1 o l d  lumpers ' becaus e 
o f  their greater exp e r i ence . In i t s  Annual Rep o r t  for  1 9 1 7 -1 8  the FHT 
d eclared wo rk was proceed ing sat i s fa c t o rily , 1 ther e  being now l i t t l e  
beyond small i r r i t a t ions which c rop u p  occa s i onally , t o  mar the g eneral 
harmony which exi s t s  be tween the two bodi e s  o f  men . • 1 06 Thi s , however , 
was a rather s anguine view ,  and in 1 9 1 9  t he d ivi s ions be tween the  
lumpers  and Na t i onal s flared  up  again : the resul t was wha t  The Printing 
Trades Journal called ' We s tral i a ' s  Eureka ' . 1 0 7  
The end of  the war saw ex- s e rvicemen and member s o f  the FLU 
returning to the wharves . The s e  men were guaranteed pref erence o f  
empl oyment by the government before any one els e  including National s ·  
An outbreak of  inf luenza in January 1 9 1 9  in t he ea s t ern s t a tes  led the 
Ac ting-P remier in the Liberal Government ,  H .  Colebatch , to  quarantine 
all people arr iving by land . The rail l ink wi th  t he e a s tern s tates  was 
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c l o s ed leading to sho rtages  of food in We s t ern Aus t ralia . A seamen ' s  
s tr ike had cut shipping with the eas t ern s tates  but in April the 
D imboola arr ived wi th urg ently needed food  suppl ies ; she  al s o  had 
s everal p eople with influenza on board . The f i r s t  a t t empt t o  berth the 
ship  succeeded only in al i enating public  opinion;  the lumpe r s  refused to  
wo rk the ship until  t he s even days period of  quarant ine had expired . 
However , the Dimboola wa s fumigated at  anchor and brought in for  
unload ing by  the  Nat i onal s . Thi s was p r ev ented by the lumpers who 
p i cke ted the wharf . The FHT ' s  car pen t e r s , ac t ing under ins t ruc tions 
f rom t he Trades Hal l ,  refused to  help e r e c t  barriers to enclose  the 
wharves and pro t e c t  the Na t ional s . 
The government wa s s omewhat pr eoccup i e d  as H .  Colebatch had jus t 
succeed ed Sir Henry Lef roy as  P r emi e r . I t  was hoping that the f ederal 
g overnment of Prime Mini s t er Hughe s would intervene in the wharf 
c r i s i s . However , t he f ed eral g overnment r e f u s ed to  become involved and 
on Sunday 4 May Colebatch and a group of volunteer  wo rkers proceeded by 
boat  f rom Perth to Fremantle  to unload the  Dimboola . As they pas s e d  
und er the bridges a t  Fr eman t l e  they wer e  greeted  b y  a barrag e  o f  
mi s s il e s . When they reached the whar f , armed police  on hor s eback and 
f o o t  were  able  to push back the lumpers  but one lumper ,  Thomas Edward s ,  
was s ever ely injured in the f r acas . The s i t uat ion d e t er iorated  
rapidly : s ome sho t s  wer e  fired  from the crowd , the Ri o t  Ac t wa s read 
and t he police l o ad ed their f i r earms . C o l ebatch , alarmed a t  the way 
thing s  wer e  developing , called  an emer g ency confe r ence be tween hims e l f , 
t he Police Commi s s ioner and union o f f i c i al s . I t  was agreed that the  
police  and volunteer s would wi thdraw .  The lumpers  had clearly come o f f  
b e s t  ' and f o r  s ome days Fremantle  cont inued to  bubble over wi th 
exci t emen t ; succe s s ful riot ing wa s a heady d i e t fo r the sleepy community  
1 9 4  
o f  the Wes t . 1 1 08 T h e  s t a t e  government appealed  for  mili tary as s i s tance 
f r om the f ed e r al g overnment but , once aga in ,  the fed eral government 
r efused to bec ome involved . 1 0 9  The d i s pute  was finally res o lved on the 
7 May when the Na t i onals agreed to wi thdraw f r om the wa terf ront , par tly 
out of  fears for  thei r  safe ty . Af t e r  some poli t i cal wrangl ing the 
government found t he Na tional s al t erna t ive employment or  gave them 
f inancial compens a t ion . The government paid  2 1 5  Na tional s compensation 
to tall ing £ 1 7 , 92 9 . 1 1 0  ' We s tral i a ' s Eureka ' was over : the FLU had a 
monopoly of the s upply of whar f  labour ers  at  Fremantl e . The epi s o d e  
contr ibut ed t o  the  d ownfall of Col eba t ch ,  who l a s t ed only one month a s  
Premi e r . 
whar f . 
On 7 May Thomas  Edwards died from hi s inj ur i e s  received on the 
To t rade uni oni s t s  he became a mar t yr in the f ight for worker 
r ight s and hi s funeral wa s att end ed by about 7 , 000 unionis t s . However , 
as B . K .  De Gari s has ob s erved , although the immediate impac t o f  hi s 
d eath was grea t , he was soon forg o t t en ;  the lumpers ' vic t o ry ' has  never  
a s s umed t he  p l ace in the mys t i que o f  t he t r ade union movement t ha t  
c ontemporary r e f e r ences t o  ' We s tralia ' s  Eureka ' at tempt ed t o  confer  upon 
i t . v l l l  
In O c t o b e r  1 9 1 9  the Arb i tration Cour t awarded the lumper s 2 s  3 d  
per hour , backd a t ed to  May 1 9 1 9 .  Overseas  shipping intere s t s  t r i ed t o  
g e t  the High Court to  out l aw backdated  increas e s  but i t  wa s eventually 
paid . The F HT c omplained that the r e t r o s p e c t ive award c o s t  them 
£ 2 .  000 . l l 2 I n  1 9 2 1  the lumpers wer e  granted  an extra 6 d per hour and 
f r om 1 92 3  quar t erly c o s t  of living adjus tmen t s . The lat ter adjus tment s 
t ook the rate  to  3s  0 1hl in 1 92 9 ;  however , f o l l owing the 10  per cent 
wage cut it f ell t o  2 s 2d  in 1 9 3 1 .  Mod e s t  increases  followed every year 
thereaf t er  and by 1 9 3 9  the rate was 2 s  l Od per  hour . Before  cons idering 
1 9 5  
the impac t o f  the s e  change s  o n  the earnings o f  lumpers  i t  is , however , 
nece s s ary to  d i s cu s s  the wa terf ront s trike of  1 92 8 . 
Thi s was prompted  by an award  of Jus t i c e  Beeby handed down in 
Augus t  1 92 8 .  Beeby expres s ed irri tat ion wi th t he WWF :  
There is no escape from the codclus i on tha t the Federation 
has  adop ted a policy o f  d e f in i t e  d e f i ance of  this  Court . 
I t  has always stated  its  wil l ingne s s  to  accept award s , but 
wi th the unexpre s s ed r e s e rvat ion that , so far as the 
c ommuni ty would permi t ,  the collec t ive power of the 
organi s a t i on would be used to ex tort  cond i t i ons which the 
Cour t had refused or  had no t been asked to cons ider . 1 1 3  
He was par t icularly cri t ical o f  the Fremantle lumper s , who by this  t ime 
had broken wi th the Federation . He said  he wa s incl ined to let  them 
' f ight out their own battle s '  as they never ab ided by award s . The i r  
respec t ive prac tices  had , h e  ag reed , mad e Fremantle one o f  the s l owe s t  
por t s  i n  Aus tral ia . 1 1 4  The employer s argued that s ince the introduc t ion 
o f  arb i tration in 1 9 1 4 cargo-handling rate s  had fallen by 20  per cent . 
In o rder  to a s cer tain the t rue p i cture Beeby c ommi s s ioned a report  f rom 
J . T .  Sut c l i f f e , the Commonwe alth S t a t i s t i c ian . Sut c l i f f e  found i t  
d i f f i cult  to  ob tain adequate  inf o rma t ion but managed t o  produce 
s ta t i s t i c s  which showed tha t labour produc tivity  in overs e as cargo-
handl i ng had fallen by 1 8  per  c ent  a t  Melbourne but had r i s en by 7 per  
cen t  at  Sydney;  in the case  of int e r s t a t e  cargo-handling produc t iv i t y  
had d ropped by about 6 per c ent a t  both port s . 1 1 5  FHT records show tha t  
the rate for  hand l ing general car g o  
per hour and at S ydney 2 5  t ons per 
sugg e s t s  that Fr emantle was a ' s l ow '  
at  Freman t l e  was 12  tons  per  gang 
g ang per 
por t  • 1 1 6  
hour , 
But 
a compari s on which 
although the ' gang ' 
was the technical uni t of produc t ion a t  all p o r t s  i t s  s i z e  varied f rom 
port  to por t  and cargo  to carg o , the s i z e  depend ing on the amount o f  
mechan ical equipment availabl e ,  the nat ur e  o f  the cargo and the cus t oms  
o f  the  port . At Fremantle  12  men wer e  empl oyed on general cargo ;  a t  
1 9 6  
S ydney 24 . Thus af t e r  making all owance f o r  the difference i n  gang si z e s  
i t  i s  clear t hat  there was very l i t tl e  d i f fer ence i n  l abour p roduc t ivi t y  
b e tween the two port s . Sydney had no wharf cranes so it  could b e  argued 
that the larger g ang s i z e  counterbalanced great er mechani s a t ion a t  
F r emantle . 
No t al l delays in cargo-handl ing and shi p  turnround could be 
a t tr ibuted to t he lump ers . Time s pent wai t ing for berths , pre par ing the 
shi p and extraneous delays includ ing s t r ike s by other unions could al l 
increase  turnround t ime s . For exampl e ,  in 1 92 5  Bri t i sh s e amen went on 
s t r ike whi l e  the i r  shi ps  were  in Aus t ral ian po rt s . In O c t ober  1 9 2 5  
al one 3 5  ships were held u p  a s  a r e s ul t  o f  the s t rike . 1 1 7  The 1 92 0 ' s  
s aw numerous s t r ikes o f  inter s t a t e  seamen . Indus t r ial  d i s put e s  
involving both c o a s t al shipping and whar f l abour cau s ed an annual 
averag e o f  400 , 00 0  working days to  be l o s t  in Aus tralia  in the 
1 92 0 1 s • 1 1 8  Thes e  s tr ikes were obviously c o s tly  to shi powners  b u t  t h e  
lumpe r s  were  no t t h e  only ones res pons ible . 
As a f i r s t  and l a s t  por t o f  call Fremantle s u f f er ed f r om shi p s  
t opping up the i r  load ings at  other po r t s  and through having to  cope wi th  
poor s towage o f  cargo to  be  d i s charged at  Fr emantle . Export  cargo  ' ha s  
o f t en to b e  wriggled into  any spac es  l e f t  i n  the shi p , whi l e  al l the 
cream of t he s t evedor ing ha s been done in the eas t ern s ta te s ' 
p o r t s ' • 1 1 9  Ships  arr iving from over s eas  of t en had o ther cargo  s t owed on 
top  of Freman t l e  cargo and thi s all had to be s hi f t ed before  the 
F r eman t le  cons ignment s  could be reached . The d i s charge rate  could drop 
f r om 1 2 �15  tons per  g ang per hour t o  5 -9 t ons per gang per hour und er  
t he s e  circums t anc e s . 
The FHT e s t ima ted tha t 2 5  per cent o f  time lo s t  wa s due to  
delays in shun t ing railway truck s ;  1 5  per c ent due to  r e s t r ic t ion o f  
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output by the men or  topping up par tly loaded ships  or breaking int o  
poo rly s towed carg o ;  and 1 0  p e r  c ent due t o  d elays over which they had 
no cont r o l , such as breakag es  of gear or  rain . 1 2° However , the FLU 
undoub t edly increas ed res t r i c t ive prac tices  in the 1 920 ' s . For example � 
i t  ins i s ted  tha t barrowmen hand l ing general cargo wer e  no t permi t t ed to 
as s i s t  in unloading their barrows meaning add i t ional men had to  b e  
employed f o r  tha t purpo s e . Ext r a  men we r e  fo rced in to wheat loading 
gangs wi th  no increase in output . 1 2 1  The union r e s o lved t o  g e t  the 
prac t ice  o f  ' Hookey-on ' estab l i shed ( the task of s imply at taching and 
r emoving the crane hook f rom a s l ing of carg o )  in order to provide work 
for older lumpe r s  . 1 2 2  The s e , and other prac t i c e s , increased the cos t s  
o f  cargo-hand l i ng .  S t evens , Secre t ary o f  the FHT , echoed all employers  
when he  wro te tha t : 
The r e s t r i c t ions placed upon out put  by the wa t e r s i d e  
worker s  have had a mo s t  imp o r t an t  b e ar ing both o n  the pace 
and the cos t of  the wo rk , and i t  i s  a fac t tha t the 
employers  have l i t tle s ucce s s  i n  c omba t ing [ s i c ]  the 
continual eff o r t  being mad e by the men to increase thei r  
earnings and to  s pread the s e  inc r ea s ed earnings among a 
larger  and s t i l l  larger numbe r  of  men wi thout a 
c ommensurate  increase in outpu t . 1 2 3  
Ano ther problem tha t conc erned shi p owner s ,  cons ignees and po r t  
autho r i t i e s , was the p i l f ering o f  carg o .  There was a saying o n  the 
wa t e r front that wha r f  labour er s '  wag es  wer e  ' t'venty quid a week and hal f  
the carg o . 1 1 2 4  Although clearly an exagg erat ion , the problem wa s 
s e rious enough f or  the federal government to  appoint a royal commis s ion  
to inquire into the  mat ter . The Commi s s i o n , which repo r t ed in 1 9 2 1 ,  
found tha t in the ye ar end ing 3 1  December  1 9 2 0  pillag ing led to the l o s s  
o f  cargo valued at  � 3 86 , 000 , o f  which F r emantle account ed f o r  only 
j: 2 1 , 7 6 0  or  six per cent . l 2 5  The Commi s s i o n  concluded tha t pil l ag ing 
took place prior  to shipment in the country of  export , dur ing the 
voyage , in the hold  during d i s charg e , whi l e  the goods wer e  on the 
1 9 8  
wharves  o r  in the she d s  and s ub s e quent t o  a e l ivery f r om the wha r f  
shed s . It  wa s impo s s ible  to say prec i s ely where  the bulk o f  p i l l ag ing 
o ccurred but ' a  large  amount of wha t  may b e  t e rmed s c ient i f i c  thieving 
of cargo t akes place pr ior to shi pment in the country of expor t , 
e specially i n  America , where  probab ly gangs o f  t hieves c arry o n  the wo rk 
as a r emun er a t ive  bus ine s s  propo s i t ion . w l 2 6 Thus no t all o f  the 
p i l l ag ing wa s d one by Au s tral ian wo rker s .  However , t he Commi s s ion  found 
that there wa s no bar to the emplo yment of conv i c t ed men �n the 
wharve s : the  F HT admi t ted that i t  might  emp l oy c onvi c ted men i f  l ab our 
was shor t . l 2 l Union o f ficials  failed t o  t ake e f f e c t ive ac t ion t o  
p r ev ent  thieving and f ines wer e  o f ten pai d  b y  c o l l ec t i ons f r om 
unioni s t s . In t he f ive year s ended  3 1  Dec emb er 1 9 2 0  there wer e  7 7 8  
c onvi c tions i n  Aus t ralia  fo r s t e a l ing from ships  o r  wharves , o f  whi ch 
406  l ed to impr i s onment . In We s t ern Aus t r a l i a , over the s ame period , 
t he r e  wer e  4 3  convi c tions , roughly propo r t i o nal  t o  the v alue o f  c argo  
pillaged in that  s ta t e . l 2 8  
Sp e c ia l  s quads o f  d e t e c t iv e s  we r e  a s s igned t o  the wharve s  t o  
a s s i s t  the FHT men and found tha t  ' p illaging d o e s  no t exi s t  a t  Fr emantl e 
t o  any extent . 1 Ca p t a in Cl eary , who as  the Tr us t ' s Wharf Manag er , wa s 
-
no t ,  perhap s , entir ely unb ia s ed , s ugge s ted t ha t  no port  was freer  from 
p i l f e r ing than Fr eman tl e . l 2 9 However , i t  s e ems r easonabl e  t o  c o nc lud e 
that Freman t l e  was r e la t ively free  from ' sc i en t i f ic _ thieving . '  The 
shi powner s ,  h owever , we r e  determined to  c omba t  ' l awl e s snes s '  on  the 
wa terf ront , b reak union j ob cont ro l ,  and r educe re s tr i c t ive prac t i ce s : 
t he 1 9 2 8  s t r ike over the Be eby Awar d  provided the  o ppo r tuni ty . 
The B eeby Award introduc ed f inancial  p enal t ie s  for s tr ikes , 
r educ ed the o v e r t ime r a t e  from 1 . 5 t o  1 . 2 5  t imes  the r egul ar d ay r a t e  
and , mo s t  i r r i t a t ing o f  a l l  to the union , introduced a s econd p i ck-up 
1 9 9  
dur ing the wo rking day . The Fr emantle  lumpe r s  had done away wi th the 
s econd p ick-up in 1 9 2 3 .  Under t hi s  arrangement the men signed on in the 
morning , and even i f  the j ob end ed befo r e  the end of the day they 
received the full d ay ' s  wag e .  Und er Beeby ' s  Award the men had to a t t end 
a sec ond pick-up if the j ob finished bef o r e  no on . Thi s  could mean tha t  
men who failed to  g e t  j obs a t  both p ick-ups would have had t o  travel t o  
and from the wa ter front twic e  a day for  n o  wag e s . The union had argued 
that wi th t he advent of  wir el e s s shipowners  could predict  arrival t ime s 
and hence lab our r equi remen t s  more  accurat e l y  and so one pi ck-up wa s 
suf f ic i ent . 1 3 0  
The Beeby Award led t o  a serious  na ti o n-wid e  strike . Volunteer  
workers were taken on  to  wo rk the ships  und er police  protec tion . 
However at Fr eman t l e  no volunte e r s  o f f e red fo r engagement , po s s ibly a 
l egacy o f  the even t s  of  1 9 1 9 .  In S e p t ember 1 92 8  the f ederal g overnment 
pa s s ed the Transpo r t  Wo rke r s  Ac t or  the ' D og-C o l lar Ac t '  as i t  became 
known . The Act r e quired all wharf l abour e r s  to  be l i c en s e d ;  the  
licens e s , renewabl e  annually , wer e  i s s ue d  by  employer s  to  ' volunte e r s ' 
but no t to  ' unde s irable s ' , that i s , memb e r s  o f  t he WWF . The ' Dog Collar 
Ac t '  was , in e f f e c t ,  a pol i tical move again s t  the  WWF enf o rced by 
government legi s l a t i o n .  It  ended t h e  uni o n ' s  p r e f erential monopoly o f  
wa terfront empl oyment and l e f t  i t  s e riously  weakened ; a s  a resul t , 
s trike s and r e s t r i c t ive prac t ic e s  d ecl ined dur ing the 1 9 3 0 ' s . 
The ' D og Co llar Ac t '  was never app l i e d  to  Sydney becaus e membe r s  
o f  the WWF had o f f ered for  wo rk and i t s  a p p l i c a t ion t o  Fremantle wa s 
wi thd rawn in December 1 92 9 .  Al though the s pe c i f i c  impac t  of the Ac t on 
Fremantle was no t great , the threat of i t s  appl ication cas t a long 
shadow over union ac tivi t i e s  in the 1 93 0 ' s .  
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Indus t r ial  d i s put e s  involving coa s t al shipping and wharf  labour 
accoun t ed for an annual average of 2 0 , 000 working days l o s t  in Aus tral i a  
i n  the 1 9 3 0 ' s  or  only about five p e r  cent of the level of  the 
1 9 2 0 ' s . 1 3 1 An ind ic a t ion o f  the e f f e c t  o f  the r educ t ion in re s t r i c t ive 
prac t i c e s  can b e  obtained by examining labour produc tivi ty . 
Unf ortuna tely , data  on pr e-war labour product ivi ty are very l imi ted but 
Table 5 . 4  illus t r a t e s  the trend for cargoes  d i s charged at Freman t l e . 
Dur ing the 1 93 0 ' s  the average for  to tal tonnage was 1 4 . 5  tons per gang 
hour , ab out 20  per cent above the level in the 1 9 2 0 ' s .  However , 
produc t ivity appear s to have peaked in the e arly 1 93 0 ' s  in the depths o f  
the depr e s s ion  and decl ined s teadily ther ea f t e r . As economic cond i tions 
improved the lump ers  were able to  r e s tore  s ome p re-depre s s ion work rul e s  
and prac t i c e s . I t  i s  apparent tha t produc t ivity  on over seas  cargo ( as 
repres ent ed by Eng l i sh carg o )  was , on averag e ,  2 5  per cent l ower than on 
inters t a t e  carg o .  Thi s  wa s due t o  the problem o f  ' over- s t owing ' 
d i s cus s ed earlier , but al s o  par t ly t o  the greater will ingne s s  o f  
overs e a s  shi p own e r s  t o  make conc e s s i ons in order t o  ensure speedy 
turnround . 
In 1 9 3 6 Jus t i c e  Beeby hand ed down a new award ,  whi ch o f f er ed 
s ome gains t o  t he workforce , includ ing the e l iminat ion o f  the shi f t  
sys t em and improvements  in over time paymen t s . But , as we saw earl ier , 
unempl o yment in We s tern Aus tralia d i d  no t d rop  below 1 0  p er c ent unt i l  
1 93 6-3 7  and even i n  1 93 9  i t  was about 6 . 5  p e r  cent ; the balanc e o f  
indus t r i al power r emained i n  the employe r s ' f avour un t il the outbreak o f  
the S e c ond Wor l d  War . By 1 9 4 4 -4 5 ,  however ,  und er pr e s s ur e  from a 
s tr engthened uni on ,  and war t ime cond i t ions , the handl ing rate  for t o t a l  
tonnag e had fal l en to  1 0  t o n s  p e r  gang hour . 
1 93 2 -3 3  
1 93 3 -3 4  
1 93 4 -3 5  
1 93 5 -3 6  
1 93 6-3 7  
1 93 7 -3 8  
1 93 8-3 9 
Sourc e : 
2 0 1  
Table 5 . 4  
Tons Per Gang Hour Dis charging a t  Fremantle , 
1 9 32-33  to  1 9 3 8 -3 9  
To tal Tonnag e Inter s ta t e  English Cargo 
1 6 . 3  1 8 . 0  1 3 . 8  
1 5 . 5  1 7 . 5  1 2 . 0  
1 4 . 9  1 7 . 1  1 1 . 0  
1 4 . 2  1 5 . 5  1 1 . 8  
1 3 . 6  1 4 . 6  1 2 . 0  
1 3 . 6  1 4 . 4  1 1 . 1  
1 3 . 5  1 3 . 9  l 1 . 5  
FPA New S eries  1 1 1 / 1 , ' Handl ing Charges - Annual Co s t s , 
General Rebates  etc . '  
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5 .  The earning s of Fr emantle ' s lumpers  
B ecaus e of  the  casual nature of wa terfront employment i t  i s  
d i f f i cult to comment o n  the earnings experience o f  the average  lumper . 
In 1 9 1 3  the FHT had 7 3  7 lumpers  or  over 85  per cent of the member s of  
t he FLU on  i t s  pay shee ts . The FHT paid  the s e  men a to tal o f  £ 3 8 , 054  or  
about f 51  l 2 s per  man . However , thi s s imple  average is  mi s l ead ing 
because Table 5 . 5  s hows that about 60 per c en t  of lumpers r e c e ived les s 
than [ 1 0  from the Trus t . Thi s  probably did no t represent the full 
extent o f  their wa t e r f ront earnings a s  t hey could have worked fo r 
private s t evedoring companies  dur ing the year . Clearly , the FHT had a 
c ore  o f  ' r egular s ' who were g iven a s  much cont inui ty of  wo rk a s  
po s s ibl e . Men known for  the ir  experience o r  reliab i l i ty wer e  regularly 
rehired , par t i cul arly for  key j ob s  s uch as winchmen and crane 
operato r s . 1 3 2  Thi s  undoub tedly led to impr oved efficiency . The ' tail ' 
o f  the union would be  employed only when the port  was busy . 
The outbreak of the Fi r s t  Wo rld War reduced po rt  trade and the 
d emand for l abour f e l l , caus ing d i s tres s for many unioni s t s  and the i r  
f ami l i e s . In 1 9 1 4 ,  S t evens , Secretary o f  the FHT , received the 
f o l l owing l e t ter  f rom a lump e r ' s wi f e : 
The time as come that us wi fe ' s as  t o  come fo rward t o  ask 
you to help us to  ge t our husbands work to f e ed our 
child ren be kind enough to  ask your foreman to pick up 
s ome of  the men that has no t done much work for a t ime • • •  
you do no t know the s t a t e  of  our homes or  you would feel  
qui te s ad us women try and do  our  bes t and wi th the  help  
o f  you you might save a few tears the s e  bad  times • • •  1 3 3  
The wharf manag er ob s e rved that s ome o f  the men h e  employed ' worked o n  
empty  s t omachs fo r the day . 1 1 3 4  
I n  1 9 1 4  Mr . Jus t i c e  Hi gg ins declared tha t the average wharf  
l abour er got  3 0  hours work per week but  acknowledged that  ' the e s t ima t e  
o f  3 0  hour s of  wo rk per week seems to  b e  rather ove r  than under  the 
2 0 3  
Tabl e 5 . 5  
Yearly Earnings of  Lumpers  
Employed by the Fremantle Harbour Trus t in 1 9 1 3 
Yearly Earning s 
< l' s ) 
Less  than 
1 but les s than 
10 .. 
50 .. 
1 00 .. 
1 3 0  .. 
1 50 .. 
1 70 .. 
200 .. 
2 2 0  " 
230  .. 
2 4 0  .. 
2 50 .. 





1 3 0  
150 
1 7 0 
200 
2 2 0  
2 30  
2 40  
2 50 
2 60 
To tal earnings � 3 8 , 054 To tal men 
No . of  Men 
1 90 
24 9  
84 
6 1 
4 6  
3 5  







7 3 7  
S ource : FPA 63 /1 0A/3 , Digest  o f  Wharf  Labour e r s ' Pay Sheets  Year 1 9 1 3 . 
2 04 
truth . ' 1 3 5  Thi s rough benchmark has been used  to produce es t imat e s  of  
real weekly r a t e s  o f  pay  b e tween 1 92 3 -2 4  and 1 93 8 -3 9 ,  whi ch are  
illus t r ated in  Tabl e  5 . 6 . 
Table  5 . 6  shows tha t the rate of pay was about 80 s per  week in 
the 1 92 0 ' s ;  it fell  to  7 0s per week in 1 9 3 1 -32 and did no t r egain i t s  
pre- depre s s ion level until  the late 1 9 3 0 ' s .  However ,  the as s umption o f  
a 3 0  hour working week i s  par t i cularly que s t ionable  for the 1 93 0 ' s .  In 
1 93 1 , 2 1 5 members  of  the FLU averaged only 30 shi l l ings per week . l 3 6  
Thus Table 5 . 6  s er iously und ere s t ima tes  the e f fect  o f  the depre s s ion o n  
weekly rat e s  o f  pay . 
In order to ensure a more  even di s t r ibut ion o f  wo rk amongs t  
members o f  the uni o n ,  the execu t ive pas s ed rul e s , ' t o  curb the ravenous 
appe t i t i e s  [ s i c ]  f o r  work of  s ome of  the " s tars " who have l i t t l e  
cons iderat ion f o r  t h e i r  l e s s  f avoured 1 3 7  comrades . ' In Augus t 1 93 0 ,  
John Small ,  one o f  the " s ta r s " wo rked continuous ly from 7 p . m .  on the 
2 6 th to  6 . 3 0 a . m .  on the 2 7 th . Acc o rd ing to  union rules he s hould have 
then s t ood d own f o r  eight hour s to al low o ther men a share  of the 
work . However , he a t t end ed ano ther p i ck-up at 1 p . m. on the 2 7 th and 
earnt 28 shi l l in gs  on thi s  l a t t e r  shi f t . The union fined him 2 8  
shill ings and when h e  refus ed  t o  pay s truck him o f f  the books . In tha t 
year the union fined a total  of  twenty- two men sums rang ing from 1 0  
shill ing s  t o  £ 2 3 s  3 d  for  s imilar breaches o f  branch rules . As 
cond i t i ons improved the number of fines dropped . In 1 9 3 4  only five men 
were f ined , mo s t  c a s e s  be ing d i s charged wi thout a f ine . l 3 8  
By  1 93 5 ,  acc o rd ing t o  union reco rd s , average earnings wer e  7 7  
shill ings per week , close t o  the e s t imate i n  Table 5 . 6 . 1 3 9  However , 
thi s was les s than the average mal e  weekly wag e  in Wes t ern Aus t ralia o f  
8 6 s  7 d .  In 1 93 6  t he union claimed i t  wa s d i f f i cul t t o  get g o od 
2 0 5  
Table 5 . 6  
E s t imated Weekly Real Rat e s  of Pay for 
Wes t ern Aus t ralia ' s Wat e r s i d e  Wo rker s , 1 9 2 3 -2 4  to 1 93 8-3 9  
( 1 ) (2 ) (3 ) ( 4 ) ( 5 ) 
Real 
Weekly Ind ex 
WEEKLY RATES OF PAY Re tail Rates  of Real  
( Sh i l l ing s ) P r i c e  Index of pay Weekly Ra tes  
Year End Year End 1 93 8 -3 9  1 93 8-3 9 of Pay 
Year 3 1 s t  Dec . 30th June = 1 000 P r i c e s  1 9 2 3 -2 4  = 100  
1 9 2 3  8 9  
1 9 2 4  84  87 1 0 7 9  8 1  1 0 0  
1 92 5  8 7  86  1 0 9 9  7 8  9 6  
1 9 2 6  8 9  88 1 0 94  80  99  
1 92 7  8 9  8 9  1 08 8  8 2  1 01 
1 9 2 8  8 8  89  1 093  81  1 00 
1 92 9  9 1  90  1 1 3 0  80  9 9  
1 93 0  84  88 1 1 1 7  7 9  98  
1 9 3 1  6 5  7 5  1 03 1  7 3  90  
1 93 2  6 9  6 7  9 5 4  7 0  86  
1 9 3 3  7 0  7 0  9 1 8 7 6  94 
1 93 4  7 3  72  9 1 8  7 8  9 6  
1 93 5  7 4  7 4  9 3 3  7 9  9 8  
1 93 6  7 6  75  941  80 99 
1 93 7  83  80 9 7 4  8 2  1 01 
1 93 8  84  84 980  86  1 0 6  
1 93 9  85  85  1 000 8 5  1 05 
No t e s  and Sources : Hourly wag e  rates  at  3 1 s t  December wer e  obtained 
f r om Commonwealth , Labour Report s .  Weekly wages were e s t ima ted on 
the bas i s  o f  a 30 hour wo rking week and we re round ed to the 
near e s t  shilling . Earnings wer e  c o nver ted to f inanc ial years on 
the as s ump t i o n  tha t they accrued at a cons t ant rate throughout the 
year . The r e tail price index is f rom G . D .  Snooks , Depre s s ion and 
Rec overy in We s tern Aus tralia  1 92 8 /2 9 - 1 93 8 /3 9 , (Nedland s , W . A . 
1 9 74 ) ,  Table A . 4 4 ,  p . l 7 6 .  
2 0 6  
attendanc es  at  s t o p-work mee tings o n  Sundays as many members ' canno t buy 
a decent s ui t ' and would rather no t a t tend t han show their pover ty . l 4 0  
However , as thi s was us ed to suppo r t  a claim for  inclus i on of s t o p-
wo rking mee t ing s  in no rmal working hours perhaps i t  should be taken wit h  
a grain o f  sal t ! B y  1 93 9  average earning s , acc o rd ing t o  union reco rd s , 
were about 9 3  shillings per week , 8 shill ings more than our e s t ima te in 
Table 5 . 6 . 1 4 1  A t  tha t time the average weekly wag e  f o r  mal es  in We s t ern 
Aus tr alia was l O Os  6 d ; this s ugges t s  that the relat ive pos i t ion of whar f 
labour ers  improved sl ightly in the late  1 9 3 0 ' s .  In fac t  the Fremant l e  
lumpers warned t h e  WWF agains t us ing Fr eman t l e  a s  a n  example i n  wag e 
claims as they wer e  ' the best  placed port  in Aus t ralia . ' 1 42 In the 
eas t ern s ta t e s  large numbers of workers  had flocked to the wharves • 
depr e s sing ave r ag e  earning s . On an average day in Melbourne in the late  
1 93 0 ' s about two- t h i rd s  of  the  wo rkforce was unemployed . 1 43 Compe ti tion  
f o r  wo rk was so  great  i t  was d i f f i cul t for  regular follower s  of the 
. d t d . . bl f 1 b t . 1 . . 1 4  4 1n us ry an unpo s s 1  e o r  casua s t o  o a1n a 1v1ng wage . The 
pre-war Aus t r al ian wa ter front wa s a di smal place , charac ter i s ed by l ow 
wages and poor working cond i tions . 
* 
* * * * * 
As late  as 1 93 9 ,  the bas i c  requiremen t s  for  whar f  labourer s wer e  
1 a mighty arm, a hard mus cle , and a large s t rong back . ' Only l imi te d  
numbers  of  lab our- saving devices such as mobi l e  cranes and elec t r i c  
trucks were u s ed . As long as labour was p l en t i ful the sys t em of  casual  
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empl oyment enabl ed emp loye r s  to ob tain lab our where  and when they wanted 
at least  c o s t . G iven the irregular na ture o f  shipping and t r ade it  wa s 
more economical to hir e  casual lab our , even at relatively high hourly 
rates , than use mechanical equi pment which c o uld no t be  d i s charged when 
t rade was slack . Thus even in a relat ively af f luent country such as 
Aus tralia hand t echnologies per s i s ted in t r ans port  well into the 2 0th 
century . 
The casual  sys t em had many s e r ious s o c ial and ec onomic 
repercus s ions : lumpers frequently found i t  d i f f icult to ob tain a l iving 
wage from wharf wo rk ; the sys t em bred indus t r ial  unr e s t ; r e s t r i c t ive 
prac tices  were wide s pread . The l a t t e r , d e s igned to p r ovide lump ers wi th 
s ome secur i ty of  empl oyment through over-manning , spinning out work and 
s imilar prac t ices , r educed l abour e f f i c i ency by about 1 5  per c ent in the 
1 92 0 ' s .  Managerial res i s t ance to res t r i c t ive prac t i c e s  wa s weakened by 
the fact that f o r emen were members of the FLU and thus sub j ect  to union 
d i s cipl ine . Given the exis t ence of  res t r i c tive prac t i c e s  and the unique 
problems she faced as a f i r s t  and last  port  of c al l ,  Fremantle acquired 
the reputation o f  being a ' s l ow ' po r t . However , in the cas e o f  general 
cargo , af ter making allowance for var i a t i ons in gang s i z e , there wa s 
very l i t t l e  d i f f e rence in labour produc t iv i t y  be tween F r emantle and 
S ydney . The combined e f f ec t  o f  the ' Dog Collar Ac t ' and d epre s s ion 
r educed union j ob cont rol and res t r i c t iv e  prac t i c e s  in the 1 93 0 ' s but 
the e f f ec t  s e ems to have been more marked in the ea s t ern s ta t e s  t han in 
Fremantle . None o f  thi s should ob s cure the fac t tha t wha r f  labouring 
was a phys ically d emand ing and ha z ardous task , a t  which many failed t o  
gain a living wag e .  F r eman t le ' s growth as  a por t  owed as much to the 
mus cle power of i t s  lumpers as i t  did to the ent e r pr i s e  of i t s  manager s .  
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CHAPTER 6 
The Development of  Po rt Fac i l i t i e s  at Fremantle  
1 903 to 1 93 9  
I n  Chap t e r s  3 and 4 we examined the growth and changing 
c ompo s i tion of port  a c t ivi ty at Freman tle between 1 903 -04 and 1 93 8 -3 9 .  
The volume o f  trad e grew from 6 9 2 , 000 t o  1 .  8 mil l ion tons ; shi pping 
tonnage increased f r om 1 . 4 mill ion tons to 4 million tons ; pas s enger  
movement s  dropped  from ab out 46 , 000 to less  than 2 8 , 000  per  annum . 
Fremantle was called on to  make provi s ion f o r  a wid e  range o f  cargoe s  
and shi p  type s . Mai l  s teamer s  and pa s s enger  l iner s i n  par t i cular placed 
heavy demands on the port for  increased d e p th s  and rapid turnround . The 
obj ec tive of  thi s cha p t e r  is  to trace the phys i cal evolution of  the po r t  
i n  res ponse t o  t he s e  d emand s . 
The ' phys i c al ' chang es  to the po r t  wer e  the out come of  a complex 
proces s  o f  deci s i o n-making and adjus tment in which a large number o f  
actors  played a par t , among s t  whom the mo s t  important were  the Fremantle  
Harbour Tru s t  (FHT ) , g overnment , shi powners  and cons ignees . Mor e over , 
in Wes t ern Aus t ralia ' s smal l communi t y  the po rt  s e rved as a vi s ib l e  
s ymbol o f  progre s s , and plans for  p o r t  d evelopment were a ma t ter  o f  
widespr ead pub l i c  d i s cu s s ion and debate . Dur ing our period a number o f  
' battles ' occurred over the appropriate port  f ac il i t ie s  and the i r  
locations - ' b a t t l e s ' which  even a succes s ion o f  ' exper t ' repo r t s  fa iled 
to  comp let ely r e s o lve . As  we will s ee , Fr emant l e ' s d evelopment ( or no n-
d evelopment )  in cons e quence wa s no t merely a mechanical r e sponse to 
tr ends in t rade and shi pping;  it wa s the r e s ul t  o f  a c ompl ex interac t i o n  
b etween a mul t i  t ud e  o f  s o c ia l , pol i t i cal and economic  inf luenc e s . W e  
c ommence wi th  a s chema t i c , b i r d ' s-eye view o f  t h e  physical g rowth o f  
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F r emantle , bas ed on J .  Bird ' s ' Anyp o r t ' model . Thi s i s  followed by a 
brief  d i s cu s s ion o f  the advantages  and ( l imi ted)  d i s advantages o f  C . Y .  
O ' Conno r ' s  po r t . We next chart  the maj or end eavour s to  make Freman t l e  a 
' f i r s t  cla s s  por t ' :  the provi s ion o f  increased depth o f  wat e r ; the i l l­
fated  dock ; the bat t l e  of the plans in the 1 9 2 0 ' s ; the development of 
bulk g rain handling in the 1 9 3 0 ' s .  But d e s p i te the plans and s cheme s 
f o r  po rt  development the lay-out of the po rt  had chang ed li t t le by 
1 93 9 :  a remarkable t e s t imony to  the s o undne s s  of C . Y . O ' Conno r ' s  work . 
1 .  An overvi ew o f  p o r t  development 
I n  order to  provide  a pr eliminary overview of  F r eman t l e ' s  
phy s i cal g r owth and t o  place i t  in  a broader per s p e c t ive , i t  i s  us eful 
t o  cons i d e r  J .  Bird ' s ' Anyp o r t  1 model  of s eapo rt  developmen t . Bird  
argue s that all ma j or p o r t s  experi ence s imilar s t ages  or  eras  o f  
phys ical development becaus e they exi s t  t o  serve es s entially the same 
wo rld shipp ing f l e e t s . 1 Bird s ugge s t s  that there are s ix eras  of por t 
d evelopmen t , al though he s t r e s s e s  tha t the eras are no t clear- cut a s  
ins talla t i ons f rom earlier e r a s  can cont inue in u s e .  The 1 Anypor t 1 
model was b a s e d  on the experience o f  Br i t i sh po r t s  and , of  cour s e , ther e  
i s  n o  guarantee  tha t  all Aus tral i an por t s  f o l l owed a s imil ar s equence o f  
d evelopmen t . 
mode l . 
Tab l e  6 . 1  shows how Fr emantle  fi t s  into the 1 Anyp o r t ' 
The f i r s t  o r  p r imi tive era of  p o r t  devel opment began in 1 8 2 9  
with the f ound a t ion o f  the colony o f  We s t ern Aus t ral ia b y  Captain Jame s 
S t i r l ing . The s e cond era of  marg inal quay ext ens ion did no t occur at 
Fremantle but the third era o f  marginal quay elabora t i on began wi th the 
c ons truc t i o n  o f  a sma l l  j e t t y  near Ar thur 1 s Head in 1 8 3 2 . The fourth 
era , of  d o ck elabor a t i o n , was no t nece s s ary at  Fremantle owing to  the 
Era 
1 .  P r imi tive 
2 .  Mar g inal quay 
ext ens ion 
3 . Mar ginal quay 
elaborat i on 
4 .  Dock 
elaborat ion 
5 .  Simp l e  lineal 
quayage 
6 .  Speciali z ed 
quayage 
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Table 6 . 1  
E r a s  in the Development of  Fremantle 
General charac t er i s t i c s  
o f  each era 
E s tabl i shment of  port on an 
e s tuary . The port  d evelo p s  
l ineally along the wa t e r­
f ront , wi th s torag e  and 
handl ing fac i l i t i e s  being 
es tabli shed . 
The l ineal development o f  
the p o r t  b eg ins to out s tr i p  
the areal growth of  the 
town . 
The cons t ruc tion o f  j e t t i e s  
and hi the s ( cut s i n  the 
r iver bank ) whi ch increas e 
port capac i ty wi thout 
g reatly inc reas ing the 
area of the por t . 
The opening of  we t docks . 
Over 1 , 50 0  f t . o f  unin­
terup ted quayage ,  wi th 2 6 f t  
o f  wat e r  minimum along s i d e . 
P rovi s ion for  large s cale 
indus t r y  and bulk car g oe s , 
wi th deep wa t e r . 
Evidence for  each 
era at F r eman t l e  
Shi ps anchored in 
Gage Roads wi th 
lighterage . 
Nil . 
Je t t i e s  provided from 
F r emantle shorel ine , 
wi th light erage con­
t inuing for  larger  
ve s s e l s . 
Nil . 
Commenced wi th 
opening o f  Inn e r  
Harbour 1 8 9 7 . 
Commenc ed wi th p r o­
vi s ion o f  deep wa t e r  
acce s s  to  Out e r  
Harbour i n  1 9 5 5 . 
Source : J .  B i r d , Seaport Gat eways of Aus tr alia  , (Lond o n ,  1 9 6 8 ) ,  
PP • 6-1 2 ;  p . 96 .  
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small range o f  tides  ( two feet nine inches  a t  ordinary spring tid e s ) .  
The f i f th era o f  s imple  l ineal quayage commenced wi th the opening o f  the 
Inner Harbour in 1 8 9 7 . The lat ter  development , which wa s d i s cu s s e d  in 
more  d e tail in Chap ter 2 , was conceive d ,  d e s igned and mainly carri ed out 
by C . Y .  O ' Conno r . I t  involved the removal of the rock bar at the mout h  
o f  t h e  Swan River , t h e  build ing o f  two mol e s  at  the mouth , dredging t h e  
harbour to 3 0  f e e t  below low water  mark , bui ld ing ab out 7 , 00 0  lineal 
feet o f  t imber wharve s and equipping them wi th sheds and cargo-hand l i ng 
appl iances . 
F r emant le ' s wharves wer e  o f  the mar ginal typ e ( cons t ruc ted  al ong 
the shorel ine ) rather than the f inge r  piers  ( built  at  right ang l e s  t o  
the sho r e )  found i n  mos t  other Aus t r al ian por t s . The latter  had only a 
narrow o pening p r oviding acce s s  to the sho r e ;  they p r ovided a maximum 
number of berths  for  a given length of foreshore  and wer e  adequa te  f o r  
cargoes and vehi cles  using p o r t s  i n  t h e  early year s o f  t he 2 0t h  
c entury . But as  trade and mot o r  tra f f i c  increased , the narrow approach 
ways became b o t t l enecks and traf f ic was f o rced to queue in o rder  t o  g e t  
acce s s  to the wharves . Thi s problem led eventually to the ado p t ion o f  
marg inal wharves . I t  says much for  O ' Conno r ' s  fores ight that , in the  
1 8 90 ' s ,  he cho s e  thi s type of wharf  for  Fremant le . Fremantle  was the 
f i r s t  Aus t ral i an port to enter B i r d  1 s era of s imple l ineal quayag e : 
Melbourne and Sydney , f o r  examp l e , did  no t ent e r  thi s era unt i l  1 9 1 7  and 
1 9 2 9  r e s p e c t ively . 2 
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T h e  succes s  of  C . Y .  O ' Connor ' s s cheme is  und erl ined by the fac t  
t hat F r emant l e ' s  phys ical lay-out r emained bas ically unchanged 
throughout the f ir s t  hal f of the 2 0 th century ( S e e  Figure 6 . 1 ) .  The 
s outhern quay of the harbour , Vic toria Quay , had a l ength of 5 , 05 5  f e e t  
and wa s us ed mainly f o r  mail  steamer s and general cargo  tra f f i c . Work 
on North Quay c ommenced in 1 90 1  and by 1 9 03 it had reached about 2 , 00 0  
feet  i n  leng t h . The completion of No rth  Quay in 1 9 1 6 brought the to tal 
l eng th of whar f age in the harbour t o  9 , 8 7 5  f ee t . Nor th Quay was  used 
mainly for  the hand l ing of grain exp o r t s  and bulk cargoes . The total 
length of  wharfag e  r emained about 1 0 , 00 0  feet  unt i l  1 93 8  when i t  wa s 
ext ended s l ightly to  1 0 , 1 7 7  feet . Ther e f o re be tween 1 903 and 1 93 9  the 
l eng th o f  whar f ag e  g rew by about 44  per cent ; over the s ame p e r i od cargo 
traffic  grew by over 150 per cent . At f ir s t  s i ght the s e  s t a t i s t i c s  
imply that p o r t  capacity was out s tripped b y  t h e  d emands o f  t r ad e .  But  
l ength o f  ber thag e alone is no t a rel iab l e  gui d e  to the port ' s  capac i ty 
to e f f i c i en t ly s ervice the needs  o f  port  u s e r s . 
A rough gui d e  to the phys ical adequacy of  po r t  capacity  can be 
obtained f r om Table 6 . 2  which shows the t ons  of cargo hand led per l ineal 
yard of  quay b etwe en 1 9 03-04 and 1 93 8�3 9 . 
P r i o r  to  the Fi r s t  Wo rld War European por t s  averaged 600  tons 
per yard o f  quay per annum but Fremantle  averaged only 2 7 0  tons . 3 
However ,  thi s wa s no t mainly becaus e Freman t l e  was an ine f f i c ient po r t ;  
rather , i t  ind i c a t e s  the pres ence o f  s ub s t an t i al exc e s s  capac i t y . 
Freman t l e  wa s a p o r t  of call rather than a terminal port and averag e 
cargo l o ad ed and d i s charged per ves sel  was l ow ,  making i t  d i f f i cult t o  
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F i g u r e  6 . 1  
The Port of Fremant le and the Swan River 
Ind ian Ocean 
S c a l e :  
S o u r c e : 
B u t l e r 's 
H u m p  
! m i l e  t o  a n  i n c h . 
Ad a p t e d  f r o m  F . W .  Tyd em a n , R e p o r t  
o n  P o r t  o f  F r em a n t l e ,  3 v o l s .  ( P e r t h , 
1 9 4 9 ) , v o l . 3 .  Ap p e n d i x 1 .  
Year 
1 90 3 -04 
1 9 04-05 
1 90 5-06 
1 906-07  
1 907-08  
1 908-09  
1 90 9-1 0 
1 9 1 0- 1 1  
1 9 1 1 -1 2  
1 9 1 2 - 1 3  
1 9 1 3-1 4 
1 9 1 4 -1 5  
1 9 1 5-1 6 
1 9 1 6 -1 7 
1 9 1 7-1 8 
1 9 1 8-1 9 
1 9 1 9-2 0 
1 9 2 0 - 2 1  
2 2 2  
Table 6 . 2  
' 
Cargo Tonnage Hand led Per Yard of Quay , 
1 903-04  to  1 93 8-3 9 
Tons per yard 
of qu� 
2 9 6 
3 2 2  
2 70 
2 4 4  
2 3 7  
2 0 1  
2 3 9  
2 9 7 
2 9 1  
3 2 5  
3 4 7  
2 5 3 
2 3 8  
2 3 8  
1 4 9  
1 7 4  
2 5 6  
2 5 0  
Year 
1 9 2 1 -2 2  
1 9 2 2 - 2 3  
1 9 2 3 - 2 4  
1 9 2 4 - 2 5  
1 9 2 5-2 6  
1 9 2 6 -2 7  
1 9 2 7-2 8 
1 9 2 8 -2 9  
1 9 2 9 - 3 0  
1 93 0- 3 1  
1 93 1 -3 2  
1 9 3 2 -3 3  
1 93 3 -3 4  
1 93 4 -3 5  
1 93 5-3 6 
1 93 6 -3 7  
1 93 8 -3 9 
Tons per yard  
of quay 
2 4 6  
2 1 3  
2 7 6  
3 4 1  
3 7 9  
4 6 2  
5 0 1  
5 4 5  
5 4 1  
5 1 0  
482  
4 9 3  
43 1 
4 8 6  
4 6 0  
4 "7 5  
5 0 8  
5 1 8  
S ource s : Rep o r t  on Fr emantle  Harbour and Cro s s  River Communic a t i ons by 
the Engineer- in-Chief , ( P e r th , 1 92 7 ) ,  p . 8 ;  Bat tye Library ,  
P ert h ,  Public  Works Depar tment Archives Depo s i t , 4 6 0 /3 0 ,  memo 
f r om Mr . S t i l eman , Engineer- in-Chie f  • t o  Und er-S ecretary f o r  
Public Works , 7 March 1 93 0 ;  FHT , Annual Report s .  
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achieve a high tonnag e of cargo  per yard of quay . Even so , Fremant le ' s 
per formance was not radically d i f f er ent f r om t hat of  other Aus t r al i an 
p o r t s  such as Mel bourne and Sydney . 4 
In 19 2  7 ,  S t i l eman , the Eng ineer- in-Chie f , suggested  tha t 5 0 0  
t ons p e r  yard of quay was a reasonable t a r g e t  f o r  Fremantle . 5 Accord ing 
t o  thi s benchmark , by the late 1 9 2 0 ' s  the po r t  was operating cl o s e  to  
its  maximum sustainabl e capac i ty . The depre s s ion led to r educed trad e  
l evel s and conse quently pr e s s ure o n  po r t  fac i l i t i e s  was al s o  reduced , 
inc reas ing again only in the late  1 93 0 ' s .  Improvement s  in por t  
o rganisa tion and the introduc tion o f  mechanical cargo-handling equipment 
enabled the Inner Harbour to adequa tely s e rve the need s of  port u s er s  
unt il  the 1 9 5 0 ' s  when a new era o f  special i s e d  quayag e and Outer  Harbour 
d evelopment began . 
2 .  Some advantages and disadvantag e s  o f  C . Y .  O ' C onno r ' s  po rt  
A sound phys i cal inf ras truc tur e wa s no t Fremantle ' s only as s e t : 
s he had only a minimal t idal r ange r emoving the need for expens ive we t­
docks ; the po r t  wa s free of  s t rong curren t s  and serious wind , fog and 
other weather p r obl ems ; and only minimal maintenance dredging wa s 
required to maintain channel depths . As we saw in Chapter  3 ,  thes e  
advantages , c omb ined wi th her g eographical po s i t ion and f avourabl e 
railway connec tions , helped her become We s tern Aus tralia ' s  ' premi e r ' 
port . 
Did C .  Y .  0 ' Connor ' s  po r t  have any d i sadvantages ? One problem 
was that the harbour b o t t om cons i s ted o f  mixtur e s  o f  s and , clay and 
calcar eous sand s t one . Thi s  type of  b o t t om made the cons t ruc t i o n  o f  
concrete wharf wall s  ext r emely c o s t ly . Thus Fremantle ' s  o r ig inal 
wharve s  wer e  bui l t  on less durable  timber  pi l e s . The s e  wer e  sub j ec t ed 
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t o  the ravages  of seawo rms (T ered o  Naval i s ) which can make themselves 
felt  in j arrah p i les  within e ight weeks . 6 F r eman tl e ' s wharves had a 
l i f e  of only 10  to  1 5  year s and by 1 9 1 1 s ome par t s  of Vi ctoria  Quay had 
collap s ed , threa t ening to topple crane s into t he wa ter . 7 The FHT 
f o rced to und er take renovations whi ch co s t  E 6 5 , 7 2 5  up to 1 9 1 1 -1 2 .  
wa s 
The 
FHT want ed to use concrete  piles  but was pres s ured by the g overnment to 
c ontinue us ing j arrah pi l e s  in order to pro tec t the local timber 
indus t ry . 8 They were eventually allowed to  enc a s e  the piles in ferro-
c oncrete  sl eeves as  a pr eventive meas ur e .  In 1 9 2 3  i t  wa s again 
nece s s ary to begin replac ing the t imber quays ; the work was c omple ted a t  
S outh Quay in 1 9 3 8 and a t  No r th Quay i n  1 94 3 . The harbour b o t tom wa s 
al so  to po se  mas s ive ob s tacle s to the cons t ruc t ion of  a d ry-d ock , an 
i s sue we cons ider  in detail  later  in the chap t e r . 
Problems caus ed by the harbour bo t t om were , however , les s 
s er ious in the long run than tho se  po s e d  by the pr esence o f  road and 
rail bridges up s tr eam of the port s i t e . Captain S t irling ' s  d ec i s ion t o  
place the capi tal Per th and the Por t , Fremantl e , on oppo s i t e  banks o f  
the Swan River , meant tha t  c ro s s-river c ommunications were e s s ential . 
As we wil l  see  later  in the chapt e r  numerous plans f o r  up- river 
d evelopment o f  the port were made but t hey all found ered on the 
d i f f iculty and cos t  of  bridg e re- loca t i o n .  In fac t the bridge s  proved a 
more f o rmidable cons traint on Inner Harbour d evelopment t han d id the 
rock bar in the 1 9 th century . The r e f or e , po r t  d evel opment wa s no t 
s imply a pas s ive r e s ponse to ext ernally impo s ed changes in t r ade and 
shipping technol ogy ; it wa s shaped by a comp l ex interact i o n  between 
f o rces  orig inat ing f rom wi thin as  well as out s id e  We s tern Aus t r alia . 
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The relationship between Fremantle  1 s development and shipping 
t echnology was , in f act , s ome thing o f  a ' chicken and egg ' conundrum .  9 
One might have expec ted the por t  to dominat e  the relationship becaus e i t  
required inve s tment i n  long la s t ing infra s truc t ure while ships , wi th a 
l i f e  span of 20 to 3 0  year s , wer e  relat ively sho r t  term inves tment s .  S o  
ships would tend to adap t to exi s t ing f ac i l i t ie s  at Fremantle and other 
Aus t ral ian po r t s . However ,  in the long run , i t  was the po r t s  which 
adap t ed to demands genera ted by shipping c ompanies  and port users . 
Al though as sured of a captive marke t for  a large  propo rtion o f  We s t ern 
Aus tralia ' s  trade , the FHT did no t exp l o i t  i t s  monopoly power and 
d i s regard the need s of por t  us er s . Suppo r t  fo r harbour deepening and a 
d ry-dock was , as we will s e e , ba s ed largely on the no t ion that such 
facil i t i e s  wer e  par t  of the equ i pment of  a ' fi r s t  cla s s  po rt ' . It wa s 
recogni s ed that ' po r t  facili t ie s  mus t  ther e f ore be kept  no t only abrea s t  
but rather in advance o f  average requir emen t s ; o therwi s e  s e r ious 
conge s t ion and economic wa s te wil l  be inevi tabl e 1 • 1 0  However , al though 
the FHT claimed tha t they end eavoured to make maximum use of exis t ing 
facili ties  before planning c o s t ly ext en s ions , there was , as we will see , 
a tendency to plan far in exc e s s o f  demand and d i s regard f inancial 
c r i t er i a . In thi s r e s p ec t ,  p o r t s  were no d i f f er ent from o ther publ i c  
enterp r i s e s  in the early years  o f  thi s century . 1 1  
3 .  The deepening of  the Inner Harbour 
B e tween 1 90 3 -04 and 1 91 3-1 4 the tonnage o f  cargo grew by about 
50 per c ent to  1 , 04 4 , 000 tons ; over the s ame per i od the net tonnage o f  
shipping grew by ab out 8 0  per  cent t o  2 . 6  mil l ion tons . Thi s expansion  
put  pre s s ure  on port  f ac i l i t i e s : as Tabl e 6 .  2 s hows , cargo t onnage 
hand led per lineal yard  of  quay grew t o  a rec o rd 3 4 7  tons by 1 9 1 3 -1 4 .  
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In July 1 91 2 ,  St evens , Secretary of  the FHT , had expre s s ed concern tha t 
' already t he harbour accommod a t ion was no t c o p ing wi th the t r ad e  o f  the 
por t ' . 1 2  S t evens feared tha t ther e  was no  marg in at all  to  wo rk on and 
if an ups e t , s uch as a s tr ike occurre d , conge s tion was inevi t abl e . 
Ships wer e  o f t en forced to queue in Gage Road s whi l e  they wai ted fo r a 
berth . 1 3  However , i t  was the tendency t oward s l arger shi ps rather than 
increas ing number s of shi ps , whi ch po sed  the maj o r  probl ems fo r the 
port . 
The average shi p  call ing in 1 91 3 -1 4  wa s a 3 , 000  tanner , compared 
to only 1 , 800 tons in 1 9 03 -0 4 .  But , a s  we s aw in Chapter 4 ,  t he por t  
needed , on occas ion , t o  cope wi th much larger ves sels , usually mai l  
s t eamers or  pas s eng er l iner s . By the mi d-1 92 0 ' s  ships of 1 0 , 000  tons 
and over accounted for  ab out 20 per cent of po rt  entries . l 4 S uch 
ves s els  required d e ep-wa ter b e r th s  and rapid cargo-handl ing and could 
no t be catered for by s imply add ing to wha r f  foo tag e . 
The intere s t  in harbour expans ion was increased by the d e c i s ion 
of the Commonweal t h  in 1 9 1 1 to  estab l i sh a naval bas e  at  Cockburn Sound 
s outh of  F r eman t l e . S t evens wa s later t o  d e s c r ibe Cockburn S o und a s  ' a  
magnif i c ent shee t  o f  deep wa ter , measur ing eight miles  long by four 
miles wid e , all ent i rely protec ted from ocean influence 1 • 1 5 The f ederal  
government acquired a strip  o f  land al ong the  edg e  of the S ound but i t  
r emained und evelo ped when plans for the naval base were d r o pped in 
1 9 1 8 .  However , in a speech in February 1 9 1 2 ,  Mr . G . F .  Pearce , 
Commonwealth Mini s ter for De f ence , pred i c t e d  c ommercial as well a s  naval 
d evelopment of Co ckburn Sound . He al s o  rai s ed the po s s ib i l i ty o f  
Fremantle being ' the port of  the great Aus t r al i an continent and not o f  a 
S t ate ' . 1 6  The po s s ib i l i ty o f  Fremantle  being a po r t  of call fo r giant 
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s t eamer s , from whi c h  car g o  and pas s engers  would be trans- shipped by 
smaller ve s s els  or ( af ter the opening of the Tran s-Continental Railway 
in 1 91 7 )  by rail to the eas tern  s t a t e s , was a tantal i z ing pro s p e c t ,  
periodically s ur fac ing throughout the por t ' s  hi s tory ,  but , unl ike the 
idea of an out er-harbour , never reaching frui t i o n .  
The d evelopment o f  a c ommerc ial out er-harbour was suppor t ed by  
Mr . Fan s t o ne ,  Dir e c t o r  of  Naval Works , in Mar ch 1 9 1 2 .  He argued tha t 
up-river d evelo pment would involve pull ing down the road and r a i l  
b ridges , resuming urban land and exten s ive dredging - al l very co s t l y . 
In hi s view Cockburn Sound o f f ered ' the only adequa t e  means o f  supplying 
the nec e s sary deep- s ea shipping accommod ation ' . 1 7  S i r  John Forres t 
cri t i c i s ed Fan s t one for trying ' to r am down their  throa t s  hi s opinions 
about a commercial harbour ' • 1 8  The FHT s trongly favour ed up- river 
expans ion whi ch o f f ered s u f f i c i ent s pace 1 to  take all the shipping o f  
Aus tralia fo r all time wi th ease and in per f e c t  safety 1 • 1 9 S tevens ,  who 
had wo rked as C .  Y .  0 1 Conno r 1 s s e c r e t ary before  he came to t he FHT , 
argued tha t the found er of  the harbour had always favour ed up- river 
expans ion . 2 0  Mo r e over , the d evelopment of  the out er-harbour would l ead 
t o  ' the sac r i f i c e  o f  valuabl e  ves t ed interes t s  and the bui ld ing of an 
en tirely new town a t  Cockburn Sound , the wipi ng out o f  exi s t ence o f  the 
present Swan River lighterage trad e  and the c e r tain impo s i tion  o f  
increa s ed charges both o n  shi ps and good s 1 • 2 1  Commercial intere s t s  
generally favoured up-r iver expan s i o n . The P e r t h  Chamber o f  Commerce 
sugge s t ed that  the Cockburn Sound propo sal was merely a ploy ' to lur e 
the Stat e  into  bearing some of the c o s t  of  the i r  [ the Commonweal th ' s ] 
naval harbour ' . 2 2  However , there was s ome o p po s i t ion on env i ronment a l  
g round s t o  bring ing ocean shi pping up- river : 
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The city  does  no t want  i t ; the country , a s  much inte r e s t e d  
as t h e  port  or capi tal , would r e f u s e  a s s ent to a scheme 
tha t would turn the wat e r s  of the banks into a wi lderne s s  
o f  d i ngy wharves and f ac t o r ie s , wi th perpe tual volumes o f  
smoke from shipping driving ove r  the city . 23  
Neverthele s s , the f inal d e c i s ion was for up-river expan s ion : 
d evel opment of  the Out e r  Harbour had to wai t  until  the 1 9 5 0 ' s .  As we 
will s e e ,  the use o f  the i l l-fa ted d ock wall p r ovided two new b er th s  and 
t empo rar ily eas ed the pre s sure on the port  as  far as berth foo tage wa s 
concerned . But the deepening o f  the harbour proved a mor e  t ime 
c onsuming and cos t ly undertaking . 
P r i o r  to the Fir s t  World War , the deepe s t  draft ve s s e l  to vi s i t  
F r emantle was the Sco t t i sh Shire Line ' s  Argyll shire of  1 0 , 500 tons . She 
entered in Apr i l  1 9 1 2  drawing 29 fe e t  5 inche s and , af ter  taking on 500  
tons  o f  bunker c o al , left  drawing 30  feet  one  and a half  inche s . But 
s everal months  later the Trus t was alarmed when the Blue Funnel Line ' s 
s te amer Ne s to r  o f  about 1 5 , 000 tons and drawing 3 1  feet was d iver ted  
f r om Freman t l e  to Albany , o s t ensibly becaus e o f  a lack of adequa t e  deep-
wa ter b erths at F r emantle . 2 4  News o f  plans for  deepening o f  the Suez 
Canal conf i rmed the FHT ' s  fear s tha t ves s e l s  drawing 33 -3 5 feet would 
s oon become frequent vi s i tors  to  F r eman tl e .  I n  1 9 1 3  the FHT pres s ed the 
g overnment to deepen the port to 36  fee t , · s t r e s s ing that ' they do  no t 
intend to shoulder the blame for  inadequacy in an impor t ant na t ional 
ins t i tut ion l ike Fremantle  Harb our ' • 2 5  In  1 9 1 4 the Royal Commi s s ion  on 
t he Dominions urged Aus tralian authori t ie s  to c ons ider deepening the i r  
harb our s and sugges ted tha t 1 a fi r s t  clas s harbour should provide  a 
working d e p th o f  no t l e s s  than 4 0  f e e t  1 • 2 6  Thi s may have had s ome 
influence on the government , becau s e  in 1 9 1 6 i t  agreed to deepen the 
harbour to 3 6  f ee t . But the FHT was p r ovided wi th s uch a meagre t r i ckle 
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o f  loan fund s tha t work proceeded very s l owly . By 192 3-2 4  dredging of 
the en trance channel and about f ive-s ixths o f  the Inner Harbour was 
f ini shed ; the work was finally comp l e ted several years later . But the 
outbreak of  the F i r s t  Wo rld War had caused a drama t ic s lump in t r ade  and 
shipping : by 1 9 1 7 -1 8  shi pping tonnag e had plummeted by 60 per cent . In 
1 9 1 5 -1 6 a r ecord wheat  c rop had p i l ed up on the wharves ,  owing to the 
s carc i t y  of shipping . There  wa s clearly no urgency for po rt  expans ion . 
The deep ening o f  the harbour l e f t  an endur ing l egacy : i t  almo s t  
d oubled the capi tal  cost  o f  the po r t . 2 7  I n  1 92 7 ,  Mr . S t i l eman , the 
Eng ineer- in-Chief , argued that the deepening was unnece s s ary : 32 f e e t  
would have been suf f i c ient t o  f l o a t  9 5  per  cent of  ships cal l ing at  
F remantle . 2 8  By that date the deepe s t  d r a f t  ves s el handled was the 
Whi t e  Star Line ' s Ceramic of  1 8 , 600 tons whi ch drew 33 feet 1 0  inche s . 
As a resul t  o f  the deepening , Fr emantle  p r ovided a depth in exc e s s  o f  
t ha t  then ava ilab l e  i n  the Sue z Canal . The resul t  wa s that i n  1 9 2 5 the 
capi tal d ebt  per l ineal foot  of berthage at F r emantle was £ 2 1 7  compared 
t o £ 1 82 at Sydney , f. 203  at  Lond on , f l 6 9  at  Liverpool , {:_ l 2 8  at Glasgow 
and £ 2 00 at  Br i s t o l . 2 9 Al tho ugh the s e  s ta t i s t ics were a f f e c t ed by 
numerous fac to r s , includ ing d i f f e rence s  i n  po r t  facil i t i e s  and 
variations in accoun t ing prac t ices , they s ugge s t  that Fremantle  wa s 
over- capi tal i s ed by the mid-1 92 0 ' s .  The need to service  a large  capi tal 
debt  goes a long way toward s  explaining the  l evel of  por t  charges a t  
F r emantl e ,  an is sue we expl ore mor e  ful ly i n  the nex t chapt er . 
4 .  The d o ck that never was 
F r om the turn of  the century onwa r d s  the need fo r a dry- d o ck wa s 
r egularly d i s cus s ed in l ocal news paper s and parliament . All s e emed t o  
agree tha t a dock was e s s ential  if  Fremant l e  wa s to b e  a fir s t  clas s 
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port . In May 1 90 6  a vi s i ting shi p ' s  cap t a in summed up the prevai ling 
a t t i tude when he declared that ' Fremantle a s  a port is a very p r e t t y  
arch wi thout a key s t one unt i l  it  gets  a dock ' . 3° C onsequently , debate  
tended to  f ocus on details  s uch as whether a g r aving ( fixed ) or  f l o a t ing 
typ e  was bes t and where  a dock should be located . L i t t l e  cons i d e r a t i o n  
was g iven to t he f inanc ial viab i l i ty o f  t h e  dock ,  al though i t  wa s 
recogni s ed tha t i t  was unl ikely to operate at a pro f i t . 3 1  
Mr . Palmer , the Eng ineer-in-Chief , e s t ima t ed that European por t s  
had one dock f o r  every 300 , 000 tons o f  shi pping entering ; 3 2  o n  thi s 
basis  Fremantle  c ould have j us t i f ied a t  lea s t  two as  early as 1 9 0 0 . But 
Fremantle wa s only an intermed iate por t  fo r mo s t  of  its shipping . 
Shipowners t ended to  conc entrate repair work a t  t e rminal ports  where  
their  own technical staff  could sup erv i s e  the  wo rk . Mr . Day , local 
agent of  the O r i ent Company � had s ta ted tha t  a s  long as his  c ompany ' s  
ves s e l s  could sc rape back to  their terminal po r t s  they would no t dock a t  
Fremantle . 3 3  Clearly , mail  s teamers  would use  F r emantl e ' s  d ock only i n  
a n  emergency . Even inter s t a te ves s e l s  treated  eas t ern s t a t e s  po r t s  a s  
their terminals . Melbourne and Sydney were already equipped wit h  
g raving docks . Thus the only regular us e r s  would have been the small  
ve s s el s  engaged in We s t ern Aus tral i a  1 s coas tal trade . 
went where cos t s  wer e  l owe s t , us ually to an As i an po r t . 
Tramp shi pping 
The neare s t  f o r e ign port wi th d r y- d o cking facili t i e s  was 
S ingapo re , s ome 2 , 500  mil e s  to the no rth o f  F r eman t l e . A shi p  s t e aming 
we s twards would have to t ravel 4 ,  500 mil e s  to  Durban to ob tain dry-
docking fac i l i t i e s . Thus a ship damaged in the vic inity o f  Freman t l e  
and i n  need o f  a dry-dock faced a l ong and expen s ive j ourney , 
par ticularly i f  und er tow . However , ac c i d en t s  wer e  no t like l y  t o  
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provid e much empl oyment fo r a dry-dock . Approaches to the federal 
g overnment and Bri t i sh Admi r al t y  for s ub s idies  on the grounds that the 
d ock would s t r eng then the defences  o f  the region wer e  uns ucces s ful . 
Naval exper t s  contend ed that the S ingapore  base provided adequa t e  
facil i t i e s  and pro tec tion  fo r the we s t  coas t of Aus t ralia . 3 4  Thi s view 
predomina ted until  S ingapore f ell  to the Japane se in 1 9 4 2 , sha t t ering 
the fa ith tha t Aus tr alia  had placed in the power of Britain ' s armed 
s e rvices . 
In 1 9 1 0  the FHT es t imat ed tha t a dry-dock would be us ed only 1 2  
t imes per year , wi th an average s tay o f  s even days .  3 5  I n  short , there 
wa s no jus t i f i c a t i on f o r  ex tensive ship repair facil i t i e s  a t  
Fremantle . The o nly func t ion a d ry-d ock would have per f o rmed was as  a 
symbol of the commun i ty ' s achievement s  but , as we wi ll  see , even as a 
s ymbol , i t  was t o  b e  a c o s t ly f a i lure . 
The fir s t  proposal  for  a dock in Fremantle  Harbour wa s mad e  in 
1 8 95 by Mr . D i ll on Bell , Eng ineer for Harbours and River s . 3 6 He 
propo s ed tha t a woo d en dock be cons truc ted  at Ar thur ' s  Head but c .  Y .  
O ' Connor , t he Eng ine er- in-Chief , cons id ered thi s t o  be imprac t ical . The 
following year the g overnment appo inted Mr . C . N .  Bell , a consul ting 
engineer f r om New Z e aland , t o  des ign a d o ck f o r  Fremantle . B e l l  
c ons idered the f o l l owing s i t e s  sui tab l e  f o r  a dry-dock : Ar thur Head , 
Rous Head , the no rth  and south s ides  o f  the harbour b etween t he road and 
rai lway bridges , P r e s t on Point and Ro cky Bay ( S ee Figur e  6 . 1 ,  p . 2 2 1 ) He  
rec ommended the 
acces s ibil i t y . 
cho i c e  o f  Rous Head on the ground s o f  i t s  
However , no ac tion  wa s taken b y  the government unt i l  
1 904 when , under p re s s ure f r om publ ic o pinion , i t  reque s t ed Mr . T .  W . 
Keele , Engineer fo r Harbour s and River s in New South Wal e s  t o  prepar e 
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ano ther repo r t  o n  the s i t e  for  a dock . 3 7  K e e l e  examined the s i t e s  
cons id ered b y  B e l l  and concluded that  Rocky Bay was best . However , h e  
thought that But l e r ' s  Hump , i n  Freshwater  Bay ( the s i t e  currently 
occuped by the Royal Fre shwater Bay Yacht Club ) was pref erable as the 
Bay could be developed into  a ful l scale harbour . Both the Rocky Bay 
and But l e r ' s  Hump s i tes would have required relocation of the exi s t ing 
rail  and road br idges  acro s s  the r iver . The propo sals  fo r construc t ing 
port facili t i e s  in Perth created alarm in Fremantle c i rcles . A 
r epresentative  o f  the Fr emantle Ci t i z en ' s League urged the government to 
build the d ock in F r emantle ' as an a s s ur ance that the permanency of the 
Port  wa s no  longer  in doub t ' . 38  However , the government baulked at  the 
c o s t  of r e-locat ing the bridges acro s s  the r iver and thi s s ealed the 
fate of  Kee l e  1 s proposal s . Thus the 1 bat t l e  of  the s i t e s  1 continued 
wi th only two cont ender s , Arthur ' s  Head and Rous He ad . The Eng ineer-in­
Chief ,  Mr . Thomp s o n ,  favoured the lat t e r  s i t e  • but before go ing ahead 
the g overnment c a l l ed for ye t ano ther report  f r om a Bri t i sh engineer , 
S i r  Wha t l ey E lio t . 
E l i o t  favoured Rous Head but expre s sed  fear s tha t the po rous 
nature of the rock could make exclus ion of wa ter  during the cons t ruct ion 
proce s s  somewhat  d i f f icul t . He sugges t ed the us e o f  a diving bel l to  
aid in laying the concre te floo r .  Hi s propo s ed graving d ock was 5 60 
feet  by 94  f e e t  and was e s t imated to c o s t  f 32 5 , 000 plus k 2 8 , 000 f o r  
s ub s id i ary works s uch as al tera t i ons to  railway tracks and exi s t i ng por t 
facil i t i e s . The dock wa s to have an ent r ance at each end and be 
d ivis ible into t wo compar tment s s o  two ves s els  could be dealt with  
s imul t aneous ly . 
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D r edg ing and excavation wo rk commenced in  1908 . In Novembe r  
1 9 1 0 ,  Mr . Ramsbo tham ,  an Eng l i sh engineer experienc ed i n  d ock 
c ons truction ,  was appo inted to take charge of the dock works . Mr . 
Ramsbotham report ed that the d iving bell t echnique was unsui table and 
s ugges ted that  the d i f ficul ti e s  wer e  so great the site  should be 
aband oned or used for  berthing a float ing d o ck .  S i r  Wha tley E l i o t  wa s  
c onsul ted again and he ag reed tha t the diving bell method wa s unsui t ab l e  
and that coffer  dams be used ins t e ad . B u t  t his  increa s ed the e s t ima ted  
cost  to f 422 , 000 . On May 30 1 91 2 ,  drill ing operations revealed the 
exi s t ence of a large cave only f our teen f e e t  below the s t eel shee t 
p i l ing dam buil t  to all ow cons t ruc tion  of  the no rth wall of the graving 
d o ck . 3 9  In a vain a t t empt to  f i l l  the cave , 1 7 1 barrels of c ement and 
six tons of  ashes were  ti pped in . Several caves  were  eventually 
d i s covered , the  b o t t om o f  one  be ing 67  feet  below low wa ter mark . The 
plan had been to cons t ruc t  the dock in the dry by pumping the area 
behind the pil ing d am dry .  But t he sea f l o od ed in through the c aves in 
s uch volume tha t it wa s impo s s ib l e  to pump the area dry . Ramsbo tham 
e s t ima ted that  cons truc t ion in t he we t would increase the co s t  o f  the  
d ock to � 7 2 5 , 000 . He recommend ed abandonmen t of  the scheme . 
On 2 7  June 1 91 2  the Mini s ter for  Works , Mr . W . D .  John s on , 
announced the dropping of the s cheme . The wo rk al ready car r ied out 
would be used for a concrete  quay for deep d r a f t  ve s s el s . However , even 
this  pro j ec t  was eventually abandoned on the ground s of  c o s t  and only 
t imb er whar fage buil t .  The only o ther b ene f i t  d er ived from the work put  
into  the dock wa s the  dredg ing to  36  f e e t . The government s t a t ed that 
the f inal c o s t  o f  the d ock work up to  abandonment was f 2 0 7 , 41 7 . 4 0  Thi s 
represented ab out twenty two per cent o f  to tal loan expendi ture on 
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harbours and river s  between 1 9 0 8  and 1 91 2 .  Such a was t e  of pub l i c  money 
was a s erious mat ter for the small We s t ern Aus tr al ian economy and , no t 
surpr i s ing ly ,  l i t t l e  more  was heard of  plans for  a dock . 
In 1 92 5  a deputat ion repre s ent ing the F r emantle Counc il and 
l ocal bus ine s s  inter es t s  approached the Lab o r  Premi e r , Collier , wi th 
another reque s t  for a dock .  The deputat ion was s omewhat taken aback 
when the Premier read them a letter  from the local repr e s ent a t ive of  the 
Over s eas Shi powner s '  Repre s entat ives As s oc i a t i on which said t hat a d ock 
mus t  involve a very large expendi tur e o f  pub l i c  money f o r  a very 
occa s i onal and d i s proport iona t e  advantag e  to  shipping or to  the 
public . ' 4 1  S i r  Geo rg e  Buchanan , in hi s 1 92 6  repor t  on the harbour s of 
Aus tral ia ,  s ugge s t ed two s i tes f o r  d o cks at  F r emantle  but d id no t go 
into the que s t ion very fully . 42  The then Eng ineer-in-Chi e f , Mr . 
S t ileman , recogni s ed that a d ock was uneconomic but s t ill cons idered one 
to be ' pa r t  of the neces sary equipment of a fi r s t  cla s s  t e rminal 
43 port ' .  S ome approaches for a d o ck were made to  the government in the 
1 93 0 ' s ,  mainly "t-Ti th the aim of boa s t ing local employment .  44  But the 
l o s s  of  over f 2 0 0 , 000 proved a s alutary l e s s on ,  and no g overnment was 
prepared to repeat the mi s t ake . 
One small  sl ipway , bui l t  in 1 8 9 8 , catered fo r ve s s e l s  up to  850  
tons . Temporary repairs  to  larger ve s s el s  were carried out at the  
wharve s ,  s ome t imes under  wa ter , to  enabl e  them to  reach a po r t  wi th dry-
docking f ac i l i t i e s . The only dock ever avai l able at  Fremantle was a 
small floating one operated wi thin the harb our by the Amer ican navy 
during the S e cond World War . But , to  thi s day , one l egacy o f  the d ock 
fiasco  remains : in 1 9 1 0 Pie tro  Porcel l i  was wo rking on a s t a tue o f  C . Y .  
O ' Connor and includ ed on the s ta t ue f our p l a ques d e p i c ting O ' Conno r ' s 
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engineer ing pro j ec t s . Aware  of the work in pro g r e s s  on the dock 
P o rcelli dec ided t o  include it in the plaque of Fremantle Harbour . 
V i s i tors  to  the por t  can s t i l l  see the dock tha t never was .  
5 .  The b a t t l e  o f  the plans 
Port trade and shipping und erwent a bur s t  of ac tivi ty in the 
1 92 0 ' s :  by 1 92 4 -25 cargo tonnage was j us t  over double and shipping 
t o nnage three times the i r  res pec t ive leve l s  in 1 9 1 7 -1 8 .  Tab l e  6 . 2  shows 
that cargo tonnage handled per lineal yard of quay pas s ed i t s  pr e-war 
peak in 1 9 2 5-2 6 ,  when it reached 3 7 9  tons . Thr ee years  later it  reached 
545 tons , the highe s t  l evel ever at tained in the period c overed by thi s 
the s i s . No t surpr i s ingly , thi s inc reas ed  ac tivity led to revived cal l s  
f o r  p o r t  expan s i on . 
Numerous plans fo r po rt  expansion  were  propo sed  but the ' B a t t l e  
o f  the Plans ' focus s ed on three maj o r  s chemes of por t d evelopment : the 
Buchanan Scheme ( 1 9 2 7 ) ,  the S t i l eman Scheme ( 1 92 7 ) and the Gibb Scheme 
( 1 92 9 ) .  We will cons ider each in turn . 4 5  
S i r  Geo rge Buchanan 1 s plan , whi ch wa s inco rporated in to hi s 
g eneral report  on harbour facili t ie s  in Aus tralia , propo s ed the 
cons truc tion o f  54  ber ths up s tr eam from the exi s t ing ones . He d ivid ed 
his plan into four s tage s : 
1 . Removal o f  the exi s ting railway bridge  to a s i t e  fur ther 
up s t ream and the ex tens ion of the wharves up to the exi s t ing 
road bridg e .  Thi s  would provide 4 , 1 00 feet  of marginal 
wha r f ag e  wi th dep ths to be d r e dged to 30 feet . 
2 .  Removal o f  the exi s ting road bridge or  i t s  conver s i o n  to an 
opening s pan bridge . Ex t ens ion o f  marg inal whar f age as far 
as  Point Brown to provide an add i tional 3 , 200 f e e t . 
3 .  Cont inuat ion o f  
D ir e c t i o n  P o in t  
whar f ag e . 
marginal whar f age f r om B rown Po int t o  
to provide  an add i t ional 4 , 70 0  f e e t  o f  
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4 .  Rocky Bay d evelopment wi th finger piers  t o  give an 
addi t i onal 1 6 , 3 00  feet  of whar f ag e . 
Buchanan es t imated the c o s t  of  hi s s cheme at £ 6 , 74 7 , 600 . He 
further recommended t hat F r emantle should get a dry or floating dock a s  
this  was ' par t o f  the nec e s sary equipment of  any f i r s t  cla s s  po r t ' . 4 6  
In 1 9 2 7 • S t i l eman , the then Eng ineer- i n-Chief ,  put fo rward a 
d i fferent  scheme for  up- r iver development . He pro po s ed re- s i  ting the 
road and rail br idges at Point Brown , far enough up-river to provide 
room for  an add i t i o nal 11  ber ths . Fur ther devel opment o f  the po rt  wa s 
to  be s eaward s ,  no rth  o f  the r iver mout h .  S t il eman e s t ima t ed that hi s 
up- river scheme would cos t  R 3 .  2 mil l ion but he gave no es t imate  fo r hi s 
s eawards s cheme . 
S t i l eman ' s limi t of  1 1  ber ths for fur ther up- river development 
arose  from his c onc ern about the need to  maintain adequa t e  cros s-river 
c ommunications . As  early as 1 9 1 7 the  FHT had al e r t ed the governmen t t o  
t h  d f 1 f h d d . 1 b . d 4 7 e nee or r emova o t e roa an ra1  r 1  ges . Heavy floods  in 
July 1 9 2 6 caused  the collapse  of par t of the railway bridge and fo cus s ed 
a t t en t ion on the need to  replace these age i ng s t ruc tures . S t i l eman 
a s sumed tha t Buchanan wanted  a combined road-rail bridge at Blackwal l  
Reach and argued t hat ' a  harbour having a t o t al l eng th o f  nearly thr e e  
mil es , wi th n o  c ommunication  between the wharves o n  the two sides , o ther 
than by a bridge a t  one end , is  very s eriously hand icapped ' . 4 8  He wa s 
a ls o  oppo s ed t o  opening span bridges  which tended to  lead to long delays 
as  vehicles  and shipping wai t ed to  pas s . If  l and and shipping traf f i c  
was t o  flow smo o thly , high- level bridges o r  tunnel s  wer e  requir e d . 
However , t he s e  were ext r emely c o s t ly :  the Sydney Harbour Br idge , for  
exampl e ,  cos t  t he  New South  Wal e s  government in the region  of  � 9 
million.  Hence S t il eman ' s  s cheme , propos ing s eawards  expan s ion in  the  
l ong- term ,  appears t o  have been  fundamentally s o und . 
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S t i l eman ' s case f o r  po r t  expans i on was based on hi s pr edi c tions 
of  future wheat p roduc t ion.  He e s t imat ed t ha t  by 1 93 6  4 . 5  million acre s 
would be under  cul t ivation giving a state  crop of 60 million  bushels  
( 1 . 6  mill ion ton s )  of  which about 7 3 0 , 000 tons would be shipped f r om 
F r emantl e .  Acc ord ing to S t i l eman , po r t  trade stati s ti c s  sugg e s t e d  tha t 
for every ton of wheat expor ted a t  leas t three tons o f  o ther cargo wa s 
handled . Us ing thi s assumption , to tal por t  trade was es t ima ted to reach 
about three mill ion tons by 1 93 6 . As s uming that 500 tons of cargo could 
be  hand led per yard of quay ( ab ove the act ual figure o f  462 t ons in 
1 9 2 7 ) an add i t ional 7 , 900  feet o f  quay wa s needed to  cope . S t il eman ' s 
prediction res t ed on dubious as sump t i ons and wa s ul t imately defeated  by 
the ons et  of depre s s io n :  by 1 93 6  por t trade was only 1 . 5 million tons . 
S t i l eman had proposed tha t new railways be bui lt  to open up the 
hint erland f o r  wheat produc t ion.  There was c er t a inly a clo s e  c onnec t ion 
be tween railway expansion � the extension of  land se t tl ement and the 
expansion o f  wheat output . Of t he 2 , 7 2 4  mil e s  o f  railway buil t b etween 
1 90 6  and 1 93 3  over two- thi r d s  s erved the wheat growing ar eas . 4 9 
However , thi s r a i lway build ing encouraged ove r-produc t ion which wor s ened 
the indus t r y ' s pl ight during the 1 93 0 ' s  depre s s i on .  In an at t empt t o  
r educe handl i ng c o s t s  bulk hand l ing was introduc ed , an i s sue we explor e  
l a t e r  in the chapt e r . 
The FHT agreed wi th S t i l eman tha t expansion wa s neces s ary but 
s trongly oppo s ed his detailed p l an .  S t i l eman 1 s propo sal f o r  s eaward s 
d evel opment was r e j ected . The FHT ' s  pi l o t s  no ted tha t modern mai l  boa t s  
a r e  built u p  t o  7 0  feet  above t h e  wat e r  l evel and ' when knocked d e ad are 
l ike great blad d ers  ut terly unabl e  to be hel d  wi thout four or  five tug s 
and -1 f  po s s 1." bl shore cap s t an s ' • 5 0  ' .L e ,  They c ons idered a shel t e r ed up-
2 3 8  
r iver harb our was es s ential f o r  such ship s . S t i l eman proposed  that the 
width of  the channel be only 800-900  f e e t , c ompared to 1 , 400  feet in t he 
exi s t ing harbour ; al s o , tha t i t  was wa s t e ful to provide 3 6  f e e t  
throughout the harbour , 3 2  f e e t  would b e  adequate i n  t he new 
extens ions . The FHT maintained that 1 , 400  f e e t  was nec e s s ary in orde r  
t o  swing ships s a f ely but S t i l eman r e t o r ted  t hat  ' the 1 , 400 f e e t  wid t h  
i s , i n  my opinion , a fe t i sh ' . 5 1  H e  argued tha t the FHT ' s oppo s i tion t o  
an Outer Harbour was  ' ba s ed o n  a p r e judice  which admi t s  o f  no 
alternative to  up- river ext ens i ons ' 5 2 , and it  is  clear that the FHT had 
never s er ious ly c ons idered Out er Harbour d evelopment . The Pres ident o f  
the Per th Chamber o f  Commer c e  called f o r  c ommercial inter e s t s  to have a 
say in harbour d ev e l o pment , claiming t ha t  the FHT was ' unfai rly expec ted  
t o  abide by  the d ecis ion o f  eng inee r s ' • 53  The government ,  however , 
s t rongly suppo r ted S t il eman . The P r emi e r ,  Coll i er ,  cri t i c i s ed t h e  
Commi s s ioner s of  the FHT , claiming tha t some ' at tended a mee ting o f  the 
5 4  trust  for a hour , and that i s  all t hey s e e  o f  the harbour 1 • He 
suppo r ted the opinions o f  a pro fe s s i o nal eng ineer , rather than tho s e  o f  
a man l ike S t evens , ' who has had only a c l e r i cal training ' . 5 5  
I n  September 1 92 8  the Lead er  o f  the Country Par ty , Mr . A .  
Thoms on ,  called f o r  the appointment o f  a s e l ec t  commi t tee t o  inquire  
in t o  S t i l eman ' s scheme . In the cour s e  o f  hi s reply , the Minis t er f o r  
Works , Ron .  A .  McCallum,  rall ied to  S t il eman 1 s defence and took t h e  
o ppo r tuni ty to c r i t i c i s e  S i r  George  Buchanan ' s  propo sal s . McCallum 
po inted to d e f ec t s  in Buchanan ' s  c o s t  e s t ima t e s , and claimed that none 
of his sugges t ions in a s imilar repor t  on po r t s  in South Afr ica had been 
a c t ed on .  Moreov e r , he claimed Buchanan had b e en s t ruck off the role  o f  
the Ins t i tute o f  Civil Engineers  for  ' unpro f e s s i onal conduc t ' . 5 6  
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The government 1 s antipa thy to Buchanan appear s to  have ar i s en 
f r om t he feel ing t ha t  he s poke more  about p ol i t ic s  t han about  
eng ineer ing whi l e  in  We s t ern Aus t ralia . Buchanan wa s c r i t i cal o f  
g overnment inte r f e rence i n  the running o f  the port and , i n  par t icular , 
i t s  us e as a ' tax- coll e c t ion organi sation ' • 5 7  I n  a letter  to the Wes t  
Aus tralian in Apr i l  1 9 2 8 ,  Buchanan claimed t hat the P r emie r ' s  r emark 
tha t  ' i t is for  them [ the FHT Commi s s ioners ]  to admini s ter  the harbour 
as  they f ind i t , no t to  cons ider  ext ens ion s cheme s ' , was a ' d amning 
ind ic tment ' o f  po r t  adminis t r a t ion in We s t ern Aus tralia . 5 8  N o  
r e s pons ible Eng l i sh poli t i c ian , h e  s ugge s t ed , would use such l anguage 
about , say , the po r t  autho r i t y  o f  Liverpoo l . Alt hough Buchanan wa s 
undoub t edly r ight t o  deprecate d e tailed g overnment interference in port  
admini s t ration , in  We s t ern Aus t ralia ' s  small community it wa s 
unreal i s tic no t t o  exp ect  government , bus ine s s  and the general publ ic t o  
t ake a keen inte r e s t  i n  port  af f a ir s . Such interes t ,  o f  cour s e , did no t 
always contribute t o  sound d ec i s ions . As Mr . McCallum po in t ed out , the 
g raving dock p rovid e s  an exampl e where , ' in s t ead of  the advice  of  
eng ineers being o p enly sought wi thout r e s t r i c t ion ,  and that advice  being 
accepted , pol i t i c s  wer e  brought in and local agi tation  wa s l i s t ened to , 
wi th the r e s ul t  that over a quar t e r  o f  a mi l l ion o f  the peo p l e ' s  money 
now lies at  the bot t om of the ocean ' • 5 9  He  s t r e s s ed that the governmen t 
was not prepared t o  allow thi s to  happen aga in .  The mo t ion for  the 
s el ec t  commi t tee  wa s defeated but the government , bowing to po l i t ical 
p r e s s ur e , agr eed t o  a further inquiry into t he p o r t ' s  d evelopment . 
In  February 1 9 2 9  Mr . Rus ta t  Blake , o f  S i r  Alexander Gibb and 
Par tners , arr ived in We s t ern Aus tralia to examine t he plans for  the  
d evel opment of  the po r t .  In July 1 92 9 the final rep o r t  ( henc e f o r th 
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r eferred t o  a s  the Gi bb  Re po r t )  wa s p r e s ented  t o  the g overnmen t . Th e 
-Gibb Repor t d e clared that  ' Harbour ext ens ions on the general l ine s o f  
t he r ec ommenda t ions contained i n  the Re p o r t  o f  the En gineer- i n-Ch i e f , 
P ubl ic Works Depar tment , are c alcula ted t o  g ive  r e s ul t s  which are  in  the 
b es t  inter e s t s  no t o nly of t he Po r t , but of the  S t a t e  a s  a who l e '  • 6 0  In 
par t i cular , the Gibb Report  s ided wi th S t i l eman rather than the FHT on 
t he que s t ion of channel d epth  and wi dth . Thus  t he FHT , s t r iving f o r  the 
best po s s ible port  f ac i l i ties , had cl early no t paid enough a t t en t ion to 
e conomic real i t ie s . 
Some mino r chang e s  t o  St ileman ' s s cheme we r e  r e c ommended , 
includ ing r ed uc ing the planned number o f  s eawards b er ths f r om 4 5  t o  
3 0 .  Buchanan ' s exten s iv e  up-r iver d evelopment wa s no t favour ed b e c ause  
o f  t he  problem o f  provid ing adequa t e  cro s s -r iver communicat ion . 
Mo reover , i t  wa s po inted out that Buchanan ' s c o s t  e s t imat e s  wer e  
d e f e c t ive : a mor e  r e al i s t ic e s t imate , includ ing i t ems s uch a s  d r e dg ing 
and road and railway wo rks , c ame to � 1 3 . 5 mi l l ion,  d oub l e  Buchanan' s 
e s t imat e . The Gibb Re port  e s t ima ted tha t  the co s t  o f  i t s  ver s ion  o f  
Si l eman ' s  s cheme wa s 1 6  mi llion,  o f  whi ch 7 5  p e r  c ent wa s f o r  Ou t e r  
Harbour devel o pment . 
Ta b l e  6 .  3 s ummar i s e s  the basic  f e at ur e s  o f  the three  s cheme s . 
Al l three envi s aged up-r iver d evelopment even though thi s inv o lved 
p ul l ing d own b r id g es , r esuming expensive l and and extensive d redging . 
The number o f  up-r iver b e r ths  ranged wid ely , f rom 1 1  t o  5 4 .  Only the 
S t i l eman and Gi bb s cheme s provided f o r  s e awa rds  d evelopment . 
Inter e s t ingly , the c o s t  e s t ima tes  s ugge s t  that there wa s l i t t le 
d i f ference in c o s t  b e tween ma j o r up-r iver d evelopment ( Buchanan' s 
s cheme)  and minor up-river d evelopment followed by s eaward s d evelo pment 
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TABLE 6 . 3  
Basic  Features of the Buchanan , S t il eman and Gibb S ch eme s 
Buchanan S t il eman Gibb 
1 . Length o f  quay 
( in fee t )  
Up- r iver 2 8 , 900  6 , 1 00  6 , 200  
Seawards  2 6 , 7 00  2 0 , 000  
2 .  Number  o f  
berths  
Up�r iver 54  1 1  1 1  
S eaward s 4 5  3 0  
3 .  E s t imated  co s t  
( g m )  
Up-river 1 3 . 5 ( 1 )  3 . 2  4 . 0  
S eaward s 1 2 . 8 ( 2 )  1 2 . 0 
To tal 1 3 . 5  1 6 . 0  1 6 . 0  
No t e s : ( 1 ) Gibb ' s  e s t imat e .  Buchanan ' s  own e s t ima te was 
Sour c e : 
k 6 ,  7 5 0 , 000 but excluded dredging etc . 
( 2 ) Gibb ' s e s t imat e .  S t i l eman gave no e s t imate  o f  
the cos t o f  s eawards  development . 
F .W .  Tydeman , Report  on  the  P o r t  of  F r eman t l e ,  3 vols 
( P e r th ,  1 9 4 9 ) ,  vol . 2 ,  pp . 76 -85 . 
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( S t i l eman and Gibb ' s  schemes ) .  Up- r iver development had the attraction  
of be ing cheaper ,  a t  least  ini t i ally . However , a thorough r e- ca s t ing o f  
the schemes in the late 1 9 4 0 1 s found that the i r  co s t  had increased 
three fold ; 61  thi s  increase was more t han d ouble the increase in the  
general pr i c e  level . Thi s  sugges t s  tha t the greater par t  o f  the 
increase in co s t s  was due to  omi s s i ons and errors  in the original 
e s t ima tes , rather than increas e s  in the pr ices  o f  lab our and 
ma terials . In par t i cular , the co s t  o f  l and r e s ump tions requir ed f o r  
p o r t  fac i l i t i e s  and ad equa t e  road and rai l  acc e s s  appear t o  have been 
unders tated in the original e s t ima t e s . The ' Bat tle of the Plans ' 
exemp l i f i e s  the pr e-war approach t o  po r t  planning : the fo cus o f  
a t tention wa s o n  s tructural exc ell ence  rather than economy; c o s t ing 
procedur e s  wer e  o f t en rudimentary . Thi s  lax i ty of c o s t ing and 
inve s tment procedures appear s to have been a c ommon feature of publ i c  
inves tment in the early yea r s  o f  the 20th  century . 6 2  
All three p l ans overe s t ima ted t h e  expans ion o f  port trad e . The 
Gibb Repo r t , f o r  example , pred icted  tha t , given pa s t  trend s , trade would 
reach 2 . 6 mill ion tons by 1 9 3 2 -3 3 .  On thi s b a s i s , an extens ion o f  the  
harb our wa s ' an urg ent and immediate  neces s i ty ,  and should be taken in  
hand wi thout delay ,  s ince impor tant works o f  the character required take 
cons id erable  time f o r  the ir cons truc t i on ' • 63  But the onse t  of  
depre s s ion meant that  the pred ic ted trad e  f lows failed to ma t e r i ali s e  
and thi s , wi th the acc ompanyi ng financial  s t r ingency , led t o  the 
shelving o f  p lans for por t expan s i o n .  The ' Ba t tl e  o f  the Plans ' wa s 
f inally resolved no t by technical exp e r t s  or  even by pol i tical force  but 
mer ely by the d i smal power of economic s .  
2 4 3  
The depres s i on year s ,  al though ye ars  of relative qui e tud e in 
port  d evelopment , were no t d evoid of chang e . Table 6 . 2  shows that cargo 
hand led per yard o f  quay averaged 490  tons dur ing the 193 0 ' s �  about 40 
per cent above the l evel of the 1 92 0  1 s .  This points to a gain in 
e f f i c iency due par tly  to reorgani s a t i o n  and minor improvement s  to  
exi s t ing facili t i e s : the FHT s tr ived t o  make the best  of what they 
had . 64 But the gain in ef f i c iency wa s mainly due to the inc reas ing us e 
o f  bulk handling . 
Cargoes such as coal and pho s pha t e s  wer e  handled in bulk us ing 
t he FHT ' s  cranes by t he end o f  the f i r s t  d e c ad e  o f  the 2 0th c entury . In 
1 92 0  the Anglo- I r anian Oi l Company ( now known as Br i t i s h  Petroleum) 
erec ted oil s torage t anks a t  north Fr eman tle and built  a pi pel ine t o  
c arry oil from Vic toria  Quay t o  the ir  t anks . The f i r s t  shi p  t o  us e the 
new f acili t ies was t he tanke r  Bri t i sh Fern which arr ived on 8 Oc t ober  
1 92 0  and put 7 , 53 6  tons  o f  oil  into the tanks . 65  There wa s little  oil  
bunker ing done t hat year but , as we s aw in Chap ter 3 , o il bunker ing 
increased rapidly from the mid-1 9 2 0 ' s  onward s . In 1 9 2 5  S i r  Rob er t Wyl i e  
Cohen ,  Manag ing D i r e c t o r  o f  the Bri t i sh Imperial O i l  Company , vi s i ted  
F r emantle  and ob s e rved tha t the  ' cumb e r s ome handl ing of pe t r o l  in  tins  
6 6  and cases was co s t ing the c ons umer a l arge amount o f  money ' .  Hi s 
C ompany (now known as Mob i l  Oi l )  and the Vacuum Oil C ompany laid 
pipelines to North Quay t o  carry petrol and kero s ene . The se f ac i l i t i e s  
c ommenced operation o n  8 Apr i l  1 92 7  when the tanker Rad ix d i scharged the 
f i r s t  bulk cargoe s  of  pet rol and keros en e . The FHT ob served that thi s 
was ' ano ther mark in the s t e ady pro g r e s s  o f  t he state  1 • 6 7  Ab out two 
year s  later the T exas Oil  Company (Aus t r al i a )  L t d . ins talled a bulk 
pipeline and sho r t l y  bef o r e  the out b r eak o f  the S econd Wo rld War 
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C ommonweal th O i l  Re f iner i e s  Ltd . fol l owed sui t . 
c ompanies were now repre s ented at F r emantle . 6 8  
All the maj or o i l  
However , the maj o r  
l andmark in the progr e s s  o f  bulk handl ing at Fremantle was undoubted ly 
the introduc t i on o f  bulk grain handl ing , and we now turn to , and 
c ons i d er , thi s in detail . 
6 .  The d evelopment of bulk grain hand l ing 
On 2 3  Augus t 1 904 , the s t e amship Es s ex left  Fremantle f o r  
England wi th 2 62 tons o f  l ocally g rown wheat , the f ir s t  recorded whea t  
shipment from We s t e rn Aus t ral ia . 6 9  The fi r s t  wheat expo r t  of  any 
magnit ud e  occurred in 1 90 8 -0 9  when 1 4 , 7 7 4  tons was shipped f r om 
Fremantle . From the s e  humbl e  beg inning s wheat exp o r t s  grew to become a 
mains tay o f  the por t ' s  trad e ,  although , as we s aw in Chapter 3 ,  t he 
prog r e s s  of  the wheat  trad e  wa s far from smooth and uninterrupted . 
The record s ea s on in 1 90 8 -0 9  caught the port unprepared : mo s t  o f  
t he wheat had t o  be sampled and weighed on Vic t o ria Quay i n  the mid s t  o f  
the ord inary work o f  the por t . Handl ing was s l ow becaus e of a lack o f  
proper equipment and the inexperienc e o f  the men . The railway sys t em 
was no t able to s upply enough grain to enable ships  to  be worked 
c ontinuous ly . S tevens , the Sec retary of  the FHT , admi t t ed tha t ther e  
was a ' want o f  s y s t em and c onf u s i o n ' . 7 0  The FHT l o s t  about 6 d p e r  t o n  
o f  wheat  hand l ed a s  it  und e r e s t imated the cos t o f  the wo rk . Faced wi th 
pred i c t ions of heavier c rops  t o  come , the FHT was fo rced to  make urgent 
prov i s ion for  the wheat  trad e . 
At tha t time al l wheat  in Aus t ralia wa s handled in bag s . Bulk 
handling had b een d eveloped in the U . S . A .  as  e arly as the 1 8 60 ' s  and in 
1 90 5  Mr . Palmer , the Eng ineer- in-Ch i e f , had mad e  a detailed examinat i on 
of  American method s . He concluded tha t : 
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there  does no t seem much doub t tha t , o ther things being 
equal , export  in l arge quanti t ie s  c an be more pro f i tably 
carried  on in bulk than in bag s , in ord er , however , to  
s ucceed the ships require t o  be s pe c i ally sui t ed to o r  
f i t ted for bulk trade and a consi d erable amount o f  capi tal  
mus t  be  laid out  in elevat ing machinery and s torehouses . 7 1  
The advantage s  of bulk handl ing included : a saving in the us e o f  
wheat s acks , cheaper hand l ing,  fas ter s h i p  t urn round and po t ent ially 
l ower fre ight rate s ,  bet t e r  us e of rai lway roll ing stock and higher 
prices through impr oved grad ing and cleaning o f  the grain . 7 2  The FHT 
C ommi s s ioner s bel i eved that  bulk hand l ing could enable  them to  ' rid  
thems elves , once and for al l ,  o f  one  o f  the mo s t  t rouble s ome o f  all  the 
problems to be handled , vi z . ,  the  que s t i on o f  · labour ' . 7 3  However , they 
eventually d e c ided to  des ign facil i t i e s  f o r  handling wheat  in bag s  
r ather than i n  bulk . 
There  wer e  a number of  reasons f o r  the pr eference fo r bag 
handling .  F i r s t ly • the devel o pment o f  bulk handling involved c o s t l y  
i nves tment in hand ling equipment ,  s i l o s , railway trucks and o ther 
facili ties . But the volume o f  grain hand l ed at Fremantle was s t i l l  
relatively small which limi ted the po r t ' s  ab i l ity  to reap t h e  economie s  
o f  s cale o f f ered b y  bulk hand l i ng .  Even i n  t he late  1 93 0 ' s ,  Sydney , 
Aus tralia ' s  lead ing wheat por t ,  hand led only 0 . 5 million tons pe r annum ,  
c ompared to over 4 million tons p e r  annum a t  lead ing Canad ian p o r t s . 7 4  
Ano ther problem wa s tha t shipowners  we r e  o f t en reluctant to carry bulk 
wheat and , as  late  as  the 1 92 0 ' s ,  a s ked f o r  higher freight rates  f o r  
bulk wheat than for  bagged whea t . 75  Ships  had to be specially equi pped 
wi th ' shi f t ing board s 1 to s tab i l i s e  t he carg o . 7 6  Sailing ships  wer e 
particularly vulnerab l e  to shi f t ing of  cargo and few shipowners  wer e  
pre pared to  r i s k  carrying bulk g rain around Cape Hor n .  F o r  many year s 
even po r t s  whi ch shipped wheat  in bulk sent some in bag s , purely f o r  the 
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s ake of hold ing and binding the whe a t . The cos t of insurance wa s 
invari ably higher f o r  bulk wheat , es pec ially in sail ing ves s els . There  
was uncertainty as to whe ther We s t ern Aus t ralia 1 s 1 s o f t  1 var iety  of  
wheat would travel as well in bulk a s  the  ' hard ' wheats f r om Nor t h  
Amer ica ;  s ome f e a r e d  that i n  the ab sence of  the pro tection  of a bag i t  
would be mor e  l i able to inf e s ta t ion b y  weevils . D i s charging at t he 
o ther end al s o  needed to be taken int o  cons iderati o n .  In 1 9 1 1  ther e  
were s ix por t s  i n  t he Uni ted Kingdom equipped wi th f ac i l i t ies f o r  
d i s charg ing bulk wheat . But as  late  as the 1 9 3 0 ' s  only two Japan e s e  
p o r t s  pos s e s s ed bulk handl ing e quipment and there was none i n  any Indian 
or Chinese po r t . 7 7  A t  po r t s  wi thout bulk hand l ing equipment i t  wa s 
nece s s ary to r e-bag t he wheat  - an expens ive operat ion . When tramp 
ships arrived to load grain in Aus t ralia the final d e s t ination  wa s no t 
always known; grain p r oducers  would be r eluc tant to risk  load ing them in 
bulk if  they could end up going to a por t  wi th no facil i t i e s  fo r bulk 
wheat . 
Adherence to  trad i t ional prac t i c e s  al s o  impeded the int roduc tion  
o f  bulk hand l ing . B r i t i s h  mi ll ers were ini t i ally unwill ing to acce p t  
bulk wheat unle s s  i t  wa s avai l able  a t  a conces s i onary rate . 7 8  Dur ing 
t he handl ing proces s ,  dus t wa s automa t ically extrac t ed f r om grain 
hand led in bulk . But as lat e  as the 1 9 2 0 ' s  the dus t wa s replaced in the 
g rain before del ivery so tha t  the merchant would r ec eive his cons ignmen t 
as  it  wa s at  the time o f  ' sampl e '  • when he made hi s original dec i s ion t o  
purchase t he grain . 7 9  So i t  had to  be cleaned again later . 
I t  i s  no t sur p r i s ing , therefo re , that the FHT ini tially provid ed 
for  the hand l ing of b agged wheat only . By the end o f  1 91 0  t he port  had 
a large shed on Nor t h  Quay equipped wi t h  five elevat o r s  fo r taking bag s 
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f r om trucks . The eleva t o r s  carr ied the bag s ei ther into st acks in the 
shed or  c onnect ed with conveyor s  which carr ied them acro s s  the s hed and 
whar f  and into the shi p ' s hold . The appl ianc e s  wo rked smoo thly but 
problems were caus ed by bag s  bur s t ing in all d ir ec t ions : 
Hund reds of  bag s reached the Po r t  dur ing the pa s t  year in 
a cond i t ion which made i t  prac t ic ally impo s s ible to hand l e  
them wi thout damag e ;  a number o f  bag s whi ch burs t  ei ther 
on the e l eva t o r s  o r  in t he s tacks were found , on 
examination , to be sup erpho s pha te  bag s whi ch had been 
t urned ins ide out and f i l l ed wi th  gra in;  many , too , wer e  
burned through coming i n  contac t wi th pho s phate or lime , 
and many , again,  were old or  pa t ched or  wi th holes f i l l ed 
wi th gras s , rag s , paper , or  wha t ever el s e  seemed to have 
been handy to  s tuff them up wi th  at  the moment . 80 
However , the machinery worked wel l  and in 1 9 1 3-1 4  the FHT repo r t e d  tha t  
7 5 , 1 4 0  bags  were placed o n  one ship i n  4 0  working hour s . 8 1  Hhe a t  
hand ling , however , remained a hard phys i c al tas k :  a s  we s aw i n  the 
previous chap ter , lump ers had to manhandle  bags of at  least 2 00 lbs and 
s ometimes much mor e . Serious inj ur i e s  wer e  no t unc ommon . 
The FHT e s t ima ted that the 1 9 1 3 -1 4  grain season brought in 
f 1 8 , 300 in po r t  due s and harb our charg e s ; to  tal expend i ture by grain 
c 8 2  ships in F r emantle was e s t ima ted at  t 5 6 , 00 0 . I t  i s  l i t tle  wonder tha t  
t he Trus t was somewhat alarmed when drought ruined the 1 9 1 4-1 5 s e a s o n  
and n o  surplus was avai labl e  for  expo r t .  The following season produc ed 
the heavie s t  crop in the s t a t e ' s hi s to ry ,  but , ironically , l i t t l e  could 
be expo r t ed owing to  the s carcity  of shipping caused by the outbreak o f  
war . Hheat  pi l ed up o n  the wharves and the FHT took urg ent s t ep s  to  
pro tect  t h e  bag s  f r om the winter rains . This p r oblem was repea t e d  
throughout Aus t r a l i a ;  i n  the eas t ern s t a t e s  serious damage was caus ed t o  
t h e  grain by wet wea ther and b y  the ac t i ons o f  m i c e  and weevils .  The 
fed eral government intervened in the marke t ing and shipping of wheat  in 
an a t t empt to  impr ove the s i tua t io n .  I n  He s t ern Aus tral ia , wheat wa s 
2 4 8  
marke ted through a compul s o ry wheat  poo l , organi sed j ointly b y  the 
fed eral and s ta t e  g overnment , f r om 1 91 5  to 1 92 2 . 83  In  1 91 6  the  
Commonweal th Lin e  wa s e s t ablished pr imari l y  to  trans port  Aus t ral ian 
exp o r t s  to Europe . But accord ing to  one e s t ima te i t  would have t aken 
the Line ' s 15 ship s  about eight year s to  shi f t  the wheat surplus of  2 . 5 
mill ion tons ! 8 4  The fed eral g overnment g ave the New S outh Wal e s  
g overnment money to  aid the cons truction o f  s to rag e s i l o s  i n  country 
areas in 1 9 1 7 .  The following year work s tar t ed on a bulk grain t e rminal 
in the Po r t  of Sydney . The la t t e r , comple t e d  in 1 9 2 2 , mad e Sydney the 
f i r s t  Aus tralian port  to pr ovide bulk grain handl ing facili t i e s . 8 5  In 
We s tern Aus t r a l ia , an adv i s o ry board had recommended the ad option  o f  
bulk handling prior  t o  the F i r s t  World War . 8 6  But the outbreak o f  war 
appear s to have hal t ed ac tion on thi s que s t i on and it  wa s no t r evived 
unt il the 1 92 0 ' s .  
In Jul y  1 92 4 , We s t ral ian Farmers  Ltd . , a producers  cooper a t ive , 
exper imented wi t h  bulk handling . 8 7  The s te amer Arna a ve s s el o f  3 , 2 5 0  
tons , was par t ly  loaded in bulk . The whe a t  was sent on board in bags  
which were then s l i t  and their content s emp t i ed into the ship ' s  hold . 
But the exp e r iment canno t have been a great  succe s s  as i t  was no t 
repeated . This was mainly because fre ight r ates  for  bulk wheat  were 
about 2 shi l l ings a ton more than for  bagg ed whea t .  However , in the 
1 92 9 -3 0  season ,  We s tr al i an Farmers L t d .  found that for the f ir s t  t ime 
t hey could ob tain ve s se l s  for  shipping bulk wheat at lower r a t e s  than 
f o r  bagged whea t .  The exper iment with bulk handl ing was repeat ed twi c e  
and found t o  be mor e  pro f i table than i n  1 9 2 4 .  From 1 93 0  rat e s  fo r bulk 
wheat s tayed l ower than for wheat in bags . 
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The 1 9 3 0 ' s  depr e s s ion provid ed the final impe tus f o r the 
introduc t ion of bulk handl ing in We s t ern Aus tral ia .  In 1 93 0 -3 1  there 
was a record wheat crop of 53 . 5  mi l l ion bushel s but the growe r s  received 
l e s s  income t han t hey had in 1 92 0 - 2 1  when the harve s t  was only a quar t e r  
o f  thi s s i z e . 88  O f  t h e  to tal value of the 1 9 3 0-3 1  cro p , ab out 30 p e r  
c ent was p a i d  o u t  b y  growers for  wheat bags , receiving at  country 
s id ing s , railage and hand l ing at  mil l s  and po rt s . 89  I n  evidence given 
before the Royal Commi s s ion on the Dominions in 1 9 1 3 ,  a l e ad ing 
representa tive of We s t ern Aus t ral ian grain produc ers  put their financ ial 
po s i t ion clearly : 
The pri c e  is  regulated  by London Marke t ,  and no thing the 
farmer here can do  wi th hi s hat f ul of wheat , will a f f e c t  
i t  i n  the s l ight e s t .  The only way ,  therefo re , to improve 
t he p o s i t ion is to  e f f ec t  s aving s  in c o s t  of  p roduc t ion 
and tran s p o r t . 90  
The  depr e s s ion s t a rkly revealed the weakne s s  o f  the  farmer s '  po s i t i o n ;  
t he t ime was r i pe for the introduc t ion o f  bulk handl ing . 
In  Jul y  1 9 3 1  Wes t ral ian Farmers  Ltd . submi t t ed a propo sal  to  the 
g overnment f o r  t he ins t alla t ion of a bulk handl ing s ys t em ,  the 
g overnmen t t o  provid e por t  and rai lway facili t i e s  and the c ompany 
country s id ing ins tallat ions . F ive country s id ings  were equi pped wi th  
experimental whe a t  bins and in  1 93 2  a lim i t e d  quan t i t y  o f  whe a t  wa s 
handled in bulk f r om t he s e  s id ing s  to t he mills . The wheat  b ins 
d i f fered from convent ional s i l o s  in tha t they wer e  mad e  from timber and 
i ron obtained f r om old  s torage  s hed s rather than f rom concre te and they 
used a cheap po r tabl e  elevato r .  91 The FHT provid ed tempo rary bulk 
eleva t ing equipment on North  Quay . 
In Oc tober  1 93 2  Mi t chel l ' s Na t ional / Country Party Coal ition  
Government intr oduced a B i l l  to  e s tabl i s h  a trust to  operate  a bulk 
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handl ing sys t em .  The Bi l l  prop o s e d  t o  give the trus t a monopoly  o f  
wheat handling and i t  was t o  b e  f inanced b y  a loan t o  the Wheat Pool  o f  
We s tern Aus t ralia , repayment o f  the loan being guaranteed by the 
government . The B i l l  met with cons ider able oppo s i t ion , par t i cularly in 
r egard to the granting of a monop o ly and the financ ial arrangemen t s . A 
Jo int S elect  Commi t tee o f  both Hou s e s  r e commended pas s age o f  the B i l l , 
s ub j ec t  to amendmen t s , but the B i l l  wa s s t i l l  no t pa s s ed . 92  F o l l owing 
the defeat of the B i l l , in 1 9 3 3  We s tr al i an Farmers and the Trus t e e s  o f  
the Wheat Pool  o f  We s tern Aus tralia  fo rmed a company called Co- operative 
Bulk Handl ing to e s tabl i sh a bulk handl ing s y s t em .  The c ompany s ecured 
l eases  for  s t o rag e bins at 48 railway s i d ing s , bring ing the to tal to  
5 3 .  The c ompany wanted t o  bui l d  more  but Premier Coll ier ' s  new Labo r 
G overnment ( elec ted in Apr i l  1 93 3 ) refus ed  to grant any mor e  leas e s  
pend ing a full inquiry into the whole que s t ion o f  bulk handl ing . 
The g overnment 1 s c oncerns wer e  bas i c ally two fold . F ir s t l y ,  a 
s ec t ion o f  the Labor Party , mainly tho s e  repre s ent ing por t 
c ons t i tuenc i e s , wa s s t rongly oppo s e d  to  the development o f  bulk 
handling . 9 3  They f e ared the s cheme would lead to a l o s s  of empl o yment 
f o r  lumpe r s  and othe r s  involved in the trans port  and hand l ing o f  
whea t .  Thi s fear was not unfounded as  i t  was later e s t ima ted t hat  two­
thirds  le s s  men wer e  requi r ed to hand le  grain in bul k . 94 However ,  men 
were s t ill r equired to t r im the bulk grain into the corners o f  t he hold s 
- an arduous task tha t was no t mechan i s e d  unt i l  af t e r  the Sec ond World  
War . It  was e s t ima ted  t hat  500�550  lumpers would be  d i s placed 
p e rmanently ; the lo s s  o f  about £ 8 0 , 00 0  per  annum in wag es  would have a 
depre s s ing e f e c t  o n  l ocal bus ine s s e s . 9 S The t iming was par t icularly 
embarras s ing for  the Lab or  Party  as  the depre s s ion had cause d  the rat e  
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of  unempl oyment t o  soar to  2 8  p e r  cent i n  the early 193 0 ' s ,  making i t  
impo s s ible f o r  mo s t  o f  the d i s placed lumpers t o  find work . S e condly , 
the Co llier Government had res e rvat ions about bulk handling being run by 
'a  mono poly out s ide  o f  g overnment c on t ro l .  The government f avoured a 
board of management containing repre s enta tives  of government ,  consumer s ,  
miller s , merchan t s , railways and the FHT , but this was s t rongly oppo s ed 
by the wheat produc er s . 96  
The  g ov ernment finally app o inted a Royal Commis s ion , whi ch 
repor t ed in July 1 93 5 .  It  was e s t ima ted tha t  a bulk hand l ing s y s t em 
enabled one man hour o f  e f f o r t  to  shi f t  300 bushels o f  whe a t ; 
originally , one man hour o f  ef fort  s h i f ted only 1 05 bushels o f  bagge d  
whea t . 9 7  Al though thi s wa s a great impr ovement , achieved a t  only one­
quart er of the c o s t  of an orthodox s y s tem wi th concrete s il o s , t he FHT 
cons id ered the sys t em as only 1 a bag el iminating method of handl ing 
whea t ' . 9 8  I t  wa s no s ub s t i tute f o r  an o r t hodox s y s t em o f  concre t e  
s i l o s , wi th ampl e  terminal s t o rag e and rapid cargo-hand l ing 
appliance s .  At Fremantle i t  took about 2 4  hours to  load the amoun t 
l oaded in one hour at Sydney . 9 9  The Royal Commi s s ion recommend ed that 
s ilos  wi th a capac i ty o f  one and a hal f  mill ion tons be con s t ruc t e d , but 
Fremantle did no t acquir e  an ortho d ox sys t em until  after the S e cond 
Wo rld War . Nevertheles s , the Royal Commi s s ion found that the We s t ern 
Aus t ral ian sys t em wa s about 2 .  5 penc e per bushel cheaper than bagged 
hand l ing . In 1 93 5  the to tal s aving amount ed to s even per c ent  o f  t h e  
averag e pr ice  o f  wheat  so  that thi s innovation made a n  impo r tant 
contr ibution t o  the wheat  indus t ry ' s r e c overy from t he 1 93 0 ' s  
depr e s s i on . l OO The Royal Commis s ion rec ommend ed that Cooperat ive Bulk 
Handling be given a s ta t e-wide monopoly o f  wheat marke t ing and the 
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government ,  inf luenced b y  the demons t rated  advantag e s  of bulk hand l ing , 
agreed to the r e commendation .  One s p i n- o f f  f r om bulk handl ing was that 
by improving throughput per l ineal yard of berth , i t  created about four 
s ur plus berths . 1 0 1  Thi s r educed the need for any major  expendi ture on 
harbour wo rks pri o r  to 1 93 9 .  
7 . The p o r t  and urban envi ronment 
F r emantle , in common wi th Aus t ralia ' s  other capi tal city po r t s , 
d eveloped in clo s e  p r oximi ty to  the me t ropoli tan area . We s t ern 
Aus t ralia was unusual in the sense tha t the po r t  (Fremantl e )  and 
admini s t r a t ive  c ap i t al ( P er t h) wer e o r ig inal ly phy s i c al ly d i s t inc t , 
although from the mid-1 890 ' s  suburbani z a t i o n  began to link the two 
towns • 1 02 
' 
Al though the gold  rushe s  caused r a p id popul a t ion growth in 
the 1890 ' s  by 1 90 1  We s t ern Aus tral ia ' s  popul a t i o n  wa s only 184 , 000 . Of 
thi s to tal , approxima t ely 5 6 , 700 o r  3 1  per  c ent  l ived in Fremantle and 
Per th . 1 03 Urbani z a t i on in We s t e rn Aus tral ia inc reased rapidly in the 
1 9 1 0 ' s  and 1 92 0 ' s  but was checked in t he 1 93 0 ' s  wi th the r evival of gold  
mining . 1 04 B y  the  1 9 4 7 cen s us Wes t ern Aus t r al ia ' s population had grown 
to about half a mill ion o f  whom about half l ived in the me tropol i t an 
area . 
As popul a t i o n  increas ed , s o  did  the pr e s s ur e s  on city  land 
use : port opera t i ons b egan to hamper and be  hampered by me t ro p ol i t an 
land us e ac tivi t i e s . However , conf l i c t s  be tween po r t  and city  we r e  les s 
s erious than in o lder por t ci t ie s  s uch a s  S ydney . 1 0 5  Never theles s , 
me tropoli tan g rowth began to  encroach upon the po r t  and complicate  the 
provi s ion of l and t rans p o r t  links wi th the por t . A c omprehen s ive 
analys i s  o f  po r t  and urban land us e ac tivi t i e s  would require  
cons id erable mul t i d i s ci p l inary r e search into  the  economic s tructur e  o f  
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the Ci ty of Fr eman t l e  and fal l s  out s i d e  the scope of thi s thes i s . 1 0 6  
However , i t  is  po s s i ble to o f fer  s ome b r i e f  comment s  about t he por t 1 s 
land transpor t links and the environmen tal impac t of  po rt  ope r a t i ons . 
When the FHT was formed in 1 903 i t  found Cliff  S treet , t he main 
a ppoach to Vic toria  Quay , was crooke d , uneven and poo rly l i t . I t  wa s 
u s ed by all types o f  c i t y  tra f f ic and was cri s s-cro s s ed by railway 
l ine s ; every we ek between 4 ,  000 and 5 • 000 vehi cles  travell ed al ong the 
road to and from t he port  and about 600 l ines of railway t rucks were  
shunted backward s and forward s acro s s  the  s t reet . l 0 7  The resul t wa s a 
c onge s t ed and 1 highly dang e rous thorough f ar e ' . 1 ° 8 By the end of  1 90 5  
the FHT had spent f 2 , 1 3 3  o n  the road and could claim tha t i t  wa s ' a  
f ine , s traight , wel l-built  roadway ' ,  wi th adequate  l ight ing and a broad 
f o o tpath for  ped e s t r ians . 1 0 9  
F r emantle  wa s provid ed wi th railway connections t o  the o l d  s e a  
j e t ty i n  1 8 9 1  and , as  we s aw in Chap ter  2 ,  the wharves were actually 
adminis tered by the Rai lways Depar tment before the fo rmation  o f  the 
FHT . The railway s y s t em ,  which wa s narrow gauge ( 3  feet  6 inche s ) ,  
d eveloped in two direc t i ons : no r thward s , via Per t h ,  which wa s the ma j or 
route , and s outhwards , via Robbs Jet ty . The northwards route c ro s s ed 
the Swan River immed iately ups t r eam of the po rt  and connec t ed wi th the 
Midland Rai lway at Midland Junc t ion and , a f t er 1 9 1 7 ,  p r ovided a 
connec tion to the eas t ern s t a t e s  via the Trans-Continental Rai lway . 
When the Inner Harbour was bui l t  r a i lway l ines were  laid a t  t he f ront 
and rear o f  all the cargo shed s making Fr emantle  the best s e rved po r t  in 
Aus tralia as far a s  r a ilways were concerned . l l O  The railway l ines in 
f ront of  t he she d s  enabled carg o  to be trans ferred direc t from ship  to 
t ruck and vice ver s a ,  avo iding d ouble handl ing in t he wharf shed s . On 
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sverag e , about 50  per  cent o f  t o t a l  car g o  tonnage wa s d i r e c t l y  
trans f erred between ships  and r a i lway t rucks or road veh i cl e s . 1 1 1  
However , rail acce s s  between Vic t o r i a  Quay and the North Quay was via 
the main l ine only and both the mainl ine and the port s y s t em operated in 
a res t r ic ted land area behind the wha rves . In the late 1 94 0 1 s i t  was 
ob s e rved that  the s y s tem had ' grown up over half a century into a 
c ramped lay-out , barely ad equa te to meet  the trad e of the moment ,  no t 
capable o f  overload ,  and ine f f i c i ent in operat ion ' . 1 1 2  A maj or reas on 
for thi s wa s the limi ted land areas available fo r railway acc e s s ,  
e s pecially on V i c t o r ia Quay . 
Due to data limi tations i t  i s  po s s ib l e  to clearly d i s t ingui sh 
be tween cargo carr ied to and from the port  by road , rail and o ther means 
only in 1 93 8-3 9 . 1 1 3  Table  6 . 4 shows that  in 1 93 8-3 9  almos t  one-ha l f  o f  
the port ' s  cargo was moved b y  rai l ,  about one-quar ter b y  road and about 
one-quarter  by pipeline . F r emantle  had never had a signi f i cant 
t ranshipment trade and c oal bunker ing had dwindled to ins igni f i c ance by 
1 93 9 .  There  was original ly a bus t l ing light er  traffic  on the Swan River 
be tween F remantle and Perth . I t  r eached a peak o f  9 1 , 000 tons in 1 92 4  
but thereaf t e r  began a s t e ady decl ine ; i n  the 1 9 3 0 ' s  i t  s l umpe d  
dra s t ically to about 3 0 , 000  tons p e r  annum due t o  the s t i ff c ompe t i t io n  
o f fered by t h e  burgeoning number of  motor  transport  firms . 1 1 4  T h e  two 
c ompanies operat ing lighter s ceased o p erat ions at the end of S e p t embe r  
1 93 8 .  The fac t  tha t almos t  one- half  o f  the po r t ' s  trade was car r i e d  by 
rail helped r educe p res s ur e  on the road sys t em .  By contra s t , in S ydney , 
where the topography made the provi s i o n  of  rail acces s c o s t l y  and 
d i f f icul t , only about 1 3  per c ent  of por t trade was car r i ed by r a i l , 
put t ing cons i d erab l e  s t r ain on the road netwo rk . l l 5  
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TABLE 6 . 4  
Trans port o f  Cargo to and f rom the P o r t  of Fremantle 
1 93 8 -3 9  
Me thod Ton s  % o f  to tal tonnage 
Rail 82 8 , 1 3 0  4 7 . 1  
Ro ad 4 7 6 , 3 0 3  2 7 . 1  
Pipeline 4 1 9 , 9 8 2  2 3 . 9  
Coal ( over- s ide  
into  hulks ) 1 2 , 93 1  0 . 7  
Lighter 7 , 2 9 1 0 . 4  
Transhipment 1 2 , 9 7 2  0 . 7  
To tal tonnage 1 , 75 7 , 60 9  1 00 . 0  
S ourc e : F . W .  Tyd eman , Repor t  o n  P o r t  o f  F r emantle , 3 vol s , ( P e r t h , 
1 94 9 ) ,  v ol . 3 ,  Appendix 1 9 .  
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Al thoug h  environmental pr e s s ur es wer e  probably l e s s  o f  a c oncern 
in We s t ern Au s t r alia than in the  mor e  d en s ely popula t ed and heavil y  
i ndus t r ia l i s e d  eas t ern s ta t e s , p r o b l ems d i d  ar i s e  f r om t ime t o  t ime . 
Earlier in t hi s  chaper we s aw that  concern about the e f fec t o f  p o r t  
o per ations o n  the Swan River  l ed t o  s ome o ppo s i tion  t o  f ur ther up-r iver 
expan s ion . In 1 9 2 8  t he Mini s t er for Public  Wo rks al s o  o p po s e d  
d evel opment s outh  o f  t he r iver mouth o n  t h e  ground s t ha t  i t  would s po i l  
F r emantle a s  a s eas id e  r e s or t , t urning i t  into  ' a  mer e  ma s s  o f  wharve s 
and boat s '  . 1 1 6  Th e advent o f  o i l bunker ing and bulk o il handl ing i n  t he 
ear ly 1 9 20 ' s ,  which wa s d i s cus s ed earlier , increas ed the  dang e r s  o f  f i r e  
and wa ter p o l lu t i o n .  I n  1 9 1 1  t he Ma r ine Underwr i t er s '  As s o c ia t i o n  o f  
We s tern Aus t r a l i a  reque s ted separate fac i l i t ie s  for  o il shi p s  and a 
t ight er  cont r o l  o f  inflammab le cargoes . Th e  FHT a g r eed t o  make them 
b e r th on the  nor th s id e  of the harbour and provide an ins pec t o r  t o  
p r ev ent  smoking and o ther f i r e  hazard s . 1 1 7  In the e ar ly 1 9 2 0 ' s f ur ther 
r egula t ions governing n ight  working wer e int r oduced . 1 1 8  However , the s e  
s eem t o  have b een mainly d i r ected  again s t  the  threat  o f  f i r e  b ec aus e i n  
1 9 2 6 ,  when the Or i ent S t e am Navigat ion Company ' s  Or ama c o l l ided wi t h  t h e  
q uay and bur s t  an o i l  p i pe , t h e r e  we r e  no r egul ations  o r  appl iance s  t o  
guard agains t o il s p i l l s . As a consequence , about 3 0  tons o f  o i l  
e s c aped into t h e  harbour . l 1 9  
Po r t  o pe r ations c an b e  po t entially hazardous but  l i t t l e  t hought  
appear s to have b een g iven to the d angers  o f  loca t i ng port  fac i l i t ie s 
c lo s e  to urb an areas  p r i o r to the outbreak o f  t he Se c ond Wo rld  War .  
However , although Fr emantle  e s caped direct  war t ime d e s t r uc t io n , she 
e xper ienced a s e r ious f i r e  o n  b oard a ship i n  the Inner Ha rbour . 1 2 0 But  
concern for env i ronmental  i s sues is  largely a po s t-1 9 4 5 phenomenon and , 
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a s  such , fal l s  out s i d e  the s c o pe o f  thi s the s i s . In summary , 
c ompe t i t ion b e tween port  and me t r o p ol i tan land use act ivi t ies  was in i t s  
infancy in our period . A breakout from the confines o f  the Inner 
Harbour was no t nece s s ary until t he 1 950 ' s ,  when Fremantle was abl e , a t  
last , to exp l o i t  the deep-water  and ex tens ive land ar eas of Cockburn 
Sound . 
* 
* * * * * 
Wi th the opening o f  the Inner Harb our in 1 8 9 7 , Fr emant l e  became 
t he f i r s t  Aus tral ian p o r t  to ent e r  J .  B i rd ' s  era of s imple l ineal 
quayag e . The fi r s t  four decad e s  o f  the 20th century saw the harbour 
progre s s ively deepened to  36 feet , an abor t ive a t tempt to  provide a d ry­
dock , mod e s t  exten s i ons of wharfag e , the provis ion of more cargo- sheds 
and handling equi pmen t , and the d evelopment of  bulk o i l  and grain 
hand l ing . However , no spec ial fac i l i t i e s  wer e  provid ed for 
pas s eng er s : t he us ual prac tice  was t o  clear par t of  a c argo shed and 
use  thi s for  baggage and cus t oms clearanc e . A pa s s enger terminal wa s 
no t provided unt i l  1 9 60 by which t ime the ports  had already l o s t  the 
b a t t l e  fo r human freight . The improvemen t s  and extensions that were 
made in our period  had only a l imi t ed impac t on the por t ' s  phys ical 
geography . Numerous s chemes fo r po r t  development wer e  propo s e d  during 
t he 1 92 0 ' s  and the i s sue of up- r iver versus seawards  d evelopment b e c ame 
a mat ter  of  pub l i c  controver sy . The repo r t s  of eminent eng ine e r s  such 
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a s  Si r Ge o rge  Buchanan - and Si r Al exander Gi bb and Pa r tner s c onfirmed 
that up-r iver d evelopment was ini t ially p r e f er able but the d e pr e s s ion 
intervened and none o f  their  s chemes we r e  impl emented . C .Y .  O ' Co nno r ' s 
s cheme provided the p o r t  wi th  an infras t r uc t ur e  which coped adequa t e l y  
with  t h e  r e quir emen t s  o f  t rade and shipping unt i l  a t  leas t half-way 
through the 2 0 t h  c entury . 
Engineer s l ike C .Y .  O ' Co nno r and h i s s uc c e s s o r s  a s  Engineer- in-
Chief , played a vi t al role  in the d evelo pment o f  t he por t . C .  Y .  
0 1  Co nno r _d emons t r ated  that  wi th man' s growing engineer ing c apab il i ty , 
the emphas i s  could b e  on man ' s want s rather t han nat ur e ' s  s up p ly , s ince 
p o r t s  c ould be  c reated  a t  s i te s  where  geographic al cond i t ions wer e  no t 
immed iat ely favourable . C . Y .  0 1  Connor wa s  an out s t and ing exampl e  o f  
' t he g eneral p r ac t i t ioner s '  o f  t h e  engineer ing p r o f e s s ion ,  men who c ould 
t urn their hand s t o  a wide r ange o f  pro j ect s , includ ing , in hi s case , 
r ai lways and a p i p e l in e  t aking wat er ab out 3 50 mi les  f r om the out skir t s  
o f  P erth t o  the e a s t ern g o ld f ie ld s . 1 2 1  He was par t o f  ' a  va s t  army o f  
highly c omp e tent , c reative , and r emarkably c ommunic ative  pro f e s s i o nal s 
who s e  collec t ive f ie ld s panned the ent ire  wor l d ' . 1 2 2  In the Ind ian 
Oc ean r egion alone , t he po r t s  o f  Ma dras , Du rban , Co l omb o ,  Ba tavia  and 
C-o chin , s e rv ed as shining exampl e s  of man ' s ab ility  to overc ome the 
-
c ha l l enge s  o f  natur e . l 2 3  Th e l ives  and achievement s  o f  t he eng ineers  
who carved out  the  phys ical foundat ions o f  t he Bri t i sh Empire hav e  no t 
a t trac ted much a t t ention  f r om hi s t orians . l 2 4 Th i s  i s  clear ly an area 
w�rthy o f  fur ther r e s earch . 
Eng ineer s ,  u s ually p r eoccupied wi th s t ruc tural excellenc e , wer e ,  
o f  cour s e , no t the only influenc e s  on Fr eman t l e  1 s d evel o pment . The 
p o r t ' s d evelopment ( and non- d evelopment) wa s the r e s ul t  o f  a c omp l ex 
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proc e s s  o f  dec i s i on-making and ad j us tment i n  which a larg e  number o f  
int ere s t s , includ ing the FHT , g overnment and port us ers played a p ar t . 
The FHT , anxious to make Fremantle  ' a  fi r s t  clas s por t ' ,  s trove to gain 
the depths  and o ther f ac i l i t ie s  required to  s e rvice the wo rld ' s  l arge s t  
ships . Such effo r t s  led them to sup p o r t  scheme s � such as deepening the 
ent ire harbour to 3 6  feet , which c ould no t be jus t i f ied on the bas i s  o f  
usage or harbour finan c e s . Cons i d er a t ions o f  por t  pr e s t i g e  tend ed to 
lead to build ing well in exc e s s  o f  d emand . In 1 93 4 ,  Mr . McCar tney , then 
Manager o f  the FHT , gave an inter e s t ing ins ight into the por t  
authori ty ' s  t hinking : 
I feel  we ar e over- e f f i c ient mechanically as compared wi th 
what  we are  called upon t o  d o .  You may query the 
nec e s s i ty for tha t cond i tion  o f  affair s ,  becaus e tha t mus t 
repre s ent  expendi t ure which i s  no t e arning . The overplus 
of power is  a splend id s t andby for  the farming or shipping 
c ommunity , inasmuch as if t hey were behind in deliver i e s  
o n  one day • and i t  were  nec e s sary to  has t en up o n  some 
f ollowing d a2) the s urplus o f  machinery would enable t ha t  t o  b e  done . 1 
The ' overplus o f  powe r ' was und oub tedly a spl end i d  standby ; it  wa s al s o  
an expens ive one wi t h  major  imp l i c a t i ons f o r  p o r t  charges and s ta t e  
budge ts . However , the FHT ' s  approach to po r t  development wa s f a r  from 
uni que ; on the contrary , the d evelo pment o f  Aus tralia ' s  We s t ern Ga teway 
exemp l i f i e s  wha t  G .  Jacks on has apt ly termed the ' chang e and cons t ruc t ' 
era of port  d evelo pment . l 2 6  
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CHAPTER 7 
The Financial Performance of the Fremantle Harbour Trus t 
1 903 to 1 9 3 9  
In the previous chapter we examined the phys ical development o f  
the port be tween 1 903 and 1 93 9 .  The FHT ' s  financial capability  
obvious ly had a maj o r  impact on  the port ' s  response to changes in  trad e , 
ship and pas s enger f lows . Wi thout adequa te finance new cons truc t ion and 
even routine maintenance could be inadequate , result ing in a lower 
quality of port s e rvices . However ,  between 1 9 06-07 and 1 9 38-39  the 
capi tal inves ted in port wo.rks increased from t 1 , 404 , 000 to 
£ 3 , 0 6 9 , 000 . In 1 9 0 6-07 about £ 2 . 5 was inves t ed for  every ton of  cargo 
handled and in 1 9 3 8-39  about £ 1 . 7 ,  a contras t whi ch sugges t s  that the 
port was over-cap i t ali sed in the early years o f  this century . 1 In o rd e r  
to  understand how the FHT financed this  inves tment we will examine por t  
income and expendi ture pat terns , charging prac t i ces , sources of  capi tal  
funds and the profi t ability of port operations . 
The port  was such an apparent financial succes s that shipowner s 
complained that the government was us ing it  as ' a  taxing machine ' .  In 
effect , the government was accused of explo i t ing the po rt ' s  monopoly 
powers to provide a s ource of general revenue . We will examine the 
extent to whi ch this complaint was jus t ified . However ,  before we can 
deal with charging practices i t  i s  neces sary to dis cus s the legi s l a t ive 
cons traint s on financial policy and the FHT ' s  revenue s ources and 
expendi ture pat t e rns . 
1 .  The legis l a t ive framework 
When the FHT was e stabli shed in 1 903 , the Commiss ioners  stated  
that their aim was  1 to  cheapen the port  and to  provide efficient and 
rapid s ervices ' . 2  But they quickly found that they had limi ted  power to 
make changes , par t icularly in the area of finances . Although the FHT ' s  
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l egal respons ibi l i t i e s  wer e  di s cus s ed i n  detail i n  Chap t e r  2 , i t  is  
u s eful to inc lud e  here  a s ummary o f  those  relat ing to  port  f inanc e s . 
The Fr emant le  Harbour Trus t Ac t 1 9 0 2 , whi ch es tablished the FHT , 
ins t ruc ted i t  t o  pay s urplus es  to  Cons olidated Revenue af ter deduc t ing 
operating cos t s , int e r e s t  on borrowed funds and the cos t  of providing a 
s inking fund for  the redemption  o f  the capital  deb t . However ,  there was 
c ont rover s y  over the value o f  the cap i t al to  be ves t ed in the Trus t and 
unt t l  this was s e t t l e d , i t  wa s no t p o s s ible to make int erest  and s inking 
f und paymen t s . Th e Trus t simply paid all surplus revenue into  
Consolidated Revenue :  in the  first  three years o f  oper a t i on alone 
payment s t o t a l led t l SS , OOO . Th e FHT Commi s s ioners complained that they 
had reques ted ins t ruct i on f rom the government on f inancial ob j ec t ives  
but  ' t he mos t  that  wa s ever a t t ained was tha t the Commi s s i oner s  were 
d e s i red to  work the Harbour to  the be s t  advantage po s s ibl e ,  f rom all  
p o ints  of view ,  and t o  render i t  popul ar wi th the trad ing and shipping 
communi ties . 1 3 Thi s  was hardly an illuminat ing 1 guideline 1 , and in  
o rder to  make i t s  int ent i ons clearer  the government pas s ed an  Amendment 
Ac t in 1 9 0 6 . 
The Amendment Ac t provided the government wi th the power to  
r evi se p o r t  charges  if  r evenue was  cons i d ered ei ther exc e s s ive or  
insuf f i c i ent t o  mee t  the needs  of the por t . The FHT was required to 
provide inter e s t of three and a half per cent on loan funds and make a 
c ontribut ion o f  one per  cent of the capital  debt to a sinking fund . A 
Renewal s  and Replacement Fund was e s t ab l i s hed t o  provide f o r  the 
r eplacement o f  as s e t s . However , the appropriat ions t o  the fund were . to 
be l imi ted t o  f 2 , 000  per annum, a move that appears to have been 
d e s i gned to  allow the government maximum acce s s  to por t  prof i t s . Thi s 
s everely l imi ted the FHT 1 s abi l i ty to fund inves tment f r om internal 
s ources , an i s sue we exp l o r e  later in the chap t er . 
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The 1 9 06  Ac t also  gave the Trus t power t o  levy a Harbour 
Improvement Rat e  no t exceeding one shi l l ing per ton on all  good s 
d i s charged and shipped through , the port . Thi s  was des i gned to  rai s e  
fund s for  the i l l- f a ted dock d i s cus s ed i n  the previous chap t e r . 
The Trus t calcul ated  that in order to mee t  the cos t of  the 
s t atutory charges required under the new Ac t they needed t o  increas e 
wharfage rates  by 3 0  per cent . 4 However , the government ind i cated  tha t 
i t  �egarded p ort  t axa t i on as  ' a  fair  means o f  supplement ing our r evenue ' 
and order ed the Trus t to  collect  three  shi l l ings per ton ext r a  inwa r d s  
wharfage o n  alcohol i c  beverage s ,  c i gars , cigare t t e s , p r e s e rved mea t s ,  
grain , flour , bran , p ollard , chaf f , fodder , sugar (and by- p roduc t s  o f  
s ame ) , cement , mal t ,  lubricat ing o i l s  and greas e ,  f i r e  b r i cks and 
c l ay . 5 Al though the surcharge appears to  have been imposed  on a rather 
rand om s elect ion o f  i t ems , one may suspect  that the choice  o f  i t ems wa s 
a f f e c t ed by the p o l i t ical  bargaining of s ome imp o r t e r s . In  1 9 0 7  the 
general wharfag e  rate for cargo handled through the sheds was increa s e d  
b y  3 0  p e r  cent t o  three shi l l ings p e r  ton , plus a surcharge  of  three  
shill ings p er  t o n  on t he  above cargoe s .  At  the  s ame t ime as the r a t e s  
were increased the government ordered the FHT t o  abo l i s h  outward s  
wharfage o n  goods , including agr i cul t ural pr oduce proce s s ed wi thin the  
s t ate . Th e government t o ok the  oppo r tuni ty to bring the  r a t e s  at the  
s t at e ' s  o ther por t s  into  l ine wi th t ho s e  at  Fremantle  and t o  provid e  
that goods whi ch paid  whar fage a t  any one s t a t e  p o r t  could  b e  admi t t ed 
into any o ther s t ate port  f ree o f  whar fage . 6 Before  we d i s cus s t h e  
reasons f o r  the s e  move s i t  i s , however , nec e s s ary to  examine t h e  FHT ' s  
r evenue s ources and expend i ture pa t t erns . 
2 .  Th e FHT ' s  r evenue s ources  and expendi t ure pat t e rns 
When the FHT took off i c e  in 1 9 0 3 , it  inhe r i ted  a scale  of 
charges devi s ed by the Depar tment of  Rai lways and the Harbour and Ligh t s 
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Department . As at  mo s t  port s ,  the charges  fell  into two main group s : 
those  levied on ships  and tho s e  levied on cargoe s . Dues on ships  wer e  
based o n  the tonnag e  o f  ves s e l s , a sys t em generally accepted throughout 
the Bri t i sh Emp i r e  and dating back to  the Bri t i sh Merchant Shipping Ac t 
o f  1 8 5 4 . Due s  on cargoes  were  based on the freight  ton (2 , 2 4 0  lbs ) or 
the measurement t on (40  cubic fee t )  depending on which yielded the  
greates t revenue . Charges agains t ships  wer e  usually paid by the 
shipping compani e s  and charges  agains t cargoes  by the cons ignee s . 
Table 7 . 1  i l lus t r a t e s  the maj o r  revenue s ources in s e l e c t e d  
years be tween 1 9 1 0  and 1 9 3 9 .  Wharfage r a t e s , whi ch were des igned t o  
cover the c o s t o f  p r ovid ing wharves and relat e d  fac i l i t i e s , were  levied 
on each ton o f  cargo l anded or shipped . De s p i t e  s ome exemp t i ons and 
conce s s ions to be  d i s cus s ed shortly , wharfage rate s  provided the main  
s ource o f  r evenu e ,  a ccount ing for  43  per c ent o f  the  t o t al in 1 93 8 -3 9 .  
Cargo-hand ling charg e s , als o levied on each ton o f  cargo handled , wer e  
the next mo s t  imp o r t ant s ource of  revenue , a c c ount ing f o r  33  per cent o f  
the t ot a l  i n  1 93 8 -3 9 .  As we s aw in Chap t e r  2 ,  the FHT was the only 
Aus t ralian port  authority  to  undertake the task of cargo-hand l ing , and 
it is  clear that it made an important cont ribut ion to  port revenue s . 
In 1 9 3 8-3 9 t onnage rates , d e s i gned t o  c over the c o s t  o f  
maintaining harbour channel s  and light s ,  accounted  for 1 1  per cent of  
revenue . The Harbour and Light s Depar tment had a s s e s s ed tonnage dues on  
th e  siz e  of  ship s a n d  had  t aken no  account of the  amount of wo rk a ship  
did while  in por t .  Thi s d i s couraged l iner s  f rom call ing to l and or  load  
small cargoes . For  examp l e ,  ships  trad ing wi th Ind ia  were in  the  hab i t  
o f  call ing at  F r emantle  t o  land small cargoes  o f  b etween 1 00 and 1 5 0  
t ons . Th e s e  carg o e s  includ ed corns acks , wo olpacks and other commo d i t i e s  
required b y  f a rme r s . The shipping compani es  had c omplained that por t 
dues we re  eat ing up the pro f i t s  from handl ing thes e  small cargoes  and 
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Table 7 . 1  
Maj o r  Componen t s  of  the Fremantle Harbour Trus t ' s  Revenue 
S el e c ted  Year s , 1 909-1 0 to  1 9 3 8-3 9 
1 90 9 - 1 0 1 9 1 9-2 0 1 92 9-3 0 1 93 8-3 9  
Revenue t ' OOO % R ' OOO % f ' OOO % k ' OOO % 
Cargo-
hand ling ( a )  3 4  2 5 . 4  95  33 . 7  1 7 8 3 1 . 7 1 7 0  33 . 2  
Wharfage ( b )  6 5  4 8 . 5  9 1 3 2 . 3  22 7 4 0 . 5  2 1 9  4 2 . 8  
Tonnag e ( b )  7 5 . 2  54  1 9 . 1  81  1 4 . 4  54  1 0 . 5  
Pilo tage ( b )  7 5 . 2 1 5  5 . 3 2 3  4 . 1  2 3  4 . 5  
Harbour Imp rove-
ment Ra t e  2 1 . 5 9 3 . 2  30  5 . 3  2 9  5 . 7  
Mi s c ellaneous 1 9  1 4 . 2  1 8  6 . 4  22  4 . 0  1 7 3 . 3  
Total  1 3 4  1 00 . 0  2 8 2  1 00 . 0  5 6 1  1 00 . 0  5 1 2 1 00 . 0  
No t e s :  ( a )  Includ e s  r evenue f rom handl ing and s t eved o r ing charges , 
c rane and wheat gear hire . 
( b )  Includ ing sur tax f rom 1 9 20  onward s .  See  t ext . 
S ource : FHT , Annual Re po r t s  
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that if  dues could no t b e  reduced they would by-pas s Fremant l e . The 
We s t  Aus tral ian cargo would then have to  be trans-shipped f r om Melbourne 
or  Sydney , adding to the cos t of  thes e  agricultural supplies 7 • In  1 9 0 5  
the FHT persuaded t h e  government to  allow ships working cargoes  which  
d id no t exceed one- quar t e r  of their  ne t regi s t ered tonnage  to  ge t a 
conce s s ion of 5 0  per  cent o f f  tonnage dues . Thi s  conc e s s ion s aved 
ves s els  wo rking smal l  cargoes  about t l , 7 5 0  in 1905-06  and , according to 
the . FHT , ' s hould c e r t a inly be  counted in any argument s that may be  us e d  
in favour o f  popul a r i s ing t h e  por t ' . 8 
In  1 9 3 8-3 9 p i l o t age  accounted for four per cent of revenue . 
Prior t o  t he inc e p tion o f  the FHT this had been calcul a t ed on t h e  
draught of ves s e l s  whi ch meant that a small sailing s h i p  could pay 
almo s t  as  much as a s teamship . In their f i r s t year in o f f i c e  the FHT 
Commi s s i oners ordered that p i l o t age should be bas ed on a ve s s e l ' s  ne t 
regi s t ered tonnage in o rder t o  make the charges mor e  equi t abl e . 9 
We have already s een that in 1906  the FHT was gran t e d  power to  
levy a Harbour Imp r ovement Rat e  not exceed ing one shill ing per  t on o n  
all  goods d i s charged and shipped through the port . Thi s  was o r i ginal ly 
d e s i gned to rai s e  funds to pay for  the propo s ed d o ck and was l evied a t  
6d  per ton o n  inwar d s  cargo from July 1 9 0 8  onwar d s . Onc e e s t ab l i shed , 
inertia  appears t o  have s e t  i n ,  because i t  was s t ill  in exi s t ence i n  
1 9 3 9  yi elding s ix p e r  cent of revenue . A s imilar fa t e  b e f e l l  a 
' t emporary ' sur t ax o f  2 0  per  c ent impo s ed in Augus t  1 9 1 7  t o  b oo s t  po r t  
revenue whi ch had been s everely reduced by the outbreak o f  the Fir s t  
World War . Remarkably , the  Harbour Improvement Rat e  and War Sur tax 
survived unt i l  1 9 5 6  when they wer e  both ab s o rbed into the general 
tari f f . As we will  s e e  l a t e r ,  the s urvival o f  the war s u r t ax 
cont ributed to a chorus o f  cri t i c i sm of port charges  throughout the 
1 9 2 0 ' s  and 1 9 3 0 ' s .  
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Table 7 . 2  i l lus t r a t e s  the ma j o r  expend i ture items i n  s e l e c t e d  
years be tween 1 9 0 9 - 1 0  and 1 9 38-3 9 .  The ma j or i t em o f  expend i ture wa s 
capital debt charge s ,  covering int e r e s t and repayment of  borrowed fund s , 
a l though the s e  f ell  f r om 5 9  per c ent t o  40 per  cent o f  t o tal expendi ture  
b etween 1 90 9 - 1 0 and 1 93 8-3 9 . Th e heavy burden of capi tal debt charg e s  
reflected the s ub s t an t ial inve s tment that was required to  e s t abl i s h  and 
exp and the p or t . Th e s e  f ixed co s t s  had to be serviced regard le s s  of the 
s t ate  of  t rade and shipp ing : and ,  as we shall s e e ,  thi s could be  a 
s erious problem when t rade wa s depres s ed .  Cargo-handl ing cos t s  wer e  the 
o ther maj o r  c a t e g ory of expendi tur e , account ing for 38 per c ent of t o t a l  
exp endi ture in  1 93 8 -3 9 . A d e t a i l e d  analy s i s  o f  cargo-handling cos t s  was 
und ertaken in  Chap t e r  5 ,  where i t  was f ound tha t at leas t 7 0  per  c ent o f  
outlays wen t  o n  wag es , a reflec t i on o f  the labour intens ive nature of  
cargo-handl ing . 1 0  
Ma intenance exp endi ture includ ed dredging , repai r s  t o  wharv e s  
and cargo s h e d s  and g eneral port  maintenanc e .  This cat egory g r ew t o  1 3  
per  cent o f  t o tal  exp end i ture in 1 9 2 9-30  but was cut-back in the 1 9 3 0 ' s  
and by 1 9 3 8 - 3 9  accounted for  only s even per cent o f  t o tal expend i ture . 
Admini s t rat ive exp en s e s  includ ed o f f i c e  salar i e s  and exp ens e s , 
Commi s s ioner s ' f e e s  and general expens e s . Thi s category increas ed  
s l igh t ly in r e l a t ive imp o r t ance after  1 9 2 0  but al s o  accounted f o r  only  
s even per  cent  o f  t o t al expendi ture in 1 9 3 8 -3 9 .  P i l o t age expens e s  
averaged about f ive p e r  cent o f  total  exp endi ture and covered  the c o s t  
o f  the Harbour Ma s t e r ' s  Depar tment , pilo t s  salaries  and the c o s t o f  
running the p i l o t  boat s . 
Exp endi ture on cargo-handl ing and pilo tage can be dire c t ly s e t  
agains t revenue i t ems and i t  is  apparent that cargo-handling was muc h  
more pro f i table  than pilo tage . The contr ibut ion of  cargo-handling to  
port  f inance s  and the g eneral pr o f i t ab i l i t y  o f  port  operat ions wi l l  be  
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Table 7 . 2  
Maj or Component s o f  the Fremantle Ha rbour Trus t ' s  Expend i ture 
S el e c ted Year s , 1 90 9 - 1 0  to  1 93 8 -3 9  
1 9 09-1 0 1 9 1 9-2 0 1 9 2 9 -3 0 1 93 8 -3 9  
E xpend i ture � ' 0 0 0  % £ ' 0 00 % £ ' 000  % f ' ooo % 
Ma int enance 5 4 . 5  1 9  8 . 5  4 6  1 2 . 8  2 9  7 . 0  
Cargo-hand l ing 2 9  2 6 . 4 84  3 7 . 5  1 5 7  43 . 6  1 5 6  3 7 . 9  
Admini s tr a t ion 5 4 . 5  1 0  4 . 5  2 1  5 . 8 2 8  6 . 8  
Capital deb t  
charges  65  5 9 . 1  95 4 2 . 4  1 09 3 0 . 3  1 6 4 3 9 . 8  
Pilotag e  5 4 . 5  1 0  4 . 5  1 9  5 . 3  2 3  5 . 6  
Mi s cellaneous 1 0 . 9 6 2 . 7  8 2 . 2  1 2  2 . 9  
To tal  l l O  1 0 0 . 0  2 2 4  1 0 0 . 0  3 6 0  1 00 . 0 4 1 2 1 0 0 . 0  
No te : Wher e  per c entages do no t add to 1 00 . 0  thi s i s  due to  round ing . 
Source : FHT , Annual ReEo r t s 
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c onsider ed i n  d e t a i l  later  i n  the chap t er . To nnage r a t e s  wer e  
o s t ens ibly d e s igned t o  cover t h e  co s t  o f  p r ovid ing and maintaining 
c hannel s  and l ight s but  s uch exp endi tur e wa s includ ed  under the g eneral 
heading o f  maint enanc e . Whar fage rates , the main s ource o f  r ev enue , 
c overed all  r emaining c o s t s . 
3 .  The d i s t r ibut ion  o f  por t  charges  
Th e above  d i s cus sion  of  t he FHT ' s r evenue s our c e s  has  s hown that  
mo s t  income c ame f r om cargo-hand l i ng and whar f age  charges which were 
b o rne by  cons ignees , n o t  shipowner s .  The d e s ir e  to a t t r ac t  shipping and 
keep freight r a t e s  l ow led the FHT to c o l l e c t  mor e  r evenue from good s · 
t han from s h i p s . Th e mai l  s t eamer c once s s ion  p r ovi d e s  a g lar ing examp l e  
o f  the b ia s  in f avour o f  shipping . 
When the FHT Commi s s ioners a s sumed o f f i c e  i n  1 903 they f ound 
that mail  s te amers paid a consolidated charge o f  [ 3 0  to cover al l por t 
c harges . In Chapter  2 we s aw that  thi s conc e s s io n ,  whi ch wa s intro duced 
at  Albany in 1 8 9 2 ,  wa s ado pt ed at  Fr emantle  a s  par t of the a t t emp t t o  
lure the mai l  · s t eame r s  t o  us e the new Inner Ha r b our . Th e Tr us t 
pro t e s ted t ha t  mail  s te amer s s ome t imes worked a s  much as  9 0 0  t ons  o f  
c ar g o ,  hand led large numb er s o f  pa s s eng er s and t o ok g o l d  a t  very p a yabl e  
-
fr e igh t s  ' and were thus enjoying a mo s t  d i s t inc t advan tage over the ir 
l es s  pre tentious  s i s t er s '  . 1 1  In 1 9 03 a s t eamer o f  2 , 0 00 t ons , entering 
wi th a f ull c argo and sail ing empty , no rmally paid  f. 93 in due s . 1 2  
Na turally , the ma i l  c omp anies  v ehemently ob j ec ted  t o  the proposed  l o s s  
o f  thi s valuab l e  conce s s ion and claimed tha t  t h e  government had promi s ed 
t o  maintain the c onc e s s ion  f o r  the l i fe o f  the  cur r en t  mai l  contrac t . 
This \va s even t ually conceded b y  the government and the conce s s ion 
c ontinued t o  the  end of Feb ruary 1 9 0 5 . 
F i gur e  7 . 1  i l lus t r a t e s  t he percentag e share o f  e arnings p a i d  by 
cons ignees  and shipowner s be tween 1 9 1 1 -1 2  and 1 93 8 -3 9 .  In 1 9 1 1 -1 2  cargo 
p e r  c e n t  
9 0  
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7 0  
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5 0  
4 0  
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1 0  
F i g u r e  7 . 1  
T h e P e r c e n t a g e  S h ar e  o f  t h e  F r em an t l e H a r b o u r  Tr u s t ' s  R e v e n u e  
C o n t r i b u t e d  b y  C o n s i g n e e s  a n d S h i p o w n e r s , 1 9 1 1 - 1 2  t o  1 9 3 8 - 3 9  
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1 9 1 1 - 1 2  1 9 1 4 - 1 5 1 9 1 9 - 2 0  1 9 2 4 - 2 5  1 9 2 9 - 3 0  1 9 3 4 - 3 5  1 9 3 8 - 3 9  
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owners contributed 8 1  per cent of  port revenue , shipowners 1 7  p e r  cent 
and mi s c e llaneous s e rvi c e s  2 per cent . The percentage paid by  
shipowners  reached a record  3 5  per  cent in  1 9 1 9-2 0 due to a surge  o f  
shipping arrivals f o l l owing t h e  end of the F i r s t  World War . However ,  
thereaf ter  the t r end wa s downwards , and in 1 9 3 8-3 9 shipowner s  
contributed 2 6  per c ent o f  earnings and cons ignees 7 3  per cent . 
F r emantle wa s no t alone in ob taining more  revenue from good s 
than shi p s . In 1 9 2 8  f o r  every � 1 00 received in revenue from ship s , the  
goods  car r i e d  by the ships  paid the  following at the s e  port s : l 3 
f. 
Fr emantle  2 3 9  
S ydney 3 0 9  
Melbourne 2 8 2  
Ad elaid e  2 5 0  
London 1 0 6  
L iverpool  7 6  
Glasg ow 1 5 9  
B r i s t o l  1 5 0  
Thus i n  Aus t ralia about 2 7  p e r  cent of p,o rt  revenue was cont ributed  by 
ships compared to about 4 5  per  c ent in the Uni ted Kingdom. Thi s 
d i s criminat ive pa t t ern o f  charging may have been the resul t of  a s e r i e s  
o f  rul e-o f- thumb p r i c ing d e c i s ions but i t  seems more plaus ible  t o  
sug ges t tha t i t  reflec ted t h e  relat ive lobbying powe r s  of shipowne r s  1 
and cons ignee s . We will examine the shipowne r s ' a t t empt s  to  r e duce por t 
charges  in the next s e c t ion o f  the chapter . 
In add i t ion t o  the d i s c r iminat ion between goods  and shi p s , the r e  
was s e c ond ary d i s c r imination  between exp o r t s  and import s . We have 
already s e en that in 1 907  the government levied a surcharge of three 
shillings per  ton on s ome imp o r t s  and ordered the FHT t o  abo l i s h  outward 
wharfage charges on goods . The t iming of the s e  moves was d i c tated  by 
the fact  that We s t ern Aus t ralia had to ceas e levying cus t oms dut i e s  on 
int e r s tate  trade in 1 9 0 6 . The Wes t Aus tralian government had f eared 
that af t e r  feder a t i on in 1901  the state ' s  rural and manuf a c turing 
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indus t ries  would be exposed  to  overwhelming eas t ern s ta t e s  
compe t i t ion . Cons equent ly , i t  nego t iated a uni que arrang ement whereby  
We s t ern Aus t ralia  was allowed to  progr e s s ively reduce cus t oms dut i e s  on  
inters tate t rade over a period of f ive years • 1 4  Thus in 1 9 0 7  the  
government increased  wharfage rates  on  impo r t s  in an  a t t empt t o  
compens ate l o cal manufac turers for t h e  l o s s  of  protec t ion f rom eas t e r n  
s t ates  produc e r s . S imi larly , the abo l i t ion of  wharfage  rat es  on exp or t s  
was . des igned t o  a s s i s t  the s ta t e  1 s rural indus tries . At that  t ime 
Melbourne and Sydney , for examp l e , allowed all expor t s  through f r e e  of 
wharfage charge s .  The FHT , alarmed a t  the potent ial l o s s  o f  r evenue , 
s ucces s ful ly r e s i s t ed moves to abolish  all outward whar f age  and wool ,  
hide s , t imber and ore  cont inued to  pay wharfage . l 5 Howeve r ,  when the  
Harbour Improvement Ra t e  was f i r s t levied in  1 9 0 8  the  government  
ins i s ted t hat  i t  should apply only t o  impo rt s . 1 6  
Th i s  kind o f  d i s cr imination in favour of exp o r t s  vlas wi d e s p read 
in Aus tral i a :  where expor t s  wer e charged for the rate was o f t en only 
one-half o f  that for imp o r t s . 1 7  In 1 9 2 0  the FHT es t imated  tha t they had 
provided £ 60 • 000 worth  of  special machinery and f ac i l i t ies  to hand l e  
g rain and fl our that could no t read i ly b e  used b y  other cargoes .  The 
Trus t calcul a t ed that if the 1 1 . 5 mi llion bags of wheat shipped b e tween 
1 9 07  and 1 9 2 0  paid the s ame outwards  wharfage rat e  as app l i ed in South 
Aus t rali a ,  thi s would have earned it  about k 4 4 , 00 0 .  S o  f 4 4 , 00 0  
represented the value o f  the indirect  sub s idy t o  the wheat indus t ry .  I f  
s imi lar calcul a t i ons wer e  mad e  for  o ther pr imary commod i t i e s  and 
manufac tured a r t i c l e s , the total sub s idy would have been of  the o r d e r  o f  
f 1 0 0 , 000 . The Commi s s i oners pro t e s t ed ' agains t the onus o f  providing a 
S t ate sub s i dy ' , and declared tha t the sub s i dy should be paid  d i r e c t l y  by 
the government and not hidden in the c o s t  o f  harbour opera t i ons . 1 8  
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Sir  Ge orge  Buchanan , in hi s rep o r t  on Aus t ralia ' s  po r t s  in 1 9 2 6  
s t r e s s ed that everything that used a port  s hould contr ibute t o  p o r t  
r evenue . He argued that i f  al lowing exp o r t s  the free us e of por t s  was 
s ound , i t  would be logical to allow them also  the f r ee use  o f  the 
railways ! 1 9  I n  order  t o  comp ens ate  for  the revenue lo s t  from exp o r t s  
the FHT had t o  l evy higher charges o n  imp o r t s ;  a s  one contemporary put 
i t :  ' the consumer pays for  the pas t o r a l i s t ' . 2 0  However , the 
conces s ions to exp o r t s  need to be s een in the context of Aus t r al i a ' s  
p o l i cy of  ' p r o t e c tion  all  round ' . 
F o l l owing the int roduc t i on o f  the Lyne Tar i f f  in 1 9 0 8 , the 
p o l i cy of  p r o t e c t ing Aus tralian indus t r i e s  f rom ove r s eas comp e t i t ion 
became an accep t ed  pl ank o f  federal government policy . Suppor t e r s  of  
the  tar i f f  argued that  p r o t e c tion would increas e real wage s  in 
manufac turing 
f f . . 2 1  s u  1 c 1 ency . 
indus t ry ,  
However , 
a t t rac t immigrant s and increas e s e l f-
pr imary produc e r s  complained that the  
p r o t ec t ion granted  t o  manuf acturers  increased  their  cos t s  of produc t i on ;  
tari f f s  led t o  a s hi f t  o f  income d i s t r ibut ion in favour o f  manufacturing 
indu s t ry .  Th e c omp laints  o f  p r imary produc e r s  were eventual ly me t ,  wi th 
the aid and approval o f  the Coun t ry Party , by the provi s ion o f  
1 p r o t e c t ion all round 1 • 2 2  I n  the 1 9 2 0 1 s guarant eed price s cheme s f o r  
f a rm produc t s , marke ting boards and o ther f o rms of rural r egul a t i o n  
became wid e s pread . The conces s i ons in po r t  charges at Fr eman t l e  wer e  
thus only a small  drop  i n  the huge ocean o f  gove rnment a s s i s t ance t o  
indu s t ry .  Whar fage on all  exp o r t s  wa s no t reimposed  unt i l  1 9 6 5 , 
elo quent t e s t imony t o  the deeply ent r enched practice o f  ' p r o t e c t i on a l l  
r ound ' . 
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4 .  The po r t  a s  ' a  taxing machine ' :  port  charges in the 1 9 2 0 ' s  and 
1 93 0 ' s  
The out break of the Fi r s t  Wo rld War created  a shortage of 
shipp ing capaci ty and l e d , inevi tably , to r i s ing f re ight rates . Ri s ing 
f reight ra t e s  helped to create  a boom in ship build ing and by the early  
1 9 2 0 ' s  there wa s a wo r l dwide s urplus of  shipping tonnag e . 2 3  Decl ining 
p ro s perity  f o rced  ship owners  t o  scrut ini ze  clos ely all co s t s , includ ing 
seamen ' s  wage s ,  canal dues and port  charge s .  Wo rldwide  d epres s ion i n  
the 1 9 3 0 ' s  only exacerbated the over- tonnaging i n  the indus t ry and 
reinforced the p r e s sure to r educe co s t s . Theref ore it is no t accident a l  
t h a t  during t h e  1 9 2 0 ' s  and 1 9 3 0 ' s  there wa s a chorus o f  complaint s about 
the l evel of  Aus t ralian port charges . 2 4  The FHT , i n  p a r t i cular , wa s 
c r i t i c i s ed f o r  being used as 1 a taxing machine 1 ,  becaus e dur ing the 
1 9 2 0 ' s  it paid s urplus e s  averaging f 1 0 0 , 000 p er annum t o  Cons olidated  
Revenue . 2 5  
A t  the out s e t  i t  should be stres s ed that mo s t  complaint s came 
f r om shipowne r s  operat ing l iners rather than f r om t ho s e  operat ing 
t ramp s . As we s aw in Chapt e r  4 ,  liner s  we re  organi s ed int o conf e renc e s  
and o f f ered r e gular s e rvices  over specif ied routes  unl ike t r amps which  
went wherever the r e  wa s cargo . In 1 9 1 3  the conf erence lines formed the 
Overs eas Shipping Rep r e s entat ive s ' As sociat i on (OSRA ) , which qui ckly 
became an inf luent ial body . 2 6  I n  1 9 2 6-2 7 l l  line r s  o f  the lead ing 
Bri t i sh l ine , the Peninsular and Oriental S t e amship Navigat ion Company 
(P and 0 ) , mad e  5 1  vi s i t s  to Fremantle and paid � 4 ,  4 8 2  to the FHT f o r  
t d d " 1  1 2 7  por ues  an p 1  o t age a one . Thi s repres ent ed about three per  cent 
o f  the total  revenue earned from ship s  in tha t year . The FHT , other  
Aus t ralian port  autho r i t ies  and even governments , could not  igno r e  
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compl aint s from t h e  conference lines which provided the ma j ority  of 
Aus tral i a ' s  vital overs eas shipp ing l inks . 2 8  Tramp ships , on the o ther 
hand , had no repre s entative organi sat ion in Aus t ralia  and , as we saw in 
Chap ter 4 ,  became less  frequent vi s i tors  to Aus tralia during the int e r-
war year s . 
One area o f  compl aint was the exi s t ence of dual charges for  
l ight dues . In 1 9 1 5 the fed eral government took over res pons ibility  f o r  
coastal  ligh t s  and asked the s t a t e s  to ad jus t their  charges  so tha t 
there would no t be two t axes for  the s ame s ervice . 2 9  Howeve r , only the 
Hobar t Ma rine Board  ceased levying light dues . In We s t ern Aus t ralia the 
� 
government 'ieduced l i ght dues by 5 0  per cent t o  1jz d per net r egi s t ere d  
\ 
\, 
ton .  However , in June 1 9 1 9  they were increased  to 1 d  per gro s s  
regi s t ered t o n . The Wes t  Aus tral ian Commi t t ee of  the Aus tralian Oversea  
Trans p o r t  As s o c i a t i on e s t imated  tha t in 1928  light due s pai d  by  over seas  
shipp ing companie s  t o talled £ 1 7 , 6 6 4 ,  while the  c o s t  o f  the  s e rvice wa s 
only betwe en f. 1 , 5 0 0  t o  � 2 , 0 0 0 . 3 0  
I n  1 9 1 7  the FHT had imposed  a tempo rary war surt ax o f  2 0  per 
cent on port  charges but thi s was retained af t er the war ended . 
Na turally , the shipowners  wanted i t  aboli shed . In the early 1 9 2 0 ' s  the 
FHT a l s o  repea t e d ly s ugge s ted to  the government that the surtax should 
be  abo l i shed but the government refus ed on the ground s tha t i t  needed 
the r evenue . 3 1  The government claimed that the s u r t ax me rely  
' r ep r e s ents the d i f f e rence betwe en exi s t ing and prewar rates ' . 3 2  
Be tween 1 9 1 8  and 1 9 2 7  i t  yielded about � 3 4 6 , 000 in add i t i onal revenue . 
Ano ther bone of  contention wa s the retention of a compul s o ry 
pilot age s e rvice  f r om the s ea t o  Gage Road s .  In 1 9 2 4  a s tr ike by the 
deckhand s and f i r emen manning the Trust ' s  pilot launches forced many 
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ships to s team in and out of Gage Roads and in some cases  the Inner 
Harbour by themse lves .  33 The FHT decided that compulsory pilo tage  
between the s ea  and Gage Roads was unneces s ary and issued circulars t o  
this effec t . But the Labor Government of Philip Collier refus ed t o  
s anction the move o n  the grounds that i t s  timing sugges ted tha t i t  was 
an at tempt to puni sh the workers for going on s trike . 3 4  It would have 
l ed to the retrenchment of about a dozen members of the Seamen ' s  
Union .  The Trus t was forced to i s sue circulars reimpos ing compul sory 
pilo tage , a move which , no t surpris ingly , provoked s trong pro te s t s  from 
shipping and bus ines s  intere s t s . 3 5 The Commis s i oners wrote  d irec t ly t o  
the Colonial Secretary s tating tha t they 1 deeply resent ' such 
int erference . 3 6  Although the Commi s s ioner s '  pol i t ical insensi t ivi ty 
played a maj or role in the demi se  of the proposal , financial 
cons iderations helped sway the government . 3 7  
From i t s  format ion in 1903  t o  1 93 8-3 9 the FHT paid a total of 
� 2 . 5 million to the Wes t  Aus tralian government . 3 8  The only two 
occasions when the Trus t failed to pay the government anything both 
occurred during the exceptional years of the First World War . I t  i s  
l i t tle wonder that S i r  George Buchanan , in hi s report on Aus tralian 
port s , criticised the government for us ing Fremantle as ' a  t axing 
machine ' . 3 9  But the FHT it self  was not keen to be us ed as such . In 
1 9 1 3  the S ecre tary , S t evens , told the government that ' i t was an axiom 
in  port management the world over to keep the port  dues as low as 
pos s ible 1 . 40  Port authoritie s , together with many other publi c  
enterpri s e s , appear t o  have regarded i t  as a public duty t o  keep charges 
as low as pos s ibl e . 4 1 
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The surplu se s  paid to Consolidated Revenue contradicted  a 
res olution pas sed at  the Premier ' s  Conference in 1 9 2 3 :  
A pro f i t  should no t be made out of harbour charges , 
naturally affecting freights which are a mos t  important 
matter  to Aus t ralia ;  if revenue has to be raised it  i s  
very de s irable that it  should be derived from s ome o ther 
s ource . 4 2  
However , We s t ern Aus tralia was no t the only state to us e por t s  
f o r  revenue rais ing purposes . The Melbourne Harbour Trus t was forced t o  
pay · one-fi f th o f  i t s  revenue t o  the s tate , and during the 1 9 2 0 ' s  alone 
i t  contributed  � 1 . 2  mi llion to the Vic torian government , while  the 
Sydney Habour Trus t  paid a similar amount to the New South Wales  
government . 43  
However ,  i t  was no t clear whether the 1 9 2 3 resolution was meant 
to apply to Aus t ralian por t s  as a whole or to  ports  wi thin a s tate  or t o  
individual port s . In 1 9 2 7-2 8  the FHT paid £ 1 3 3 , 850 to Consolidated 
Revenue but the s ta t e  lo s t  � 1 1 8 , 7 2 1  on the s t a t e ' s  o ther por t s , leaving 
an overall surplus of only fv 1 5 , 1 2 9 . 4 4  Thus if the state ' s  por t s  were 
considered as a whole ,  the government could not be accus ed o f  exces s ive  
taxation . O ther  s ta te s , wi th the except ion of New South Wales , als o  
made overall surpluses  f rom port operations . In 1 9 2 7-28  the net surplus 
for  the four s tate s o f  New South Wales , Vic toria , South Aus t ralia and 
Wes tern Aus tralia was � 1 4 , 9 40 . 4 5 Thus for Aus tralia as a whole por t 
revenues do not appear to  have been exce s s ive . However , the Conference 
Lines contended that r evenue from the main ports should not have been 
used to subsidi ze  the minor ports . Thi s  view was supported by Sir  
George Buchanan who declared that por t s  should be  s e lf-contained 
f inancially and any surpluses should be us ed to build up res erves , 
reduce charges  or extinguish capital deb t . 4 6 A Commomvealth Commit tee  
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on the Co-ordination of Transport in Aus tralia , whi ch reported in 1 92 9 , 
also endorsed thi s approach : 
As outpor t s  have been establi shed for developmental 
purpose s , i t  would seem reasonable that los ses sus tained 
at  the se  ports  should be met from Consolidated Revenue , as 
S tate r evenues will  be enhanced from other sources as a 
r esult of the se t tlement and development of the areas 
served by such outport s ;  otherwise  their es tabli shment 
would no t be jus t i fiable on economic grounds , and mus t  be 
the resul t  of government policy . In ei ther cas e ,  it would 
appear reas onable that los ses  at such ports  should be 
recouped directly f rom S tate revenues ,  and not by the 
taxation of  trade at the main 7orts , where the bulk of the 
overs eas shipping is handled . 4 
But the federal government had no power to impose  pricing 
policies over the s tates  and i t s  propo sals were never implemented . 
In We s t ern Aus t ralia port charges were set  to cover : 
( a )  c o s t  of  operat ing the services , including repairs to  and 
maintenance of a s set s ; 
( b )  intere s t  on capital ;  
( c )  contr ibution t o  a s inking fund to renew as s e t s  within the 
t erm of their useful and effec t ive lif e ;  
( d )  contr ibution t o  a res erve for seasonal f luctuations , 
unforeseen c ircums tances , e t c . 4 8  
The We s t  Aus t ralian government declared that i t  was acceptable  to us e 
revenue from p ro f i t able port s  to subs idize  unprofi table ones , ' provided  
the charges at  the  pro f i t  earning port  were  no t s o  high as to 
pre judicially react on the interests  of the s tate as a whole  1 •  49 In 
practice , thi s meant that charges at Fremantle would not be allowed to 
get too far out of l�ne with thos e  in other states . 
Ec onomi s t s  usually argue that port charges should be based on 
the cost  of provid ing the relevant s ervice s . 50 However ,  as late as the  
1 9 60 ' s ,  P . E .  S t onham observed that in  Aus t ralian port s  
the rates  are  set  a ccording to the ' custom of the por t 1 
and are rarely related to the marginal or average private 
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o r  social cos t s  of port inves tment in static facilitie s . 
The cus tom of the port may embody all sorts of hi s torical 
and rule of thumb fac tors . 5 1 
The principle that charges should be cos t  based means that cros s-
subs idisation should not occur . But as we have seen apart from cros s-
subs idisation between Fremantle and les s profi table port s ,  there  was 
cros s-subsidisat ion be tween exports and imports and between ships and 
goods . E conomi s t s  generally argue that i f  a government wi shes to 
sub&idize  a group of port users it should do so  by means of an explici t 
subsidy and no t through tariff conces s ions which force port authorities  
to increase the  burden of  charge s on other users . As we s aw earlier , 
this was preci s ely the line of argument put forward by the FHT in the 
1 9 2 0 ' s .  But the FHT ' s  plea fell on d eaf ears and port charges continued 
to  be determined by a variety of pres sures including revenue 
requirement s ,  poli t i cal bargaining and s tate development policies , a s  
well as his t o rical inertia . It i s  ironical that the loudes t complaint s 
about port charges came f rom shipowners - the group that probably gained 
mos t  from the arbitrary and discriminative pat tern of charging . 
Despite the complaints from shipowners lit tle had changed by 
1 9 3 9 . However , in Sydney the finances  of the port authority were  
separated from tho se  of the s tate in  1 93 5 . 5 2 The ques tion that remains , 
however , i s  how s ignificant were charges at Fremantle and other 
Aus tralian por t s ?  Did they lead to higher freight charges ? 
An e s t imate for  1 9 2 8  sugges t s  that all port charges , pilo tage 
and l ight dues paid in Aus tralia to talled less than 2 shillings per ton 
of  cargo handled . At an average freight of 70  shillings per ton thi s 
repres ented only 3 per cent of a ves s e l ' s  income . 53 Thi s implies  that 
the level of port charges was unlikely to be a maj or influence on the 
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willingnes s  of shipowners to call at Fremantle and other Aus tralian 
port s . The availability of cargoes , the s peed of ship turnround , the 
s tate of labour relations and other ' qual i ty ' factors probably had more  
impact on  port choice . 
A survey o f  port charges paid by a wheat ship in the mid 1 9 3 0 ' s  
found that the average charge per ton of cargo at  leading grain load ing 
ports  was as follows : 5 4  
Fremantle l s  2d  
Aus tralia Sydney l s  334d 
Melbourne l s  Od 
Adelaide 2 s  5d 
Quebec O s  l l�d 
Canada Montreal l s  l d  
Vancouver O s  6\d 
Argent ina Buenos Aires l s  7 d  
Rosario l s  2 d 
South Africa  Capetown l s  l d  
Durban l s  l d  
With the except ion o f  Adelaid e ,  Aus tralian port charges did  no t 
compare unfavourably with overseas port s .  Therefore S tevens , Secretary 
of the FHT , was jus t i f ied in arguing that Fremantle ' s  dues were  no 
deterrent to  a ship calling : 
I think that i f  the port was given free i t  would make no 
appreciable difference in freight , and any conce s s ion made  
would merely be a trans ference o f  revenue from the coffers  
of the  S tate  to  the  pockets  of the shipowner . 5 5  
Complaints  about port charges , St evens believed , were  1 s imply 
tro t ted out by the [ shipping ]  Companies as a hardy annual and may 
pos sibly be us ed as a bogey to frighten the communi ty into the idea that 
the port charges are respons ible for increases  in freight , which i s  
d i s t inctly no t s o . , 5 6 
In 1 9 3 3 , Mr . John Curtin ,  the future Labor Prime Mini s ter , 
argued that Suez  Canal dues impo sed a much greater burden on over s ea s  
trade than did  port  charges : 
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any enterpri s ing American gangster will cheerfully admit 
that the be s t  way to  cover up a big j ob is  to  get a 
subordinate  punched for a small one . Hence , apparently ,  
the a ttack by the shipping interests  on the Fremantle 
Trus t whi le  very little  is said concerning the impos t s  
levied by the Suez Canal Company . 5 7 
However , in the early 1 9 3 0 ' s  shipowners were  als o  campaigning 
for a r eduction in Canal due s . One of the Canal ' s  mos t  vehement cri tics  
was Si r Arnold Wil s on (not  a shipowner )  who pointed out that i t  
gen�rated annual r evenue o f  about f 9 million and paid dividends o f  over 
forty per cent . He claimed that the Company behaved as a monopoli s t  and 
had been charging what the traffic would bear ;  the Suez Canal was ' a  
vi tal artery , t enanted  by growths once beneficient but now parasi t ic  
upon the l i fe-s t ream of  over s eas commerce . ' 5 8  The behaviour o f  the Sue z 
Canal Company contras t ed markedly wi th that of the FHT which , as we saw 
earlier ,  s trove to  keep charges  down to the lowe s t  practical l evel 
consi s tent wi th i t s  commitments . 
In Chapter  4 we saw that liner s tended to do a ' milkround ' of 
the Aus tralian coas t in s earch of  cargoes . The ships had to  pay dues  in 
each port vi s i ted and this was the real source of the complaint s  about 
Aus tralian port charge s . Al though charge s at Fremantle and mos t  other 
Aus tralian port s  wer e  reas onable ,  the repeated por t  calls  made  total 
port charges rather high . As K .  Burley has obs erved , ' i f the economy of 
the country required a mul t iplicity of port calls  i t  i s  short s ighted not 
to have devi sed a more appropriate form of  taxation . , s g But the s tate s  
j ealously guarded thei r  autonomy in  these  matters  and , to  thi s  day , 
Aus tralia lacks an integrated system of por t charging . 
5 .  Sources of capital funds 
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The availabil i ty of  capi tal funds was obviously a maj or fac tor 
affecting the por t ' s  abili ty to  respond to  change . The s ources of the 
FHT 1 s inves tment outlays by the FHT between 1909-10 and 1 9 3 8-3 9 are 
shown in Table 7 . 3 . It  i s  apparent that mos t  of the capi tal funds were  
derived from external s ources , namely government loan funds appropriated 
on an annual bas i s . Inve s tment funded from internal sources was fairly 
unimportant , except in the late 1 9 2 0 ' s .  In order to understand thi s  
pattern of inves tment funding , i t  i s  neces s ary to  d i s cus s the 
relationship between loan redemption  and depreciation in some detail . 
Loan redemption refers  to the repayment of  funds borrowed t o  
f inance the ini tial purchas e  of  assets . Depreciation is  usually 
regarded as the c o s t  of us ing an as set  and allocates por tions of  the 
purchase  cos t as  a charge against  revenue over the es timated life of  the 
a s s e t . The FHT provided for loan redempt ion by contributions to  the 
s tate s inking fund and depreciation by means of annual trans fers  to a 
Renewals Fund , e s t abli shed in 1 90 6 . The ob j ec t ive of  both s inking fund 
and depreciation measures was to s ecure from revenue a satisfactory cash 
flow in relation to  debts and to this end e ither a s inking fund or  a 
d epreciation measure o r  a combination of the two , was equally 
satis factory , provided that prices  were s table and the general 
profi tabili ty and liquid i ty pos i t ion of the port was adequat e  in 
relation to i t s  f inancial commi tments . 6 0 However , the trans fers  to the 
r enewals fund were  limi ted by s tatute to f 2 , 000 per annum whi ch , 
al though poss ibly adequate  p rovi s ion in the early 1 9 00 ' s ,  was certainly 
not so by the 1 9 3 0 ' s .  De spite  r epeated reque s t s  from the FHT the limit 
of � 2 , 000 remained unchanged until the early 1 9 60 ' s , a reflection o f  the 
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Table 7 . 3  
S ources  of the Fremantle Harbour Trus t ' s  Inves tment Funds 
1 90 9-1 0 to 193 8-3 9 
u�. ·  o o o ) 
Internal Funds 
External Internal To tal Gros s as a % o f  
funds fund s Inves tment the total 
1 909-1 0 41 2 43 4 . 7 
1 9 1 0-1 1 2 8 2 30  6 . 7  
1 9 1 1 - 1 2  so  1 5 1 2 . 0  
1 9 1 2-1 3 3 9  6 4 5  1 3 . 3  
1 9 1 3-1 4 6 5  5 7 0  7 . 1  
i 9 1 4-1 5 1 06 * 1 06 
1 9 1 5-1 6 5 4 2 5 6  3 . 6 
1 9 1 6-1 7 4 9  2 5 1 3 . 9  
1 9 1 7- 1 8 4 2  1 43  2 . 3  
1 9 1 8-1 9 4 6  1 4 7  2 . 1  
1 9 1 9-2 0 4 6  * 4 6 
1 9 2 0-2 1 4 6  2 48 4 . 2  
1 9 2 1-22  49  1 s o  2 . 0  
1 92 2-23  42 2 44 4 . 5 
1 92 3-24  3 8  2 40  s . o  
1 9 2 4-2 5 5 6  8 6 4 1 2 . 5 
1 92 5-2 6 6 7  1 0  7 7  1 3 . 0  
1 9 2 6-2 7 63  1 8 8 1 2 2 . 2  
1 92 7 -2 8  1 2 7  1 9  1 4 6 1 3 . 0  
1 92 8-2 9 1 2 2  1 3  1 35 9 . 6 
1 9 2 9-30  2 1 8 8 2 2 6 3 . 5 
1 93 0-3 1 6 6  1 6 7  1 . 5 
1 9 3 1-3 2  3 8  1 3 9  2 . 6 
1 93 2-3 3 6 2 1 63 1 . 6 
1 9 33-34  92  2 9 4 2 . 1  
1 93 4-3 5 98 4 1 02 3 . 9  
1 9 3 5-3 6 1 0 0  7 1 0 7 6 . 5  
1 93 6-3 7 7 9  8 8 7  9 . 2  
1 93 7- 3 8  3 1  2 3 3  6 . 1 
1 93 8-3 9 3 4  5 3 9  1 2 . 8  
No t e s : In 1 90 7 -08 about t 2 o , ooo was spent f rom loan funds but , apar t 
f rom thi s , new inves tment prior to 1 90 9-1 0 appear s to have 
been funded from revenue . In 1 908-09 the accumulated value o f  
gro s s  capi tal expendi ture from revenue was only about £ 8 ,  000 . 
* le s s than �l , OOO . 
S ource : FHT , Annual ReEorts . 
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determination o f  succes s ive government s t o  keep a tight control over 
port surpluse s . 6 1 But as the FHT was not making adequate p rovi s ion f o r  
depreciation i t s  recorded surplus es  overs tated the profitability  of por t  
operat ions . The FHT lamented the fac t  that i t  lacked the power to build 
up adequate  internal res e rves for depreciation and replacement of 
as se t s : ' we have no chance to get away from the s tigma the shipping 
people level at us of  being collec tors  for the Government ' . 6 2 The FHT 
had · to increase i t s  loan liabilities  in order to finance the replacement 
of  a s s e t s  and , in fact , t ended to  treat the small Renewals and 
Replacement Fund as an inves tment . The government appears to have  
recognised that the s i tuation was unsatis factory because  in  1 9 2 6 , 
Premier Collier wro te  to  the Overseas Shipping Repre s entat ive s 
As sociation as follows : 
I t  i s , indeed , open to some doubt that the full revenue , 
including the sur t ax ,  exceeds by any appreciable sum the 
c o s t s  of the s ervices of the harbour , including the 
provi s ion of was tage ,  obs olescenc e ,  and contingencies . 6 3 
However , such recogni tion was rather expedient , serving mainly 
to jus tify the government ' s  unwillingnes s  to reduce port charges ,  and no 
change was made to  the port ' s  financial arrangements . By 1 9 3 9  about 
� 1 . 2 mill ion had been s pent on recons truc t ion of Vic toria Quay and Nor th  
Wharf  of  which 9 2  p e r  cent had been funded from loan votes . 64  Moreover , 
only about one per cent of  t otal a s se t s  had been f inanced directly out 
of the Trus t ' s  r evenue . 
The practice  of increas ing loan liabilities  in order to finance 
replacement of a s s e t s  effectively forced the FHT to rai se  port reven�e s 
and hence charges to  a level suf ficient to ensure that the growing debt 
could be s erviced . But i f  adequate  loan capi tal had not been 
forthcoming or sufficient revenue had not been rai s ed , the Trus t would 
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h ave b een f o rced t o  abandon o r  po s t pone t h e  r enewal o f  a s s e t s , wi th  
po s s ibly s e r ious con s equences- for  the quali t y  o f  por t  s e rvice s . In the 
1 93 0 ' s fall ing t r ad e  t hreatened t o  create  s uch a s i tua t i o n ,  but a s  we 
will  see , the FHT was insulated f r om the wor s t  e f fect s o f  the f inancial  
c r i s i s  by  i t s  h i ghly p r o f i table c argo- hand l ing operations . Ot her por t s , 
l acking income f rom cargo�handling , wer e  no t s o  for tuna t e . For example , 
i n  1 93 1 -3 2  ca p i t a l  d eb t  charges  ab s o rbed 9 0  per  c ent o f  t he Syd ney 
Harbour Trus t ' s  income l e aving a mere 10 per c ent for admini s tr a t i on and 
maintenanc e . 6 5 As a r e s ul t , d evelopment and ma intenance programme s had 
t o  b e  d r a s t ically cur t a iled . 
One prob l em fac ing the FHT wa s t h a t  by 1 9 2 6 -2 7 i t  had paid 
f� 3 3  7 ,  000 in s inking fund contribut ions and s ur pluse s  t o t al l i ng £ L l 
mi ll ion t o  the t r e asury but had had no thing wr i t ten o f f  i t s  c apital  
d eb t . Thus net  pro f i t s  wer e depr e s s ed a s  the  Trus t  was paying int ere s t  
o n  c api tal s t o ck which wa s o b s o l e t e  and in some c a s e s  no l onger 
exi s ted . But in 1 9 2 7  the federal government and s ta t e s  s igned the 
F i nanc ial Ag r e ement i n  whi ch t he f ed eral g overnment agre�d to a s s i s t  the 
s ta t e s  to repay t he i r  capi tal d eb t s  and t he intere s t  thereon . 6 6  The 
Aus t r al ian Lo an Co unc i l  wa s e s tab l i shed t o  c o- o rd inate the b orrowings o f  
the fed eral g overnment and the s ta t e s . As par t o f  move s t o  mee t  the  new 
a r r angement s ,  t he t r easury agreed to reduc e the FHT ' s capital  d eb t  by 
the amount of i t s  s inking fund contr ibutions but allowed no c r ed i t  for 
i n te r e s t e a r ned o n  the s i nking fund inves tmen t s . Howeve r ,  i n  future  
s inking fund c on t r ibut i ons were  appl i ed d i r ec t ly to  the reduc t i o n  o f  
l o an capi tal . 
In s ummary , i t  i s c l ear tha t the FHT ' s f inanc ial aut o nomy and , 
in par t icular , i t s  ab i l i t y  to  bui ld up internal r e s e rves , wa s ext r emely 
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l imited . I t  was neces sary to go cap-in-hand to the government every 
year in o rder to get adequate funds for port d evelopment and 
recons t ruction . The FHT preferred that the port ' s  development was no t 
sub j ect to the vic i s s i tudes o f  the budget process  but argued in vain for  
a greater ability  to retain internal funds for  development . Fremantle 
had to directly c ompete with o ther public ent erprises and pro j ects  for  
funds . Loan expenditure on harbour s ,  rivers  and as sociated works 
ave�aged f ive per c ent of  to tal loan expendi ture in the 1 9 2 0 ' s  and nine 
per cent in the 1 9 3 0 ' s .  Fr emantle captured , on average , about 40 per 
cent of thi s  loan expenditur e .  In the f inal chap ter we will a t t empt t o  
a s ses s  whe ther o r  not the s e  fund s enabled port  development t o  keep pace 
with the expansion o f  port act ivi ty . 
6 .  Financial performance and profi tability 
An overview of port revenues ,  expendi tures , surplus es  and 
payment s  to Cons olidated Revenue , can be ob tained f rom Table 7 . 4 .  The 
FHT recorded a defici t  on only one occas i on during its fir s t  3 6 years of 
operation .  Over the whole 3 6 years i t  earned an average of €, 7 4 , 000 per  
annum or f 4 8 , 000  per annum in  1 9 1 0-1 1 prices . 6 7  Of cours e ,  the latter  
measure i s  a very  crude approximation of the  real surplus earned , 
largely becaus e port  charges do no t measure all the social benef i t s  o r  
costs  of  port operat ions and because of  deficiencies in  the accounting 
data . Before  examining measures which give a more  complete  pic ture of 
the FHT ' s  f inancial performance we will , however , cons ider the 
profi tability o f  cargo-handling operations becaus e these  help explain 
the Trus t ' s  ability  to  record continued surpluses . 
As we s aw in Chapter 2 ,  the FHT acquired responsibili ty for  
cargohandl ing on the  wharves in  1 904 and was the  only Aus tralian por t 
Year 
1 903-04 
1 9 04-05 
1 905-0 6 
1 906-07 
1 90 7-08  
1 9 08-09 
1 909-1 0 
1 9 10-1 1 
1 9 1 1-1 2 
1 9 1 2-13  
1 9 1 3-1 4 
1 9 1 4-1 5 
1 9 1 5-1 6 
1 9 1 6-1 7 
1 9 1 7-1 8 
1 9 1 8-1 9 
1 9 1 9-2 0 
1 92 0-21  
1 9 2 1-2 2 
1 9 22-2 3 
1 92 3-2 4 
1 92 4-2 5 
1 9 2 5-2 6 
1 9 2 6-2 7 
1 92 7-2 8 
1 9 28-2 9 
1 9 2 9-3 0 
1 930-3 1 
1 93 1-3 2 
1 9 32-3 3  
1 93 3-3 4  
1 93 4-3 5 
1 93 5-3 6 
1 93 6-3 7 
1 93 7-3 8  
1 938-3 9 
No tes : 
Source : 
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Table 7 . 4  
Financial  resul t s  for  the Fremantle  Harbour Trus t , 
1 903-04 to 1 9 3 8-3 9 
(f ' O OO ) 
Payment s  to  
Consolidated 
Revenue Expendi ture Surplus Revenue 
84  34 so 48  
9 8  43 5 5  5 3 
9 4  40 54  54  
9 6 93  3 * 3 5 
1 1 6 1 04 1 2  1 1  
1 0 3  10 1  2 2 
1 3 4  1 1 0  2 4  1 0  
1 7 7  1 2 0 5 7  3 0  
1 70 1 2 9  4 1  2 8  
2 0 0  1 4 7  53 7 7  
2 04 1 54 so 44  
1 8 0  1 4 0 4 0  2 9  
1 87 1 62 2 5 1 8  
1 7 6 1 7 5 1 + 
1 63 1 66  ( 3 ) 
1 8 6 1 84 2 
2 8 2  224  5 8 s o  
3 0 2  2 3 1 7 1 7 1 
2 8 2  2 2 7  5 5  5 6  
2 8 2  2 24 5 8 4 7  
3 5 7  253 1 04 97 
4 2 1  2 80 1 4 1  1 3 1  
443  2 97 1 4 6  1 1 3  
500  3 4 0 1 60 1 4 2  
5 3 6 3 93 1 43 1 3 4  
5 8 9  4 1 5 1 7 4  1 6 1 
5 6 1 3 60 201  1 9 4  
4 2 3  3 0 6 1 1 7 1 2 1  
3 7 6  2 7 9 9 7  1 03 
3 9 9  2 9 0  1 0 9  1 0 5 
3 6 5  2 9 9  6 6  87 
4 3 1  3 2 3  1 0 8  1 02 
4 4 3  3 4 7  96 9 1  
4 7 3  3 7 4 9 9  8 7  
5 1 1  409 1 02 9 7  
5 1 2  4 1 2  1 00 9 9  
* The Aud i tor General observed that adequate  provi s ion had 
not b e en made for capi tal debt  charges . In hi s view , the 
Trus t l o s t  about f 7 , 000 . S e e  FHT Annual ReEor t , 1 9 06-07 , 
p . 2 0 . 
+ = les s than £ 1 ,  000 . 
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authority to  undertake thi s task . In i t s  1 9 1 3-1 4 Annual Report  the FHT 
had declared that : 
the work of handling cargo at the por t  mus t  stand as much 
as po s s ible alone , and mus t  jus t pay i t s  cost  with as bare 
a margin of  prof i t  to meet unforeseen eventualities as is 
pos s ible or  s af e . 6 8 
However , as  Table 7 . 5 shows , between 1 904-05 and 1 93 8-3 9  the 
Trus t earnt an average surplus of & 1 3 , 000 per annum from cargo-
handling . On four occasions the FHT would have made an overall los s but 
for , the profi t s  f r om cargo-handling . In Chap ter 5 we saw that in the 
early 1 9 3 0 ' s the FHT and other employers were able to extract a feverish 
pace of work from the lumpers and thi s , together with the ten per cent 
wage cut imposed  by the Arbit ration Court in 1 9 3 1 , led to soaring 
prof its  f rom cargo-handling . In 1 93 1 -3 2  the FHT ' s  profi t s  from 
cargohandling reached a record � 45 , 000 and accounted for 46 per cent of 
total net profi t s . The FHT in consequence reduced their  rates f or  
cargo-handling to  about the same level a s  they were in  the 1 9 2 0 ' s .  
However , for  the res t of the decade profi t s  averaged about ( 2 2 , 000 per 
annum , well  above the average for the period 1 904-05 to 1 93 8-3 9 . The 
FHT used revenue f r om cargo-handling to compensate for dwindl ing revenue 
from other source s . F o r  example , the slump in trade caus ed revenue from 
wharfage charges  to  fall by � 9 8 , 733  or 44  per cent between 1 92 9 -3 0  and 
1 93 1 -3 2 . Thus the FHT ' s cargo-handling operations provided it  wi th a 
valuable financial l i f e-line . 
In 1 9 2 5 R .  S .  MacElwee suggested that the financial performance 
of a port can be a s s e s s ed by examining co s t  per ton o f  cargo 
handled . 6 9 Table 7 . 6 gives average cost per ton of cargo handled by the 
FHT be tween 1 9 1 0  and 1 9 3 8 .  Revenue per ton of cargo is included to show 
the other side  of the equation . It  i s  nece s sary to stres s that cargo 
handled is only one d imension of port .us e ;  the data give only a very 
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Table 7 . 5  
F inancial Result s  of Cargo-handl in� O,eerations 2 
1 9 04 -05 to 1 93 8 -3 9  
( f ' OOO ) 
Year Revenue Expendi ture Surplus 
1 9 04-0 5 2 7  2 3  4 
1 90 5-0 6 2 6  2 1  5 
1 90 6 -0 7 2 6 2 0  6 
1 90 7- 0 8  2 7  2 3  4 
1 9 08-09  2 5  1 9  6 
1 90 9 - 1 0 3 4  2 9  5 
1 9 1 0-1 1 3 8  3 3  5 
1 9 1 1 - 1 2 43  38  5 
1 9 1 2- 1 3  6 0  4 9  1 1  
1 9 1 3 -1 4  64  53  1 1  
1 9 1 4- 1 5  5 1  43  8 
1 9 1 5-1 6 64  57  7 
1 9 1 6 - 1 7 7 0  6 3  7 
1 9 1 7 - 1 8 5 7  5 4  3 
1 9 1 8-1 9 5 6  4 8  8 
1 9 1 9- 2 0  95  84  1 1  
1 92 0- 2 1  9 6  8 4  1 2  
1 92 1 - 2 2  9 1  7 6  1 5  
1 9 2 2 - 2 3  8 7  7 3  1 4  
1 9 2 3 -2 4  1 1 6  98  1 8  
1 9 2 4-2 5 1 3 5  1 2 1  1 4  
1 92 5-2 6 1 40 1 2 8 1 2  
1 9 2 6-2 7 1 6 9  1 6 3 6 
1 92 7-2 8 1 94 1 86 8 
1 9 2 8 -2 9 1 8 3  1 88 -5 
1 9 2 9-3 0 1 7 8  1 5 7  2 1  
1 930-3 1 1 5 5  1 1 2  4 3  
1 93 1 -3 2  1 3 1  86 45 
1 9 32-33  1 2 5  9 2  33  
1 93 3 -3 4  1 1 7  9 6  2 1  
1 9 3 4-3 5 1 3 3  l l O  2 3  
1 93 5-3 6  1 3 4  l l 2  2 2  
1 9 3 6 -3 7  1 4 4  1 2 5  1 9  
1 93 7-3 8 1 62 1 43 1 9  
1 9 38-3 9 1 7 0  1 5 6  1 4  
No te : Revenues and expendi tures from cranes and grain plant are 
included . 
Source : FHT , Annual Repor t s  
1 9 10 
1 9 2 0  
1 9 30  
1 9 3 8  
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Table 7 . 6  
Average Revenue and Co s t  Per Ton of Cargo Handled , 
S e l e c t ed Year s , 1 9 1 0  to 1 93 8  




7 6  
7 2  
7 8  
( penc e ) 
cons tant 
1 9 10-1 1 
prices4 
4 8  
43  
4 2  
4 6  
Average c o s t  per ton  
of cargo3 
( penc e )  
current 
1 6  
3 5  
3 3  
3 7 
cons tant 
1 9 1 0- 1 1 
prices 4 
1 6  
2 0  
1 9  
2 2  
Thr e e  year averages  centred on the years shown . 
D e rived by divid ing total revenue by to tal tons of  cargo 
hand l e d . 
Der ived by divid ing total cos t s  by to tal tons of  cargo  
hand l e d . 
D e f l a t e d  us ing But l in ' s implic i t  GDP deflato r . S e e  
App end ix B .  
S ource : We s t e rn Aus t ralia , Stati s t i cal Reg i s t e r s  
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rough no t i on of  trend s in revenue and cos t per uni t of output . Table  
7 . 6 shows that  average c o s t  per  ton o f  c argo in cons t ant p r i c e s  
increased by 3 8  per cent be twe en 1 9 1 0  and 1 93 8 , sugges t ing a decl ine in 
port e f f iciency . Average r evenue per ton o f  cargo in cons t ant 1 9 1 0- 1 1 
prices  fell by about four per cent between 1 9 1 0  and 1 93 8 . Thi s sugg e s t s  
a mod e s t  decl ine i n  the l evel o f  port  ' t axat i o n ' • Ironically in real  
t erms port  ' t axat i o n '  appear s t o  have been at  i t s  lowe s t  in the  1 9 2 0 ' s  
and . l 9 3 0 ' s , the per iod when cries  that the port  was ' a  t axing machine ' 
wer e  a t  their  loud e s t . 
In order to  ob tain a more comp l e t e  pic ture o f  the p o r t ' s  
f inanc ial per f o rmance we wil l  now employ s ome measures commonly used  by 
accountant s . 7 0  I t  i s  nec e s s ary t o  s t r e s s  that the s e  measur e s  can be 
pre s ented only with great r e s e rvat i o n . They are open t o  cri t i c i sm 
becaus e they are  affected  t o  a large degree by managerial pol i c i e s  wi th 
regard t o  depr ec i a t i o n .  Mor e over , the account ant s '  concept  o f  a r a t e  o f  
r e turn i s  qui t e  d i s t inc t from the economi s t s ' . The account ant s '  
measures ind icate  the return on t o tal capi tal whereas economi s t s  are  
more  conce rned wi th the r e turn on marginal cap i tal . Many of  the p o r t ' s  
a s s e t s , s uch as  wharves ,  are f ixed o r  relatively immovable and have f ew 
alt ernative us e s : the r e turn on such ' s unk ' capi tal would no t have 
normally influenced inve s tment at the margin . Howeve r ,  if a l ow r a t e  o f  
return o n  total  cap i tal i s  cons idered evidence of bad management , the 
f inancial backing for marginal inves tment s chemes may not have b e en 
for thcoming . Of  c our s e , a l ow rate  of  re turn on total  cap i tal may have 
been due to g overnment p o l i cy or o ther influences  beyond the cont rol  o f  
the FHT . If , when due all owance i s  made for  out s i d e  inf luenc e s , the 
hi s to r i cal rate  of re turn is s t ill  l ow , one might legi t ima t e ly que s t i on 
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the capacity of the FHT to carry through a new inve s tment which in 
competent hands would at  leas t c over i t s  ' s oc ial opportunity c o s t s 1 . 7 l  
Therefore , al though a f inancial rate o f  return does no t refl e c t  the real 
rate of re turn to  s ociety f rom employing resources in a p ar t i cular way , 
i t  does provid e  an approxima t e  check on manag erial performance . 
Table 7 . 7 shows s elected  measures of  f i nancial p e r f o rmanc e 
between 1 9 0 6-07  and 1 9 3 8-3 9 . Th e fir s t  me asure ( column 1 )  is  the 
operat ing ratio  which shows the relationship b e tween wo rking expen s e s  
(which exclud e capi tal deb t  charges ) and earning s . The operat ing rati o  
sugges t s  that there was a marked de teriorat ion i n  f i nancial p e r f o rmanc e 
during the Fi r s t  Wo rld War and although thi s deterioration was par t i a l ly 
rever s ed in the early 1 9 2 0 ' s ,  when trade and shipping recovered f r om the 
effects  o f  the war , the pre-war level of performance was never 
regained . Thi s  p ermanent d e cl ine was probably due to a c omb inat i on o f  
c o s t  and revenue fac t ors . Be twe en 1 903 and 1 9 3 6  the FHT ' s permanent 
s taff  grew by about 3 1 4  per  c ent but trade grew by only 1 4 8  per c ent i n  
t onnage terms and only 3 6  p e r  cent i n  real values . 7 2  Although 
overs taf f ing may have contributed to  the fall in operat ing e f f i c i ency , 
i t  i s  impo rtant to  no te that the FHT ' s  admini s t rative res pons i b il i t i e s  
expanded s igni f i c ant ly i n  1 9 0 4  when i t  t ook over cargo-handl ing . On the  
revenue s id e , as  the  port ' s  export  trade  grew , s o  did the propo r t i on o f  
cargoes to tally exemp t f r om wharfage charges . Grain , for  examp l e , was 
an exemp t cargo which  grew f r om 2 3  per cent of exp o r t s  in 1 9 0 9-1 0 t o  5 3  
per cent of  exp o r t s  in 1 9 2 9 -3 0 .  As we saw earl i e r , in 1 9 2 0  the FHT 
e s t ima ted tha t l o s t  revenue on all exports  totalled about � 1 0 0 , 000 . 
Thus the d i s crimina t o ry tar i f f  made a ma j o r  contr ibution to  the d e c line 
in the FHT ' s  f inancial per f o rmance . 
1 90 6 -0 7  
1 9 0 7 -0 8  
1 908-09  
1 90 9 - 1 0 
1 9 1 0-1 1 
1 9 1 1 -1 2 
1 9 1 2-1 3 
1 9 1 3 -1 4  
1 9 1 4-1 5 
1 9 1 5- 1 6 
1 9 1 6-1 7 
1 9 1 7 -1 8  
1 9 1 8-1 9 
1 9 1 9-2 0 
1 9 2 0-2 1 
1 9 2 1 - 2 2  
1 92 2-2 3 
1 9 2 3 -2 4  
1 9 2 4-2 5 
1 9 2 5 -2 6 
1 9 2 6-2 7 
1 9 2 7 -2 8  
1 9 2 8-2 9 
1 9 2 9 -3 0 
1 93 0-3 1 
1 9 3 1 - 3 2  
1 9 3 2 - 3 3  
1 9 3 3 - 3 4  
1 93 4-3 5 
1 93 5-3 6 
1 93 6-3 7 
1 9 3 7 -3 8 
1 93 8-3 9 
No tes : 
S ource : 
300 
Table 7 . 7  
Indicators  of Financial Performance ,  1 9 0 6-0 7  to 1 9 3 8 -3 9  
(percentages ) 
( 1 ) ( 2 ) ( 3 ) 
Operating Operating Surplus / Net Prof i t s /  
Ratios  Net Fixed As sets  Net F ixed As s e t s  
3 8 . 3  4 . 2  0 . 2  
3 3 . 7 5 . 6 0 . 9  
3 4 . 7  4 . 8  0 . 1  
3 3 . 1  6 . 3  1 . 7  
3 0 . 5  8 . 7  4 . 0  
3 5 . 4 7 . 6 2 . 8  
3 8 . 1  8 . 4  3 . 6  
4 0 . 7 8 . 0  3 . 3  
3 7 . 1  7 . 0  2 . 5  
4 4 . 8 6 . 3  1 . 5  
5 3 . 7  4 . 9  0 . 1  
5 1 . 2 4 . 6  - 0 . 2 
5 0 . 6  5 . 3  0 . 1  
4 6 . 4 8 . 6  3 . 3  
4 4 . 3  9 . 4  4 . 0  
4 4 . 9  8 . 5  3 . 0  
4 2 . 6  8 . 8  3 . 1  
4 0 . 9  1 1 . 4 5 . 6  
4 0 . 7  1 3 . 4  7 . 5  
4 1 . 7  1 3 . 5  7 . 6 
4 4 . 7  1 4 . 1  8 . 2  
5 0 . 7  1 2 . 9  7 . 0  
4 8 . 6  1 4 . 1  8 . 1 
4 5 . 2  1 2 . 6 8 . 2 
4 3 . 5  9 . 3  4 . 5 
4 0 . 5  8 . 6  3 . 8  
4 0 . 5  9 . 0 4 . 2 
4 2 . 5  8 . 1  3 . 2  
4 3 . 2  8 . 6  3 . 8 
4 6 . 2 8 . 1  3 . 3  
4 6 . 8  8 . 7  3 . 4 
4 8 . 3 9 . 1  3 . 5  
4 8 . 3  9 . 1  3 . 5  
1 9 0 6 -0 7  i s  the first  year that data on the value of  the FHT ' s  
a s s e t s  i s  available . Unti l  1 9 2 9-3 0  only as s e t s  purchased 
from revenue were depreciated . On the as sumpt ion that  
s inking fund payment s  were an approximate sub s t i tute  f o r  
his toric co s t  depreciation ,  the  cumulated to tals o f  s inking 
fund payment s  were us ed to derive rough es t imate s  of the 
FHT ' s  net f ixed assets  prior to  1 9 2 9 -3 0 . 
FHT , �nual Reports . 
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T h e  second measure ( c olumn 2 )  i n  Table 7 . 7 is  the rati o  o f  
operat ing surp lus ( earnings l e s s  working expens e s )  t o  n e t  f ixed 
a s s e t s . Thi s  ind i c a t e s  that the FHT earned on average return of 8 . 7  per 
cent per annum between 1 906-7  and 1 9 3 8 -3 9 .  However , the third measure 
( column 3 ) , the  r a t i o  of net pro f i t s  ( operating surplus les s capi tal  
debt charge s )  t o  ne t f ixed a s s e t s  p r obably provides a c l o s e r  
approximation to the true pro f i t  and lo s s  pos i tion .  The latter  measure 
indicates  tha t  the FHT earned an average rate  of  return of 3 . 6 per  cent 
per  annum . Be twe en 1 9 0 6-0 7  and 1 93 8-3 9 the long term yi eld  on 
government bond s  averaged 4 . 8 per cent . 7 3  This sugge s t s tha t , excep t  i n  
t h e  1 9 2 0 ' s ,  whi ch according to  the above measures appears to have been a 
relat ively pros perous decad e ,  the FHT was no t earning a ' marke t '  r a t e  o f  
r e turn . Never thel es s ,  the f inancial perf o rmance of the FHT app e a r s  to  
have been highly credi t able when compared wi th  o ther public ent er p r i s e s  
such a s  railways . 7 4  
* 
* * * * * 
We have s een that port  operati ons at  Fr emantle wer e  cons i s tently 
profi tabl e ,  y i e ld ing the FHT an average annual p ro f i t  of l 7 4 , 00 0 . The 
c ontinued payment o f  s urplu s e s  t o  Consol idated  Revenue led t o  comp l aint s 
from the Confe r ence Lines that the port  was be ing u s ed as 1 a t axing 
machine ' and tha t p o r t  charges  wer e  too high . But the government and 
the FHT were not s igni f i c antly exploi t ing the port ' s  monopoly p ov1e r : 
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except in the 1 9 2 0 ' s  the FHT fai led to earn a ' marke t ' rate of re turn . 
Moreover ,  inadequate depreciation provi s ions meant that the recorded 
surplu s e s  over s t a ted the pro f i tab i l i t y  of the por t ; convers ely , f o r  many 
years surplu s e s  were unders tated as cap i tal d eb t  charges were paid on 
capi tal s t ock that was obsolete  or  in some cas e s  no  longer exi s t e d . 
As for  port  charges , they do no t appear to have been exc e s s ive  
but  they wer e  und oub tedly highly d i s criminato r y : the main benef i ciaries  
were shipowners  and exporters  and the  main  l o s ers  impor t e r s  and 
c onsumer s .  Th i s  d i s tr ibut ion of  port charg e s  was a reflection o f  the 
relat ive p o l i t ical bargaining power o f  the s e  g roup s . The d e s i re t o  
a t tract  shipp ing , mol l i f y  the Conference L i n e s  and keep freigh t  rat e s  
low ,  l e d  the FHT t o  collect  mor e  revenue f r om g o od s  than f r om shi p s . In 
1 9 0 7  the We s t  Aus t r al ian government abol i shed whar f age  charges on mo s t  
expor t s  and increased them on impor t s  in an a t t empt t o  pro t e c t  the 
s t at e ' s rural and manufac turing indus t r i e s  f r om eas t ern s t a t e s  
compe t i t i o n .  Di s c r imination i n  f avour of  exp o r t s  was i n  f a c t  wide s p read 
throughout Aus tralia and was cons i s t ent wi th  the prac t i c e , ad opted  in 
the early 1 9 2 0 ' s ,  o f  provid ing ' p rotect ion all round ' .  The FHT , as  a 
s t a t e enterpri s e , wa s merely the meat in the sandwich o f  economic 
int ere s t s  comp e t ing in the poli t i cal arena . Given the cons traint s und e r  
which i t  operated , the FHT mus t  b e  judged  an  e f f i c i ent f i nanc ial 
enterpr i s e . 
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C HAP TER 8 
Th e Devel opment and Pe r f o rmance o f  t he Po r t  of Fr emant l e  1 9 03 - 1 9 3 9 ; 
Summary and Co nclu s i ons 
In thi s t he s i s  we hav e  examined the  d evelopment o f  the  P o r t  of  
F r emantle  b etween 1 9 03 and 1 9 3 9 ,  a per iod  c ommencing wi t h  the f o rmat ion 
of the Fr eman t l e  Ha r b our Tru s t  and t e rminat ing w i t h  the out b r eak of the 
S econd Wor ld War . The pur po s e  o f  thi s chapt e r  i s  two f o l d : f ir s t ly ,  we 
w i l l  summarize  the c onclu s i ons of p r evi ous chapt e r s  and , s e condly , 
a s s e s s  the per f o rmance  of the port  and , in  par t i cula r , the ext ent t o  
whi ch · po r t  fac i l i t i e s  ke pt  pace  wi th the  r equir ement s  o f  t rade and 
shipping . 
1 .  -Summary 
In 1 8 2 9  Ca p t a in Jame s S t i r l ing f ound ed a c o lony on the  b anks o f  
t h e  Swan River . The s earch f o r  p o t ential agr i cul tural areas , wa t e r  and 
building s uppl i e s , l ed him to l ocate  t he capi tal Pe r th s ome twe lve mi l e s  
up s tream f r om t h e  mouth of t h e  Swan Rive r .  A r o ck bar  made  the r iver 
imp a s s able  for  ocean-g o ing v e s s el s  s o  St i r l ing located the po r t , 
F r emantle , at  the mouth o f  the Swan River .  Shi p s  were  forced  t o  anchor 
o f f shore and ligh t e r  their cargo  ashore . Fr emant l e  acquir ed a poor  
reputat ion among s t  mariner s as  the anchor age  was very expo s ed and bad-
weather f r equently d e l ayed cargo-hand ling dur ing the wi nter  months . Th e 
ove r s eas mail  s te ame r s , which s ince the late  1 8 8 0 1 s had p r ovided a 
r egul ar mai l  and pas s enger s e rvice b etwe en Br i t ain and a l l  the 
Aus t ralian colonies , refused to call at Fr eman t l e .  They pref erred t o  
c a l l  at Al bany , s ome 2 5 0  mi l e s  t o  t h e  s outh  o f  Fr emant l e , b e c ause  i t  
o f f er ed a s a f e  deep-wat e r  harbour . 
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F r om the 1 83 0 ' s onwar d s  var ious pro po s a l s  wer e  mad e t o  c reate  a 
safe  harbour at  Fremantle  but no thing was done unt i l  t he gold rushes o f  
t he 1 8 90 ' s .  Re c ord cargo and pas s enger f l ow s  thr e a t ened to  choke the 
port  and the t r ans port  sys t em g enerally . The o p ening o f  a rail  l ink 
b e twe en Al b any and Pe r th in 1 8 8 9  meant that .� bany p o s ed an increased 
threat to Fremant l e ' s  pas s enger and cargo trad e . The g overnment o f  John 
Fo r r e s t  ' s pared  no e f f o r t  and no money ' in i t s  a t t emp t s  to lur e the ma i l  
s te amers  to Fr emantle  and c omba t  the c ompe t i t ion f r om Albany . Af t e r  
d e tailed inv e s t igations C .Y .  O ' Co nno r ,  t h e  St a t e ' s Ch i e f  Eng inee r ,  
persuaded t h e  g overnment t o  build a harbour in the Swan Rive r .  At a 
c o s t  o f  K 1 . 5  mi l l ion  C . Y .  O ' Co nno r b las t ed away t h e  r o ckb ar , d r edged a 
3 0  foot  channel  in the r iver , cons t ructed  wharve s  and wharf shed s and 
p r ovided road and rail  ac c e s s  to the wharve s .  I t  wa s claimed tha t 
F r emantle was now ' a  model  of  what  a modern harbour s hould b e '  • 1 By the 
b eginning of the 20th  c entury the mai l  l iner s had swi t ched f rom Al bany 
to Fr emant le and Fr eman tle  had become the f ir s t  and l a s t por t of call on 
the  Aus t ral ian c o a s t  for the maj o r i t y  of l iner s s t e aming betwe en ma j o r 
Aus tralian po r t s  and Euro p e . Fr eman t l e  lacke d , howev e r ,  a sound s y s t em 
o f  admini s tr a t i o n ,  b e caus e  c ont r o l  o f  the por t  wa s s pl i t  b e tween four 
government depar tment s .  The d eparture o f  the P r emi er , _ John Forre s t , for  
f ed eral po l i t i c s  in 1 9 0 1  led t o  a short  period  o f  p o l i t ical  ins tab i l ity 
which d elayed a t t empt s  to  r e f o rm por t  admini s tr a t i o n . But the f o l l owing 
year the Fr eman t l e  Ha rb our Tr us t Ac t wa s p a s s e d  and f r om the l January 
1 9 03 the Fr eman t l e  Harbour Trus t (FHT ) b e c ame the  c en t r a l  admini s tr a t ive  
authorit y  for  the po r t . 
Co nt r o l  o f  t he FHT wa s ves t ed in the hand s o f  f ive part- t ime 
Commi s s ioner s . However , although o s t ens ibly the maj o r  po r t  cont roller s , 
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t he Commi s s ioner s d i d  not have  d ir e c t  c ontr o l  over all  the activ i t i e s  
carried - o n  within t h e  phy s ical boundary o f  t h e  por t .  In Fr emantle a 
w�d e  r ange o f  pub l i c  and p r ivate  o rgani s a t i ons s uppl ied  a wid e  variety 
o f  s ervices  to  a mul t i pl i c i t y  o f  u s er s . The FHT , i n  c ommon wi th mo s t  
o ther Aus t ral ian po r t  autho r i t i e s , s uppl ied  ' s t a t i c '  f a c i l i t i e s  s uch a s  
d e e p -wat er channe l s , wharve s and wharf shed s . However , f r om 1 9 0 4  
o nwards , i t  al s o  una e r t o ok t h e  pr ovi s i on o f  c argo-hand ling s e rvices  o n  
t he wharves ,  a uni que r e s pons ib ility  f o r  a n  Aus tral i an por t  autho r i ty . 
Th e control  o f  cargo-handling operations gav e  the FHT acces s  t o  a 
valuable s ource o f  r evenue and enc ouraged i t  to  provide mechanical 
e quipment ( p r incipally c r ane s )  o f t en l acking in o ther Aus t ralian p o r t s . 
The por t 1 s admini s t rators , f r om Commi s s ioner s d ownwards , had a 
t r ad i t i on o f  long , o f t en l i f e t ime , s ervice t o  t he FHT . Fo r examp l e ,  Hr . 
G . V . McCartney , Manage r  o f  t he FHT be tween 1 9 2 9 - 1 9 5 0 , s pent 4 7  year s in 
t he s ervi c e  of the Tr us t . J'oir ,  F .  S t even s , t he FHT ' s f i r s t  Se c r etary , 
s e rved for  over one quar ter o f  a c entury . Such lengthy s ervic e  meant 
t hat  port  p o l i cy t ended  to f o l l ow we l l  e s tabli shed p a t t erns : no t a lways 
an a s s e t  in the f i r s t  f o ur decades  of the 2 0 t h  c entury when the por t wa s 
c alled on t o  r e s pond t o  s ub s t antial change s  in  the l evel  and p a t tern o f  
p_o r t  activity . 
Be tween 1 9 03 and 1 9 3 9  Fr emant l e  exp e r i enced ma j or chang e s  in 
cargo and pa s s enger f l ows and in ship movemen t s . Pas s enger f l ows we r e  
never a ma j or c omp o nent o f  port  a c t iv i t y  and f e l l  i n  thi s p e r i o d  from 
about 4 6 , 000  t o  2 8 , 000  per  annum . Cargo f l ows grew by 1 6 0  percent in 
t o nnage t erms but by l e s s  than 25 percen t  in  r eal value s .  Th i s  
r elat ively mode s t  g rowth was a direct  r e f l e c tion o f  the per f o rmance o f  
the We s t  Au s t ral i an e c onomy . Af t er the  gold  b o om peaked in 1 9 03 We s tern 
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Aus tralia entered a n  era of  slower growth .  The economy r emained 
bas ically orientated to primary indus try as s econdary indus t ry , 
handicapped by - compe t ition from eastern s tates  producers a fter 
f ederation in 1 9 0 1 , grew only slowly . Pr imary expor t s , especially 
wheat , grew dramatically in  the 1 9 20 ' s but suf fered s evere s e tbacks 
during the 1 93 0 ' s depre s s ion . As a resul t  o f  the s lower growth o f  the 
economy once the gold boom had sub s ided , Fr emantle declined in 
importance as a nat ional port although she r emained a leading bunkering 
port . At the eve o f  t he Second Wo rld War the port ' s  main export s  were 
wool , grains , t imber , flour and oil (for bunker s ) ;  the main impor t s  were  
f_ertilizers , manufactured  goods , o i l  and coal . Wi thin We stern Au s tralia 
Fremantle ' s  dominance was never challenged due mainly to  its proximity  
t o  the metropol itan area  and the development o f  a Fr emantle-centred 
t ransport sys tem .  Within a global context , she r emained a rela t ively 
m inor port s erving a s parsely popul ated corner of the Br i t i sh Emp i r e .  
Turning from c argo f lows t o  ship movements , we found that 
b e tween 1 903 and 1 93 9 shipping tonnage r o s e  by about 1 80 percent 
although the number of ships calling increased by only s ix percen t . In 
o rder to unders tand the implications of  the s e  change s  for the port  i t  
was neces s ary to-- examine ship types , s i ze s  and t echnology . Ves sel s  
c alling at Fr emantle fell  into three main groups : l iners , t ramp s  and 
t ankers .  As far as l iners were concerned ,  Fr emantle was jus t one por t  
o f  call o n  the Aus tralian run , and they generally d i scharged o r  l oaded 
le s s  than 15 percent of their cargo at Fremantle . Despi te  this , their  
role  as ' mail boats ' and passenger carrier s ,  together wi th their  l arge 
s i ze , ensured that they had the greate s t  impac t on the por t . Normally , 
t he only ful l  cargoes handled at  Fr emantle  wer e  bulk commodi t i e s  and 
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inter s ta t e  g eneral cargo . The high propo r t i on o f  par t cargoe s , o f t en 
poorly s t owed , impeded cargo -hand l ing_ and helped Fr emantle  acquire  t h e  
r eputation  o f  b e ing a ' s l ow '  po� t . In the inter-war years l iner s s pent 
longer t ime on the Aus t ralian coa s t  do ing a ' mi lkround ' in s earch o f  
c argoe s ; they t o ok parcels  o f  ' t r amp ' c ar g o e s  r e duc ing emp l oyment  
opportuni t i e s  for  t ramp shipping . One legacy o f  the ' mi lkround ' wa s 
that shipown e r s  incur red mul t i pl e p o r t  and handl ing charges , l ead ing t o  
c omplaints about the l evel of charges  at Fr eman t l e  and o ther Aus t r a l i a n  
port s .  Li ner s l ed in  the t endency t owa rds i n c r e a s e d  ship  s i ze : by 1 93 9  
pas s enger l iners  over 2 0 , 000 tons  wer e  regular  vi s i to r s  t o  Fr eman t l e  and 
c argo l iner s averaged b e twe en 8 , 0 0 0 - 1 4 , 0 00  t ons . By c ontras t ,  t r amp s 
and t anker s r a r e ly exce eded  6 , 000  tons and 1 0 , 00 0  tons r e s p ec t iv e ly . 
Over s ea s  shipping , p r incipally Br i t i sh , account e d  f o r  the bulk 
of  shipping ac t ivi t y , altho ugh the di s t inc t ion between over s e a s , 
inter s tate  and intras t a t e  shipping wa s r a ther b lur red  in our period . 
Int e r s tate  shipping b eg an a s l ow d e c l ine a f t er the Fir s t  World  War due 
to the wi thering away of inter s t a t e  c oal imp o r t s  as o i l  r eplaced c o a l  a s  
a bunkering fuel and the opening in 1 9 1 7  o f  the Tr ans -Cont inental  
Ra i lv1ay which o f f er ed pa s s enger s an  a l t erna t ive  t o  the l ong s e a  voyag e 
around the coas t .  Int ra s tat e  shipping was never a major p ar t  o f  por t 
a c tivi t y  but pr ovided v i t a l  s ervi c e s  t o  the out lying areas o f  We s t ern 
Aus tralia . 
Al though by 1 9 3 9  s teamships  and mot o r ships  o f  increas ing s i ze 
were calling at  Freman t l e , the por t i t self  and the techno logy o f  cargo­
hand l ing remained much as  i t  wa s at  the turn o f  t he c entury . 
Homogeneous cargoes  s uch as coal , o i l  and wheat  were  hand led in bulk 
us ing mechanical  d ev i c e s  s uch as c r anes , p i p e l ines  and e l evator s , but 
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t he hand ling o f  t he mor e  heterog eneous g eneral cargoes  r emained a l abour 
intens ive task . The b a s ic  requi r emen t s  f o r  lumpers  we� e  ' a  m�ghty arm , 
a hard mus c l e ,  and a large s t rong back '  • EveQ the FHT , which  showed 
more  willingnes s  than o ther por t authori t i e s  to  s upply mechanical 
e quipment , used only l im i t e d  numbe r s  of  l ab our s aving d evices  s uc h  a s  
mob ile  cranes and e l e c t r ic t rucks . Wharf l abour ing wa s a ha zardous and 
d angerous o c cup a t i o n ; a l l  t o o  o f t en there  wa s ' b l ood on the c argo '  • - But 
a s  long as l abour was p l en t i ful the s y s t em of casual employment enabled 
emp l oyers  t o  ob tain l ab our whe r e  and when they wanted  i t  at  leas t 
c o s t . Given the irregular nature o f  shipping and t r ade i t  was mo re 
e conomi cal to hire c a s ual labour than use mechanical equipment which 
c ould no t b e  d i s charged when trade  was s lack . Other f a c t o r s  explaining 
t he per s i s t ence  o f  manual me thods includ ed  t e chnical l imi tations  i n  the  
d e s ign of machine s , wharves and sheds , and oppo s i t ion from the  l umper s 
t hems elves . Thus  e c o nomi c ,  t echnical and s o c ial f a c t o rs combined to 
r e t ard the adop t ion of more capi t al inten s ive me thod s of  produc t ion . 
But  in thi s Fr emant l e  d id no t s t and alone as  general cargo-handl ing 
r emained techno l og ically  backward the wo rld  over . 
Al thoug h  cargo-hand ling t echnology wa s rela t ively s ta t i c  in  our 
per iod , the FHT ' s  end e avou�s to  make Fr eman t l e  a ' f ir s t  cla s s  por t '  led  
to  numerous change s  in  p o r t  facil i t i e s  dur ing the  f i r s t  f our d ecades  of  
the 20th century . The FHT ' s  f ocus o f  a t t en t ion was , however , re s t r ic t ed 
t o  the Inner Ha rbour . Development o f  that  ' magni f i c ent  sheet o f  d eep 
wat e r '  at Cockburn Sound had to wai t  unt i l  the 1 9 5 0 ' s .  In 1 9 1 6 the  FHT 
b egan the d e epening of the Inner Ha r bour to 3 6  f e e t , d e s p ite  the fact  
t hat  as late as  1 9 2 7  32  feet would have b e en s uf f ic i ent to floa t  9 5  
per cent of  s h i p s  c a l l ing at Fr emant l e . Th e deepening , whi c h  wa s 
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p rinc ipally f o r  the b enefi t  o f  l iner s , a lmo s t  d oubled the capi tal c o s t  
of the port . But there i s  no evidence that the FHT ever at t empted to  
g e t  l iners to  make a c ommensurate contribut ion t o  port revenue . On 
this , and o ther occa s ions , considerations o f  port  pre s t ige led the FHT 
to overlook the impl ications o f  c o s tly d evelopment s  f o r  port charges  and 
s tate  budge t s . In 1 908 the FHT began the cons truc t ion  o f  a dry-dock a t  
Rous Head but a f t er  the expenditur e  o f  f-: 207 , 4 1 7 the  pro j ect  had  t o  b e  
abandoned when large c aves were - di scovered b eneath the floor - of the 
partly completed  dock . Such a was t e  o f  pub l ic money was a s erious 
mat t er for the small We s t  Aus tralian economy and l i ttle  more was heard 
of plans f or  a dry-d ock . During the 1 9 20 ' s port  t rade and shipping 
underwent a bur s t  of ac t ivity , which , no t sur pr i s ingly , led to calls  for  
port  expansion .  Numerous plans f or  port- expans ion were propo sed all  o f  
which tried to overcome the barrier t o  up-r iver  d evelopment posed by the 
exi s t ing road and rail bridges . However , the ' Ba tt l e  of the Plans ' was 
eventually re solved by the onset  o f  depre s s ion , which led to a s lump in 
port activity and the shelving of plans f o r  p o r t  expansion.  The �Ba ttle  
o f  the Plans ' ,  however ,  exemplif ied the  pre -war approach to  por t  
planning a s  c o s t ing o f  t h e  propo sals was rather  rudimentary ; t h e  f o cus 
had been on s t ructural excellence rather than economy .  Bulk oil  
handling facilities  wer e  provided in 1 9 2 2  and in 1 9 3 2 ,  in the mid s t  o f  
the depres s ion , the bulk handling o f  grain was introduced in  o rder to  
help We s t ern Aus tralia 1 s beleaguered farmer s . But all these 
improvement s had only a minor impact on the por t ' s  phys ical geography . 
Thus C .Y .  O ' Connor ' s  s cheme provided the por t  wi th an infrastruc ture 
which coped adequately with the requirement s o f  trade and shipping for  
over half a c entury . 
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The FHT ' s f inancial capab i l i ty obviously had a maj or influence 
on t he prov i s ion of  p o r t  fac i l i t i e s . Betwe en 1 9 0 6 -07  and 1 93 8 -3 9  the 
c ap i tal inv e s t e d  in port wo rks increased f r om ab out � 1 .  4 mil l ion to  
t 3 . 1 million . Mo s t  of  the capi tal  wa s der ived f r om an external s ource , 
namely government l o an f unds appropr iated on an annual bas i s . Th i s  wa s 
no t because the FHT wa s an unpro f i table ent e r pr i s e ; on  the  cont rary , the 
FHT earnt an average annual s urplus of � 7 4 , 0 0 0 . Th e p o r t  wa s s uch an 
appar ent f inanc ial  s ucce s s  tha t  shipowner s c omplained that the  
g overnment wa s us ing t he p o r t  a s  ' a  t axing machine ' , t ha t  i s ,  exp l o i t ing 
the por t ' s  monopoly powers  to provide  a s ource o f  general r evenue . But 
we found tha t such ' expl oi t a t ion'  wa s ,  by the  s tand ards o f  today ,  
ext r emely l imi t ed ; except  in the 1 9 2 0 ' s  t he FHT failed t o  earn a 
' marke t '  rate  o f  r e t ur n .  The FHT wa s f o rc e d  t o  g o  c ap -in-hand t o  the 
g overnment every year in order to get adequate  f unds f o r  por t 
d evelopment becaus e the  government wa s d e t e rmined t o  keep control o f  
port  surpluse s  and p r ev en t ed t h e  FHT f r om building u p  adequate internal 
r e serves for deprecia t i on and repl acement of a s s e t s . On e o f  our tasks 
in the next s e c tion of thi s chapter  is to a s s e s s  whether or no t the 
f unds availab l e  to the FHT we re s uf f i cient to enable  p o r t  facili ties  t o  
keep pace wi t h  t he expan s ion nf p o r t  ac t ivi ty . 
2 .  Me asur ing Po r t  P e r f o rmance 
At the out s e t  i t  i s  nec e s s ary t o  s t r e s s  tha t i t  i s  extremely 
d i f f icult t o  make a p r ec i s e  a s s e s sment o f  the perf o rmance o f  a por t . 2 
Po r t  pe r f o rmanc e  d epend s  on a mul t i t ud e  o f  influences  includ ing 
admini s t ra t ive s t ruct ur e , manag er ial and l abour e f f i c i ency , trade and 
ship  f l ows , imp o s e d  te chnology , hinterland development , pres s ures  of  
c i ty land u se  and government pol i cy . Adequa t e  d a t a  f o r  ana ly s i s  of  key 
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i ndicators  o f  p e r f o rmance s uch a s  ship t urn:round !, l ab our produc t iv i t y  
and pro f i t ab i l i t y  i s  o f t en l acking in  modern por t s  and i s  cer tainly very 
l imi ted in o ur p er iod . 3 P o r t  p e r f o rmance c an p r obab ly b e s t  b e  a s s e s s ed  
in compara t ive t e rms but c ompar i s ons are  c omplicated  by variat ions in 
t he power s  and operating prac t i ces  of  p o r t  autho r i t i e s  and by 
d i f f erences  in cargo e s  and hand l ing me tho d s . Mor e over , there are 
-
d i f f i cul t i e s  in  making c omp ar i s ons wi th ove r s e a s  p o r t s . Mo s t  Br i t i sh 
por t s , for example , have evolved in a p i e c emeal fa shion over the 
c enturies , 4 whe r eas  Au s t ralia ' s  c ap i tal c i ty p o r t s  we r e  e s tabli shed f r om 
' greenf ield ' s i te s  in the 1 9 th century . Aus tral ian por t s  were  usually 
c ons t ruc ted wi t h  c onsiderab l e  exc e s s  c apacity to allow f o r  futur e  g r owth 
and , there f o r e , as  we  shall  s e e , l ow throughput s canno t neces s ar i ly be 
t aken as a s ign o f  inef f i ciency . Al s o  dur ing the 1 9 th c entury , 
engineers cons t r uc ting Indian Ocean por t s , s uch as Madr a s  and Colombo , 
had to ove r c ome cons i derab l e  phys i cal obs tacles  and were  f o rc e d  t o  
provide ext en s ive fac i l i ties  at o n e  go , even i f  s uch f a c i l i t i e s  wer e  i n  
exce s s  of  the s ho r t - te rm needs  o f  t rade and shipping . S Neverthe l es s , 
the work o f  ove r s eas wri t er s  on por t s , s uch a s  Sir  Geo rge Buchanan , does  
provide s ome yar d s t i cks  whi ch c an b e  used  t o  evaluate  the performance of  
the Po r t  of  Fr emantle  b e tween 1 9 03 and 1 93 9 .  The que s t io n  o f  e f f i c i ency 
is usually approached f r om three inter-related p e r s p e c t ives : phys i cal , 
f inanc ial and admini s tr a t ive . We wi l l  cons ider  e ach in  t ur n .  
3 .  Phys i c a l  Ef f i c i ency 
In view of the d i f f i cul t ie s  involved in mea s ur ing the phy s i cal 
e f f i c i ency of p o r t s , it is helpful to follow the approach adopted  by the 
Commi s s ion of Inquiry into the Au s t ral ian Ma r i t ime Indus try , which 
reported in 1 9 7 6 . The Commi s s ion cons idered the q ue s t ion of  the 
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adequacy o f  Aus t ra l i a ' s po r t s  under  the f o l l owing rather Sp a r t an 
clas s i f icat ions � 6 
1 .  Ad e quacy o f  wa t e r . 
2 .  Ade quacy o f  wharves and c r anes . 
3 . Ad e quacy o f  l and b ehind the  wharv e s . 
4 .  Ade quacy o f  acces s to  the wharv e s . 
We wi l l  u s e  the s e  c l as s i f ic a t ions t o  s t ruc ture our d i s cus s i on o f  
the phys ical ef f ic i ency o f  the P o r t  o f  Fr eman t l e . It  should be s t r e s s ed 
t ha t  s imply measur ing s to cks o f  phys ical a s s e t s  s uc h  a s  wharve s and 
cargo -hand ling e qui pment does  no t g ive an ind ication of sus tainable  
h and l ing r a t e s  f o r  ships  and carg o e s  whi c h  u s e  a p o r t . Th e  l a t t er 
depend s on t he capac i t y _ of  the por t  t o  c l e ar the t r an s i t  sheds  and 
d e l iver the g ood s  t o  the c ons igne e s  in t h e  s ho r t e s t  p o s s ible  t ime . An 
ind icat ion o f  capaci t y  in this sense  i s  p r ovided by the amount o f  cargo 
hand led per l ineal yard o f  wharfage per annum and ship t urnround , 
mea s ures we a l s o  cons ider  below . 7 
Th e f-i r s t  c l as s i fication,  name ly t he adequacy o f  wa ter , r efers  
to  t he  safety  o f  harbour approache s , the d e p t h  o f  wa t e r  channe l s  and  the  
g eneral ease  wi t h  whi c h  ships  c an neg o t i a t e  the  po r t ' s approache s . 
Fr emantle i s  bas ically a safe p o r t , free  o f  s trong current s ,  f o g , wind 
and ser ious wea ther problems . In our per iod the only s er ious a c c ident 
in the immediate  vic ini t y  of the Inner Harbour t o ok place in 1 9 1 6 ,  when 
t he Ulys s e s  ran aground jus t south o f  the  entrance channel .  However , 
this  was due t o  p ilo t erro r . The narrow curved entrance to  the Inner 
Ha rbour l imi ted  ships  to about 7 50 f e e t  in l eng th but as late  as 1 93 9  
the average leng th o f  ships  calling was o nly 4 50 f e e t  and the large s t  
6 5 8  f e e t . As a r e s ul t  o f  a d e c i s ion t aken i n  1 9 1 6 ,  Fr emantle  inc reased 
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c hannel d epths f r om 3 0  f e e t  t o  3 6  f e e t . Th e f a c t  t ha t  in  1 93 9  about 9 0  
p e r  c ent  o f  ves s els  c a l l ing drew leas than 2 8  f e e t  s ugge s t s  that thi s 
was more than adequa t e . Th erefore , a s  far  a s  wa t e r  wa s c oncerned , 
Fr emantle had no s igni f ic ant  deficienc ie s . 
Wi th  r e s pe c t  t o  the s e c ond c l a s s i f i c a t i o n ,  name ly the adequacy 
of wharves and crane s , it is impor t ant  t o  no te that  C . Y .  O ' Conno r 
p r ovided Fr emant l e  wi t h  marginal wharve s ( b ui l t  a long the shore l ine) 
rather than the f inger  piers  ( built  a t r ight ang l e s  t o  the sho r e )  found 
in mo s t  o ther Aus t ral ian por t s . As t r ad e  and mo t o r  t r a f f i c  increased , 
e a s t ern s tates  po r t s  f o und that the narrow approach ways to  f inger  pier s 
f requently caused  bo t t l enecks ; t r a f f i c  wa s f o r c ed t o  queue in o rd e r  to 
get acce s s  to the wha rve s .  Thanks  to O ' Conno r ' s  fores ight thi s problem 
was largely avo ided  a t  Fr eman tl e .  
Be twe en 1 9 03 and 1 93 9  the l ength o f  wha r f age  increased b y  4 4  per  
c ent t o  1 0 , 1 7 7  f e e t , whereas  the tonnage of  cargo  grew by about 1 6 0  per  
c en t . At f ir s t  s ight the s e  s t a t i s t i c s  s ug g e s t  po r t  capac i t y  wa s 
out s tr i pped by the d emands or trade but , a s  we s ugge s t ed in Chapter  6 ,  
l ength of  wharfage a l one i s  no t a r e l iable  gui d e  t o  t he c apac i t y  o f  t he 
port  to s e rvice the needs  of  us ers . A mor e  u s e f ul guid e  to the phys ical 
adequacy _o f por t  cap a c i t y  c an b e  obtained by examining the amount of  
c argo hand led per l ineal yard of quay p er year . Pr ior to the Fir s t  
Wo rld Wa r Fr emantle  ave r aged 2 7 0  t ons per  yard o f  quay p e r  annum which 
was low by European s tandard s but no t r ad i c a l l y  d i f fe r en t  f r om l evel s a t  
o ther Aus t ral ian po r t s .  What  thi s s ug g e s t s , o f  c our s e , i s  that 
Aus tralian p orts  wer e  g enerally cons truc t ed wi th cons iderable exc e s s 
c apacity . At Fr emant l e  there  wa s � 2 . 5 inves t ed  f o r  every t o n  o f  c argo  
hand led in  1 9 0 6 -07 and i 1 . 7 inves t ed for every ton  o f  c argo handled  in 
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1 93 8 -3 9 , a c o nt r a s t  which c o nf i rms t he p i c tur e o f  over capital i s a t i on a t  
leas t prior t o  t he Fir s t  Wo rld War . In the l a t e  1 9 2 0 ' s  the port handled 
over 500 t o ns per yard o f  wa t e r f ront , whi ch wa s c l o s e - to i t s  maximum 
s u s t a inable capaci ty . The depre s s io n  led t o  r educed trad e : pres s ur e  on 
port  facil i t i e s  wa s also  r educ ed ,  r i s ing again o nly in the late  
1 93 0 ' s .  Po s t  1 93 9  improvement s , includ ing the introduc t ion o f  
mechanical hand l ing equi pment , enabl ed exi s t ing wharfage  t o  s e rve the 
need s of  p o r t  u s e r s  unt il the 1 9 5 0 ' s . 
As f a r  a s  c r anes we r e  c oncerned , Fr eman t l e  wa s p robably the b e s t  
equipped p o r t  i n  Aus t r al i a . By the late  1 9 2 0 ' s  the FHT had purcha s e d  
s ixt e en 3 t on gantry crane s and s ix_ run-about c rane s o f  2 -3 t on 
capaci ty . Mo s t  Aus t r a l i an port  aut ho r i t ie s  wer e  r eluc t ant to  incur the 
expense  o f  providing c r ane s ; consequently ships wer e  f o r c ed t o  r e ly on 
the i r  own gear for  l o ad ing and unlo ad ing carg o .  The FHT ' s  g r ea t e r  
wi l l ingne s s  t o  s upply c r anes  wa s und oub tedly d u e  t o  t h e  f a c t  that i t  wa s 
the only Aus tr al i an p o r t  autho r i t y  t o  b e  d i r ec t ly engaged in carg o-
hand l ing . But , a s  we s aw in Cha p t e r  5 ,  even a t  Fr eman t l e , very l i t t l e  
mechanical e qui pment was u s ed i n  the  movement o f  general cargo acro s s  
the wharve s .  Howeve r , thi s wa s  t rue o f  p o r t s  the wo rld over . We can 
conclude that F remant l e ' s  wharve s and crane s wer e  generfrl ly adequa t e  t o  
m e e t  t h e  needs  o f  t r ade  and shipping . 
The -thi rd and f our th c l as s i f i cati ons , namely the ad equacy o f  
land behind the wharve s and the adequacy o f  acce s s  t o  the wharve s ,  c an 
b e  conveniently cons i d e r ed togethe r . Th e l and area r equi r ed a t  wharve s 
depended on the types  o f  cargo hand led and the me thod s o f  trans po r t . B y  
1 9 3 9  bulk c ar g o e s  s uch a s  c o al and wheat  we r e  r ailed  t o  and f r om the 
p o r t  and wer e  no t no rma l ly s to r ed on the wha rve s .  General cargoes , 
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h owever , cons i s t e d  o f  l ar g e  number s o f  i nd iv idual packages d e s t ined f o r  
large numb e r s  o f  cons i gnee s ;  they required ext en s ive s pace f o r  t rucking , 
s t acking and s o r t ing operations . In pract i c e , the s i tua t i o n  wa s 
c omp l i c a t ed by t he f ac t  that expor t s  and impor t s  wer e normal ly depar t ing 
and arriving s imul taneously s o  tha t when c ar g o  f l ow s  ' pe aked '  cong e s t ion 
could eas ily occur -i f s uf f ic i ent t r ans i t  s to r ag e  wa s no t availab l e .  In  
1 93 9  almo s t  one-half o f  the car g o  hand led on Vi c to r i a  Quay r equir ed 
t r an s i t  s t o r age in the p o r t  area ; the r e s t ent e r ed o r  l e f t  the por t 
wi thout pa s s ing through the wharf s heds . 8 C a r g o  wa s no rmal ly s t o r ed f o r  
three days f r e e  o f  charge in the whar f sheds a f ter  which cons igne e s  
i ncurr ed s t o rage charge s . Th e s t o rage cha r g e s  wer e  d e s igned t o  
d i s courage cons ignees  f r om us ing whar f  sheds f o r  l ong t e rm s t or ag e  
b ecaus e i f  cargo  r emained f o r  t o o  l ong i n  the whar f  sheds c ons i derable 
cong e s t ion and ine f f i c i ency could r e s ul t . Pr ivat e  c ompanies p r ovided 
war ehous e s  for  l ong t e rm s t o rage out s i d e  the p o r t  a r e a . 
Due to  a lack o f  data i t  i s  not po s s ible t o  examine the g r owth 
of t r ans i t  s t o r ag e  in our per iod but in 1 9 4 9  Fr eman t l e  had ab out 2 8 9 , 2 0 0  
s quare f e e t  o f  s hed s pace  capable o f  accommodat ing about 1 4 , 2 5 0  t o n s  o f  
cargo_. In add i t ion ,  there  wa s about 2 8 , 0 0 0  s quar e  f e e t  o f  o p en- a i r  
s to rage s pace , s u i t ab l e  f o r  cargoe s  s uch a s  t imbe r  which could b e  s tored  
under tarpaul ins . Th i s  s t o r age s pace  wa s c o ns i d e r ed t o  b e  adequa t e  f o r  
the po r t ' s  need s i n  the late  1 9 4 0 ' s .
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In Cha p t e r  6 we s aw that amp l e  r o ad and r a i l  a c c e s s  wa s p rovided 
to the wharve s .  Fr eman t l e , in fact , was the be s t  served p o r t  i n  
Aus t ral ia a s  f a r  a s  r a i lways we re c oncerned . Th e l and area f o r  r a i lway 
acces s ,  e s p e c i a l ly on V i c t o r ia Quay , was l imi t e d , but thi s wa s no t a 
c r i t i cal prob l em .  In general , p r i o r  t o  the Se c ond Wo rld  War , p o r t  
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operations we r e  no t s e r iously c ons t r ained by met r o p o l i tan l and us e 
ac t iv i t ie s . 
In s ummary , our d i s cus s i on o f  wa t e r  channel s , wharve s and 
c r ane s , land area behind the wharve s and acc e s s to the po r t , s ugge s t s  
that  Fr emantl e '  s phy s i cal facil i t i e s  we r e  adequat e  t o  cope wi th the 
r e qui r ement s o f  t r ade and shipping between 1 9 03 and 1 93 9 .  However , we 
a l s o  need to consider  s h i p  turnround as thi s p r ovid e s  a b e t t e r  guide  to 
the quality and r e l iab i l i t y  o f  port  s ervic e s .  
Af t e r  the  Fi r s t  Wo rld War Au s t r al i an p o r t s  acqui r ed a r eput a t ion 
f o r  s low turnround due pr imar ily t o  delays in the  load i ng and unlo ad ing 
o f  c argo . In Cha p t e r  5 we s aw that  l ab our c o s t s  accounted  f o r  a t  l e a s t  
7 0  p e r  c ent o f  the t o tal c o s t  o f  cargo -hand l i ng operat ions . Thus the 
p e r f o rmanc e of the labour force  had a c r uc ia l  imp a c t  o n  cargo-hand ling 
e f f ic i ency and ship t urnround . However , dur ing the 1 9 2 0 ' s  re s tr i c t iv e  
p r ac t ices  and indu s t r ia l  unr e s t  by lump e r s , s e amen and o ther mar i t ime 
wo rkers , led shipowne r s  to complain tha t  carg o -handl ing rates  f e l l  about 
20 p e r  c ent b e twe en 1 9 1 4  and 1 9 2 8 .  At Fr eman t l e , r e s t r i c t ive p r ac t i ce s  
r educed labour e f f i c i ency b y  about 1 5  per  c en t  and cont inui ty o f  work 
wa s  s ever ely d i s rup t e� by s t r ike s in 1 9 1 7  and 1 9 1 9 . The average 
over s eas  ve s s el  s pent f o ur days in por t . But the ' Dog Collar Ac t '  o f  
1 9 2 8  broke the power o f  t h e  Wa t e r s ide  Wo rke r s ' F e d e r a t i on and l ed t o  a 
r educ t ion in r e s t r i c t ive prac t i c e s  and s tr ike s in all Aus tr al i an 
p o rt s . Al though the ' Do g  Co llar Ac t '  wa s no t a p pl i ed t o  Fr emantle  a f t e r  
1 9 2 9 , the threat o f  i t s  application ca s t  a long shadow over union 
a c t iv i t i e s  in the 1 93 0 ' s .  Th e ons e t  o f  d e pr e s s i on and wid e s pr ead 
unemplo yment enabled s t evedores  to  ext rac t extra e f f o r t s  f r om men 
d e s perate  f o r  c ont inued emp l oyment . At Fr eman t l e , dur ing the 1 93 0 ' s 
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l ab our gangs d i s charged 1 4 . 5 t on s  o f  cargo  p e r  hour , o r  about 2 0  p e r  
cent mor e  t han i n  the 1 9 2 0 ' s .  The average t urnround t ime f o r  over s e a s  
v es s el s  a t  Fr eman t l e  wa s halved t o  two d ay s . Comp l a int s f r om s h ip own e r s  
about s l ow t urnround d id no t r e s ur f ace unt i l  a f ter  1 93 9 .  Howev e r , t h e  
g ains in carg o-hand l ing e f f i c iency and turnround we r e  achieved at  
con s iderable s o cial c o s t , a s , f o r  the  ave r ag e  l ump e r � the  pr e -war 
wat e r f r ont wa s  a d i smal place char ac t e r i s e d  by l ow and i r regul ar 
earnings and poor  working cond i t ions . 
4 .  Fi nanc i a l  Pe r f o rmance 
In Cha p t e r  7 we cons i d e r ed var ious mea s ur e s  o f  f inanc ial 
per f o rmance includ ing the cost  per ton  o f  cargo hand l e d , the operat ing 
r a t i o  and the f inanc ial r a t e  of r e turn on  the FHT ' s f inanc ial a s s e t s . 
It was s t re s s ed that the l imi t a t ions o f  the s e  mea s ur e s  and the l ack o f  
adequate provi s ion f o r  d eprecia t i on made i t  d i f f i cul t t o  make meaning f ul 
cal culat ions o f  p ro f i t ab i l i t y . The available evidence showed that the 
FHT 1 s net pro f i t s  a s  a propo r t ion o f  n e t  f ixed a s s e t s  ave r ag ed 3 .  6 
percent be tween 1 9 0 6 -07 and 1 93 8 -3 9 ,  wher e a s  over the s ame per i od the  
yield  on long t e rm government b onds averaged 4 .  8 p e r c ent  per  annum . 
Thi s s ugge s t s  that the FHT was no t , on ave r ag e , e arning a ' marke t '  r a t e  
o f  r e tur n .  Th e b ehav i our o f  t h e  operating r a t i o  indicated tha t t h e r e  
was a decl ine in o p e r a t ing e f f ic iency a f t er t he f ir s t  d ecade o f  thi s 
c entury . Th i s  d e c l ine wa s a t t r ibut e d  in par t t o  over s t a f f ing but mainly 
to the g r owing lo s s  o f  r ev enue a s  cargoes  exemp t  f r om whar f age  accoun t e d  
f o r  a n  increased  shar e o f  p o r t  t r ad e . 
Turning t o  the que s t ion o f  p o r t  charge s , we f o und tha t there  wa s 
a very uneven d i s t r ibut ion o f  taxa t ion on p o r t  u s er s . The ma in g a iner s 
were  shipown e r s  and exp o r t e r s  and the ma in l o s e r s  we r e  imp o r t e r s  and 
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c onsumer s . In 1 93 8 �3 9  shipowner s c ontr ibut ed only 2 6  p e r  c ent o f  p o r t  
r evenue and cons ignee s  7 3  p e r  c en t . Many expor t s  were exempt f r om 
whar fage charg e s . As we s aw in the p r evious chap t e r , thi s d i s t r ibut ion 
o f  port  charges  was d e t e rmined by a var i e t y  o f  p re s s ur e s  incl uding 
p o l i tical barga ining and s t ate  d ev e lopment p o l i c ie s . Th e exemp t ion o f  
expor t s  f r om whar f ag e  charge s , f o r  example , wa s d e s igned t o  a s s i s t  the 
s ta te ' s rur al indus t r ie s  and wa s cons i s t ent wi th t he prac t i c e  o f  
p r ovid ing ' pro t e c t ion a l l  round ' . Economi s t s  argue , however_, that p o r t  
char g e s  should b e  c o s t  b a s e d  and i f  a g overnment wi she s t o  s ub s id i s e  an ­
indus try i t  should do s o  d i r e c t ly and no t through the t ar i f f  s.tr uc t ur e  
o f  a po r t  autho r i ty . Thus Fr eman t l e '  s charg ing p r ac t ices  f a i l ed t o  
s a t i s fy the p r e s c r i p t ions o f  economi s t s . l O  Never thele s s , g iv en the 
c ons t r aint s under whi ch i t  operated , I jud g e d  the FHT to  be  an e f f i c ient 
f inanc ial enterpr i s e . 
It s hould b e  n o t e d  that our yards t i cks o f  f inanc ial p e r f o rmance 
f a il ed to capture the full economic impac t o f  the port  on the city o f  
Fr emant le  and the We s t  Au s t r al ian e c onomy . A comp r ehens ive economi c 
as s e s sment would need t o  take into account  all  o f  the s ocial co s t s  and 
b enef i t s  o f  p o r t  o p e r a t ions and the c onne c t ions b e twe en p o r t  and c i ty 
d ev e l o pment . As we ob s e rved in Cha p t er 1 ,  there i s  no comprehen s ive 
urban hi s t o ry of  Fr emant l e  in our p e r iod ; f ur ther r e s e ar ch is  r equi r ed 
into the economi c , p o l i t ical and s o c ial s t ruc t u r e  o f  the  c i t y  b e f o r e  the 
c ontr ibut ion of t he po r t  c an b e  d i s entang led . Th i s  t he s i s  o f f e r s  o nly a 
par t ial contr ibut ion t o  under s t and ing Fr eman t l e ' s  emerg ence a s  a ' po r t  
c i t y '  • 
5 .  Admini s t rative Ef f i c iency 
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In the 1 9 2 0 ' s Si r Ge o rg e  Buchanan d evel oped a number o f  
yard s t icks for  evaluat ing por t  admini s t ra t ion which , t o  thi s day , are  
c i ted  wi th  approval by wo rld exp er t s  on  p o r t s . 1 1  In v i ew of  t hi s , we 
will  use  Buchanan ' s  yard s t icks to examine the admini s t ra t ive per fo rmanc e  
o f  the Po r t  o f  Fr emant l e  b e twe en 1 9 03 and 1 9 3 9 .  Th e yard s t icks a r e  a s  
f ollows : 1 2  
1 .  Th e whole  o f  t he f o r e sho r e s  wi thin t h e  p o r t  area should b e  
under the ab s o lu t e  con t r o l  o f  t h e  s ta t e , e i ther d i r ec t ly o r  
b y  delegation o f  powe r t o  a p ub l ic c orporation o r  t r us t . 
2 .  Admini s tr a t ion o f  the port  should b e  f r ee f r om poli tical  
i nfluenc e . 
� .  The p o r t  autho r i ty s houl d includ e representa t iv e s  o f  
organi s a t ions intere s t ed i n  t h e  por t ' s  welfar e .  
4 .  Th e  po r t s  should b e  s e l f -contained f inanc ially and r evenue s 
s hould b e  appl i ed s olely t o  i t s  maint enance and d ev e l o pment , 
any s ur plus b eing used  t o  build up r e s erve fund s , r educ e 
port  charge s  or  ext i ngui sh  capi t a l  debt . 
5 .  Po r t  charg e s  s hould b e  uncomp l i cated , e a s i ly collected  and 
l evied so that there i s  an even d i s tr ibut ion o f  t axa t ion o n  
p o r t  us e r s . No port ion o f  the c ommuni t y  s houl d  b e  t axed- f o r  
the b ene f ic o f  ano ther s e c t ion and everything us ing t h e  por t 
mus t make a r eas onabl e  c ontr ibut i o n  t owa r d s  i t s  upkeep . 
6 .  Capi tal charge s  should be ad jus t ed s o  as  to  avo id undue 
burd en e i ther in the p r e s en t  or the futur e ,  and adequat e  
arr ang emen t s  should b e  made f o r  t h e  ul t imat e  l i quidat ion o f  
t he c api tal d eb t . 
7 . Development shoul d  invar iably b e  kep t  ahead o f  actual t r ad e  
r e quirement s ,  a s  a g r owing por t i s  nev e r  r eally c ompl e t e d . 
F i r s t ly , we wi l l  cons ider the FHT ' s area o f  jur i s d ic t ion.  I t  wa s g iven 
d ir e c t  con t r o l  over the Inner Harbour , an area of about 1 5 2  acr e s  o f  
l and and 2 5 0  acres o f  wat e r , and a l s o  c ontr o l  over an Ou t e r  Ha rb our , 
which covered a va s t  area of  1 1 4 , 000 acr e s . The r o ad and rail  b r idg e s  
a c ro s s  t h e  Swan Ri v e r  p o s e d  a n  o b s tacle  t o  up-r iver d evelopment but 
g ener ally s peaking adequate  land wa s avai l able  for por t develo pment in 
o ur per iod . 
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When Buchanan s tated  tha t p o r t  admini s tr a t ion should b e  f r ee 
f r om p o l i t i c al inf luence he was p re s umably r e_t er r ing t o  day -t o -d ay 
a dmin i s t r at i o n . It would hav e  b e en unr eal i s t i c  t o  exp ec t  g overnmen t s  t o  
r emain aloof f rom maj or planning d e c i s ions whi ch had the po ten t i al t o  
a f f e c t  the we l l-b e ing of  a l l  We s t  Au s t ralians . We hav e  s e en tha t 
d i s cus s ions over the propo s ed dock , up -r iv e r  d eve l o pment and bulk -grain 
h and l ing involved the FHT , g overnment , bus ine s s  and the communi t y  at  
large . Howev e r , even day- t o - day admini s t ra t ion wa s no t f r e e  f r om 
g overnment interven t i o n .  I n  par t i cul ar , governmen t s  intervened t o  
p r e s e rve r ev enue and t o  p ro t ec t  r u r a l  int e re s t s . For example , the FHT 
wa s f o rced to exemp t mo s t  exp o r t s  f r om wha r f ag e  charg e s ; t o  us e j ar r ah 
rather than conc r e t e  whar f piles  in o rder  t o  p r o t e c t  the local �t imb e r  
i ndus t ry ;  and t o  cont inue a s ur tax introduced dur ing t h e  Fi r s t  Wo r l d  Wa r 
d e s p i t e  repea t ed reque s t s  by the FHT f o r  i t s  r emova l .  It i s  apparen t 
that the FHT f a i l ed t o  s a t i s fy Buchanan ' s r e qui r ement tha t po r t  
admini s t r a t ion should b e  f r e e  f r om poli t i c a l  int e r f e r enc e . 
-
Buchanan ' s v i ew tha t  the p o r t  autho r i ty should includ e 
repre s entat iv e s  o f  organi s a t ions int ere s t ed in the por t 1 s welfare  wa s 
undoub tedly b a s e d  on hi s exper ienc e s  o f  Br i t ish p o r t s . Fo r examp l e ,  the 
Mer s ey Docks and Harbour Boar d , whi ch had b e en e s t ab l i shed in 1 8 5 7 , had 
28  member s of  which 24 we r e  elected by d o ck rate paye r s  ( s hipowne r s  and 
- merchant s )  • 1 3  But port  u s e r s  had n o  f o rmal r e p r e s entat ion on the FHT . 
Th e f ive par t - t ime Commi s s i oner s who cont r o l l ed the FHT we r e  appo inted 
by the g overnment . Howev e r , the men s el ec t ed u s ua l ly c ame f rom 
o rganisat ions i nvo lved wi th  t he p o r t  and g iven that  they we r e  appo inted 
only on a p ar t - t ime b a s i s , undoub t edly g ave d e - f ac t o  repre s en t a t ion t o  
u s e r  int e r e s t s . Nev e r thele s s , p o r t  u s e r s lacked the d ir e c t  
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r ep r e s entation which Buchanan considered e s s ential  i f  a port  wa s t o  b e  
run e f f ic i ent ly . 
We have already s een that f inancial  a r r angement s f e�l s e r iously 
s ho r t  of  Buchanan ' s  guide l ine s : the continued payment o f  s ur p lu s e s  t o  
Co n s o l idated Rev enue l e d  t o  comp l a in t s t h a t  t h e  p o r t  wa s 1 a t axing 
machine ' ;  t he FHT was p r evented f r om bui ld ing up adequa t e  r e s e rve s f o r  
r eplacement o f  a s s e t s ; t h e r e  wa s a v e ry uneven d i s t r ibut ion o f  t axation 
on port  us er s . 
Fi nally , i t  i s  d i f f i cul t t o  p r e c i s e ly a s s e s s  whe ther o r  no t po r t  
f a c i l i t ie s  kep t  ahead o f  trade requir ement s ,  b u t  a n  approxima te 
a s s e s sment can b e  mad e .  Figur e 8 . 1  i l lus t ra t e s  ind i c e s  o f  port  
inve s tment and shipp ing tonnage ( 1 9 0 9 - 1 0  = 1 0 0 ) . 1 4  Bo th  inve s tmen t and 
t o nnag e r o s e  unt i l  the outbreak - o f  t he Fi r s t  Wo rld Wa r ,  when t o nnage 
s l umped d r ama t ically . The ces s a t ion o f  ho s t i l i t ie s  l ed to a rapid 
r ec overy in tonnag e but i t  continued t o  lag behind inv e s tment , 
par t i cularly in the 1 93 0 ' s .  By the late  1 93 0 ' s  Fr eman tle  had 1 8  b er ths  
b u t  only one- third we r e  u s ually i n  use  a t  any o ne t ime . l Y  Th e FHT had , 
as  we s aw in Chap t e r  6 ,  always s t r iven to  p r ovide an ' overplus o f  
p ower ' .  
In s ummary , i t  c an b e  s e en that Fr emant l e  f e l l  we l l  s ho r t  o f  
Buchanan ' s  i d e al s , e s pec ially i n  t h e  are a  o f  port  f inance s .  Buchanan 
h ims e l f  c onclud e d  that ' in no St a t e  p e rhaps i s  the need for a r ef o rm  in 
me thods of admini s t r a t ion more urg ent than i s  the need in We s t  
Aus t ralia ' . 1 6  He r e commend ed that the Tr u s t  be  g iven g r eater 
independ enc e . But the gove rnment was unwil l ing to agree to any 
p r o po sals  which might a f f e c t  r evenue and r e s ented h i s c r i t i c i sm of  
government inter fer ence in the running o f  the por t . As we s aw in 
1 9 0 9 - 1 0 
= 1 0 0 
3 , 8 0 0  
( S em i - l o g 
s c a l e )  
1 ,  9 0 0  
1 9 0 9 - 1 0 
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Chapter 6 the g overnment a t t emp t e d  t o  d amag e Buchanan ' s c r ed ib i l i t y  by 
claiming he had b e en s tr uck off the role o f  the Ins t i tute  o f  Civ i l  
Eng ineers f o r  ' unpro f e s s ional conduc t ' . Th e FHT had t o  wa i t  unt i l  a f t e r  
t he Second Wo r ld War to  receive even minor inc r ea s e s  i n  autonomy . 
However , no Au s t r al ian p o r t  would have ful ly s a t i s fied Buchanan ' s 
c r i t e r ia ; we s aw in the las t cha p t e r  that  the s iphoning o f f  o f  p o r t  
p r o f i t s  and uneven d i s t r ibut ion o f  t axat i on we r e  c ommon e l s ewher e .  
In s ummary , our examina t ion o f  phy s ical � f inanc ial  and 
admi n i s t r a t iv e  e f f i c iency has  pr oduc ed a r a ther mixed verdic t . Th e p o r t  
p r ovided adequa t e  s t a t ic f ac i l i t i e s  f o r  t r ad e  and shipp ing b u t  a f t e r  the 
F i r s t  Wo rld War acquir ed a r eput a t i on for b eing a ' s l ow '  port ; h owever , 
cargo -hand l ing e f f ic i ency and turnround t ime s imp r oved s ub s tant i a l ly in 
t he 1 9 3 0 ' s .  Giv en the c ons t r aint s und e r  whi ch i t  o p e r ated , the FHT wa s 
j udged to b e  a s ucce s s f ul f inancial  ente r pr i s e .  But there i s  no doub t  
that judged by Buchanan ' s c r i t e r i a  the FHT wa s far  f r om an e f f ic ient 
admini s t rat ive machine . Howev e r , in s ome r e s p ec t s  Buchanan wa s 
imp r e s s ed wi th  Fr eman t l e ,  repo r t e d ly d e s c rib ing i t  as ' t he b e s t  
d e s igned , t h e  be s t  e quipped , and c e r t a inly t h e  b e s t  admini s t er ed por t i n  
Aus t ralia ' . 1 7  As a n  engineer , p r eoccup i e d  wi th s tr uc tur al exce l l ence , 
he probably approved o f  the ' overplu� o f  powe r '  p r ovided by the FHT and 
wa s l e s s  concerned wi th  the imp l ications  of c o s t ly wo rks f o r  po r t  
f inances and s ta t e  b udge t s . In h i s  eye s , the FHT - commi s s ione r s  wer e  
undoub tedly mor e  s i nned agains t than s inning . Thus  a f ter making due 
allowance for  the con s t ra int s under whi ch the FHT operated , we c an 
c onclud e that Fr eman t l e  wa s  a r elativ e ly we l l  run p o r t  and s e rved a s  an 
e f f icient g a teway f o r  We s t ern Aus t r a l i a  be tween 1 9 03 and 1 93 9 .  Al though 
the FHT , a s  the ma in port  controller , d e s e rv e s  mo s t  o f  the c r ed i t  f o r  
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t hi s , i t  i s  imp o r tant t o  no t e  t ha t  t he s uc c e s s ful wo rking o f  the p o r t  
depended upon t h e  c omb ined e f f or t s  o f  many other  o rgani sat ions and 
a c t o r s , includ ing shipping and s t evedoring c omp ani e s , wa terf ront unions 
and railway , cus t oms and o ther g overnment o f f i c ial s . The Por t  o f  
F r emantle  i s  e s s entially a communi t y  enterpr i s e  and a s  s uch i t s  
s ucce s s ful o p e r a t ion and d evelo pment betwe en 1 9 03 and 1 9 3 9  g enerated 
c ons iderable b enef i t s  t o  the s ta t e  o f  We s te r n  Au s t r al ia and , indeed , 
Aus tralia a s  a whol e .  
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p p . l 2 - 1 3 , which repea t s many o f  Buchana n ' s yard s t i cks  
wi thout mentioning h im by name . J .  Bi r d ,  Se apo r t  Ga t eways 
of  Aus tral i a , ( Oxfo r d , 1 9 6 8 ) , p . 23 4 ,  c i t e s  Buchanan ' s  work 
wi th  approval . -
1 2 .  Si r Ge o rg e  Buchanan , Re po r t  on  Tr ans p o r t  i n  Aus t ralia wi th 
S p e c ial Re f e r ence to Po r t  and Ha rb our Fa c il i t ie s , 2 v o l s , 
( Canberra , 1 9 2 7 ) ,  vo l . l ,  p . 6 9 . 
1 3 . H . J .  Dyo s  and D .  H .  Al d c ro f t , Br i t i sh Tr ans po r t . 
s urvey f r om the s even t e enth c entury to the 
( Le i c e s t e r , 1 9 7 1 ) ,  p . 2 5 4 .  
An ec onomi c 
twentieth , 
1 4 .  Th e FHT ' s annual inv e s tment b e twe en 1 9 0 9 - 1 0  and 1 9 3 8 -3 9  wa s 
d e f l a t ed us ing N . G .  But l i n ' s  imp l i c i t  GDP deflator  ( s e e  
Ap p endix B )  and then cumul ated . Th e cumul ated data  we r e  
then conver t ed t o  an index ( 1 9 0 9 - 1 0  = 1 0 0 ) . 
1 5 .  Tyd eman , o p . c i t . , p . 9 8 .  
1 6 . Buchanan , op . ci t . ,  p . 9 7 .  
1 7 .  FPA 1 0 6/ 2 5 / 1 , minut e s , 2 7  Augu s t  1 9 2 5 .  
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Appendix A 
F r emantle  Ha rbour Tr us t Commi s s i oner s 
Name 
C O OMBE , Th oma s Me l r o s e  
HUD S ON ,  Cha r l e s  
LEEDS , Ar thur G .  
LAURIE , Ro b e r t  
S ANDOVER , Al f r ed 
ALLNUTT ,  Er ne s t  
EYRE S , Th oma s 
V I LE S , Fr ank 
B ARKER , He nry Ge l l  
I RVINE , Cha r l e s  Jame s 
O LIPHANT , Ar thur Mo r r i s  
TAYLOR , John He nry Ge o r ge 
Per iod  
Se rved 
1 9 03 - 5  
1 9 03 -5 ;  
1 9 08 - 1 1  
1 9 03 - 1 1 
1 9 03 -7 
1 9 03 - 5  
1 9 0 6 - 1 3  
1 9 0 6 -1 1 
1 9 0 6 -8 
1 9 0 9 - 1 1 
1 9 1 2 - 1 7 
1 9 1 2 - 1 8  
1 9 1 2 -3 1  
Ba ckg round 
Timbe r  Me r chant of Co ombe 
Woo d  & Co . 
Man ag e r , Fr emant l e  Br anch 
of Commercial Union 
As s ur ance Comp any . 
Fr emant l e  Manag er f o r  Da l g e t y  
& Co . Chai rman 1 9 0 7 - 1 1 .  
R .  Laur ie ,  S t evedore , M . L . C .  
Chai rman 1 9 03 - 7 .  
W .  Sandover & Co . ,  Me r chan t s . 
Managing Di r ec t o r  o f  
D & J Fowl e r  Lt d .  
N . A . 
Re p r e s en t a t iv-e o f  Chambe r  
o f  Mine s . 
H . G . Ba rke r & Co . ,  Sh i p  and 
Ins ur anc e Broker s .  
Ch i e f  Ha r bour Ma s t er , W . A .  
Ma nag e r , We s t ern Aus t ral ian 
Produc e r s '  Co-oper a t ive Union . 
Nominated by Pe r th Chamber 
of  Comme r c e . 
Lump e r .  Di ed  November 1 93 1 . 
Name 
T HOMP S ON ,  James  
EVANS , Wi lliam H .  
N ICHOLAS , Fr ank 
CARTER , Tom 
MURRAY , Ba s i l  L .  
PAYNE , Ge o r g e  Fr eder ick 
B ATEMAN , Lewi s Li nd s ay 
McMAHON , P a t r i ck Gr egory 
TANNER , H . W . A .  
S IMP S ON ,  G . W . 
WI L S ON , Kenneth Davi d  
ANGWIN , Wi l l iam C . 
Pe r iod 
Se rved 
3 3 3  
1 9 1 2 - 1 7  
1 9 1 3 -1 7  
1 9 1 6 -1 7  
1 9 1 7 -4 4  
1 9 1 8 -2 5  
1 9 1 8 -2 6  
1 9 1 9 -2 9 ; 
1 9 3 0 -5 6  
1 9 2 5 -4 4  
1 9 27 -3 4  
1 9 3 0 -1 
1 93 1 -5 0  
1 9 3 4 -5 
-
Ba ckg round 
En gineer  i n  Ch i e f , W . A .  
Chai rman 1 9 1 2 -1 7 
N . A . 
Re p r e s enta t ive o f  Fr emant l e  
Chambe r  o f  Commerce . 
Sub-Manager , Fr emantle Br anch 
of Dalge t y  and Co . Lt d .  
Chai rman 1 9 1 7 -4 4 .  Nominated 
by Per t h  Chamb e r  o f  Commerce . 
Di ed Ap r i l  1 9 2 5 .  Re presented 
Farme r s  and Set tler s Par t y  
Po l i t ical  As sD ciation.  
Emp l oyed  by Elder , Sh enton & Co . 
Lt d . , merchan t s , shipping agent s , 
s to ck and s t ation ag ent s . 
Nomina t e d  by Perth Chamber o f  
Comme r c e . 
J & W Ba t eman Lt-d .  Ch airman 
1 9 4 5 -5 6 . 
Died Dec emb er 1 9 4 4 . 
Died January 1 9 3 4 .  Pr imary 
Indu s t r y  r ep r e s entative . 
Pub l i c  Se r v i c e  Commi s s i oner f r om 
1 9 1 7  t o  1 9 3 1 ,  when he r e t i r e d . 
Ac c oun t an t  o f  Tr easury . 
M . L . A . f o r  No r t h  Ea s t  Fr emant l e  
1 9 0 4 -2 7 . Mini s t er in var ious 
Lab o r  g overnment s . Ag en t  General 
in Londo n  1 9 2 7 -3 3 . 
Name 
MANN , Fr eder ick 
Pe r iod 
Se rved 
3 3 4  
1 93 6 -5 6  
Ba ckg round 
Se c r e tary o f  Fr emantle  Tr ades 
Hal l .  
No t e :  N . A . = d e t a i l s  o f  b ackg round no t avai l ab l e . 
Source s : FHT , Annual Repor t s ; J .  S .  Bat t y e , The Cyclopedia of  We s t ern 
Au s t r a l i a , (P e r th , 1 9 1 2 ) ; J . A .  Al exande r  ( e d . ) ,  Who ' s Who in 
Aus t r a l ia 1 9 3
-
8 ,  (Melbourne , 1 93 8 ) ;  FPA 3 5 /3 1 ,  minu t e s , 2 0  
November 1 93 1 .  
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Ap p end ix B 
Tr ade S t a t i s t i c s  
Th i s  appendix p r e s ent s t onnag e and value s ta t i s t i c s  f o r  
Fremantle b e tween 1 9 03 -04 and 1 9 3 8 -3 9 .  1 9 03 - 0 4  wa s cho sen a s  a s ta r t ing 
d at e  b ecaus e thi s i s  the f i r s t  f ul l  f inanc ial year f o r  whi ch FHT t r ad e  
data i s  ava i l able .  
In the p r e-me t r i c  e r a  covered by t hi s  t he s i s , c argo wa s me asured 
on the bas i s  of one ton e quals 2 , 2 4 0  lbs . ( d eadwe ight carg o )  or one ton 
e quals 40  cub i c  feet ( measurement cargo) . Th e po r t s  a s s e s sed  cargo  o n  
t h e  deadwe i ght  or  mea s ur ement b a s i s , depend i ng o n  whi ch y i e ld ed t h e  
g reate s t  r ev enue . S t r ic tly s pe aking , the r e s ul t ing aggregate s e r i e s  o f  
1 r evenue tons ' are no t meaning f ul for  analy s i s  because the uni t  o f  
meas ur ement i s  no t c ons t ant . To e s tablish a c ons tant uni t  r ev enue t on s  
calculated o n  a measurement bas i s  mus t  b e  conver t ed to  a deadweight 
b a s i s  or  v i c e-ver s a . In p r ac t i c e  thi s i s  d i f f i cul t b ecaus e o f  d a t a  
l imi t a t i ons and r e s earchers usual ly use  the c omb ined we igh t / v olume 
measur e .  We a l s o  f o l l ow t hi s  p r o c edur e  and unl e s s  s t a ted o therwi s e  a l l  
r e f e r ence s t o  cargo tonnag e s  a r e  t o  ' r evenue ton s ' . 
In the ear ly year s t he r e  we r e  s ome chang e s  in the conv e r s i o n  
f a c t o r s  us ed t o  convert  c ommod i t ie s  hand led in �di s crete  uni t s  t o  a 
t onnage me asur e . Fo r examp l e ,  o r ig inally wo o l  wa s c onver ted f r om b a l e s  
to t ons at 4 bales  to  the t on , whi l e  5 bale s t o  the t on wa s used  by t h e  
end of  t h e  pe r iod . Generally s peaking , t he s e  var iations had l i t t l e  
impac t o n  aggregate tonnag e s . 
It  appear s t ha t  conver s ion r a t i o s  v a r i e d  f r om port  t o  p o r t . Fo r 
example , the Mar i t ime Services  Boar d , the po r t  autho r i t y at Sydney , u s e d  
2 .  5 bal e s  o f  wo o l  t o  t h e  t o n .  Th e r a t ionale f o r  the s e  d i f f e r ence s  i s  
unclear and t hey rai s e  doub t s  about the c ompar ab i l i ty of  s ta t i s t i c s  
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c omp i l ed by p o r t  autho r i t ie s . Whe r e  w e  make inter- p o r t  c omp a r i sons we 
will  use  o f f i c i a l  g�ve rnment s ta t i s t i c s  o f  trade  value s . 
We s t ern Aus tralia  i s  the o nly s ta t e  to have s ta t i s t i c s  on  
int er s tate t r ade in  the  early  year s o f  the 2 0t h  century . In 1 9 1 0  the 
f ed eral Cus t oms Depar tment s t opped r e c o rd ing i n te r s t a t e  t r ans f e r s  by s e a  
and only We s t ern Aus t r al ia cont inued t o  r e c o rd s uch trans f er s . Thus 
t r ad e  value s in o ther s ta t e s  (wi t h  t he par t i a l  exception of Ta smania) 
r e f erred to over seas  t r ade only . Tabl e  B . 2 ,  which g ive s the value o f  
t o tal t r ade at  Fr eman t l e , includ e s  b o th  over s e a s  and inter s t a t e  t r ad e .  
Table B . 3 g ive s the value o f  over s e a s  trade  alone . 
In o rder t o  make c omp ar i s ons o f  t rade over- t ime i t  i s  d e s i r ab l e  
t o  r emove t h e  e f f e c t  o f  change s  in t h e  p r i c e  l ev e l .  Table B . 4 g ive s the 
value o f  total t r ade  in 1 9 1 0 - 1 1 p r i c e s , calcul a t ed us ing But l in ' s 
imp l i c i t  Gro s s  Dome s t i c  Produc t  d e f l a t o r .  I t  i s  nece s s ary to empha s i z e  
that  there a r e  s e r ious and we l l  d o cumented p r o b l ems wi th thi s d e f l at i on 
p r o c edur e : for  example , i t  i s  unlikely that the c omponen t s  mix o f  the 
d e f lator  c o r r e s ponds wi th the c omp o s i t i on of  Fr emant l e '  s t r ad e . Fo r 
thi s and o ther reas ons , the se  e s t ima t e s  c an g ive no mo re than a rough 
i ndicat ion of g eneral t r end s . Nev e r the l e s s , t hi s  is s uf f i c ien t f o r  o ur 
purpo s e s . 
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Tab l e  B . 1  
ComEo s i t i o n  o f  To tal Tr ade a t  F r emantl e ,  
1 9 03 -04 t o  1 93 8 -3 9  
( ' 0 0 0  t on s )  
Exp o r t s 1 Imp o r t s  To tal 
1 9 03 -0 4  1 8 7 5 0 5  6 9 2  
1 9 04 -0 5  1 6 8  5 8 5  7 53 
1 9 0 5 -0 6  1 4 8  4 8 4  63 2 
1 90 6 -0 7  1 0 1  4 7 2  5 7 3  
1 9 07 -08  1 1 2  4 7 9  5 9 1  
1 90 8 -0 9  1 1 2  3 9 1  5 0 3  
1 9 0 9 - 1 0  1 9 0  4 4 2  63 2 
1 9 1 0 -1 1 1 7 4  6 1 5  7 8 9  
1 9 1 1 - 1 2  1 7 8  5 9 4  7 7 2  
1 9 1 2 - 1 3  2 7 7  6 6 2  93 9 
1 9 13 - 1 4 3 6 5 6 7 9  1 , 04 4  
1 9 1 4 -1 5  1 3 8 6 1 5  7 53 
1 9 1 5 -1 6  240  6 0 5  8 4 5  
1 9 1 6 - 1 7  3 1 3 5 3 3 8 4 6  
1 9 1 7 - 1 8  2 0 7  3 2 5  53 2 
1 9 1 8 -1 9  2 8 1  3 3 9  6 2 0  
1 9 1 9 -2 0  5 1 0  4 03 9 1 3  
1 9 2 0 -2 1  3 7 3  5 1 8  8 9 1  
1 9 2 1 -2 2  423  4 5 4  8 7 7 
1 9 2 2 -2 3  3 1 7 4 4 1  7 5 8  
1 9 23 - 2 4  4 4 7  53 5 9 8 2  
1 9 2 4 -2 5  - 543  6 7 1  1 , 2 1 4  
1 9 2 5 -2 6  623  6 4 5  1 , 2 6 8  
1 9 2 6 -2 7  7 3 8 8 0 8  1 , 5 4 6  
1 9 2 7 -2 8 83 9 8 4 0  1 , 6 7 9 
1 9 2 8 -2 9  8 5 6  9 6 6  1 , 8 2 2  
1 9 2 9 -3 0  83 5 9 9 1  1 , 8 2 6  
1 93 0 -3 1  1 , 1 5 2  5 6 9  1 , 7 2 1  
1 9 3 1 -3 2  1 , 00 1  5 5 1  1 , 5 5 2  
1 93 2 -3 3  8 9 4  6 9 4  1 , 5 8 8  
1 9 33 -3 4  7 2 9  6 6 1  1 , 3 9 0  
1 93 4 -3 5  8 2 0  7 4 7  1 , 5 6 7  
1 93 5 -3 6  6 5 9  8 1 8  1 , 4 7 7  
1 93 6 -3 7  6 0 9  9 1 6  1 , 5 2 5  
1 9 3 7 -3 8  7 5 4  9 7 1  1 , 7 2 5  
1 93 8 -3 9  8 1 5  9 4 2  1 ,  7 5 7  
No t e : 1 - i nClud e s  bunker fuel s . 
S o ur c e : FHT , Annual Re por t s . 
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Table  B . 2 
ComEo s i tion  o f  To t a l  Tr ade at  Fr emanfl e 
1 9 03 -04 t o  1 9 3 8 -3 9  
( f, ' O OO )  
Year Expor t s  Impo r t s  To tal Ye ar Expo r t s  Impor t s  To tal  
1 9 03 -04 8 , 8 9 1  6 , 2 6 1  1 5 , 1 5 2 1 9 2 1 - 2 2  1 0 , 2 0 7  1 1 , 4 83 2 1 , 6 9 0  
1 9 04 -05  � . 8 2 6  6 , 13 5  1 4 , 9 6 1  1 9 2 2 -23 8 , 3 7 1  1 3 , 1 7 6  2 1 , 5 4 7  
1 9 0 5 -0 6  8 , 1 3 4  6 , 1 63 1 4 , 2 9 7  1 9 23 -2 4  1 0 , 7 6 5  1 3 , 6 0 9  2 4 , 3 7 4  
1 9 0 6 -0 7  8 , 0 1 1  6 , 1 1 8  1 4 , 1 2 9  1 9 2 4 - 2 5  1 0 , 7 7 5  1 5 , 1 8 5  2 5 , 9 6 0  
1 9 0 7 -0 8  7 ' 7 7 7  5 , 8 2 6  1 3 , 6 0 3  1 9 2 5 -2 6  1 1 , 1 04 1 5 , 3 9 7 2 6 , 5 0 1  
1 9 0 8 -09  7 , 00 9  5 , 7 9 5  1 2 , 8 0 4  1 9 2 6 -2 7  1 1 , 0 4 1  1 7 , 23 6  2 8 , 2 7 7  
1 9 0 9 -1 0  6 , 3 93 6 , 6 0 0  1 2 , 9 9 3 1 9 2 7 -2 8 1 3 , 6 2 4  1 7 , 0 1 4  3 0 , 6 3 8 
1 9 1 0 - 1 1  7 , 3 9 9  7 , 6 1 7  1 5 , 0 1 6  1 9 2 8 - 2 9  1 3 , 0 5 9  1 8 , 5 5 7  3 1 , 6 1 6  
1 9 1 1 - 1 2 7 , 8 2 8  8 , 3 84 1 6 , 2 1 2  1 9 2 9 -3 0  1 3 , 8 1 8  1 7 , 4 9 5  3 1 , 3 1 3 
1 9 1 2 -13  6 , 80 5  9 , 0 1 3  1 5 , 8 1 8  1 9 3 0 -3 1 1 4 , 2 0 2  9 , 7 9 8  2 4 , 00 0  
1 9 1 3 -1 4  7 , 3 4 8 8 , 9 6 2  1 6 , 3 1 0  1 93 1 -3 2  1 3 '  3 7 3  9 , 5 80 2 2 , 9 5 3  
1 9 1 4 -1 5  3 , 4 4 8  7 , 7 6 2  1 1 , 2 1 0  1 93 2 -3 3  1 2 , 9 8 9  1 1 , 1 9 6  2 4 , 1 8 5  
1 9 1 5 -1 6  2 , 9 4 4  8 ,  5 1 1  1 1 , 4 5 5  1 9 3 3 -3 4  1 4 , 7 5 7  1 2 , 0 4 1  2 6 , 7 9 8 
1 9 1 6 -1 7  2 , 9 7 5  8 , 9 5 7  1 1  ' 93 2  1 93 4 -3 5  1 3 , 9 9 1  1 3 ,3 9 4  2 7 , 3 8 5  
1 9 1 7 -1 8  2 , 7 5 0 7 , 3 07 1 0 , 0 5 7  1 93 5 -3 6  1 6 , 2 1 6  1 4 , 8 83 3 1 , 0 9 9  
1 9 1 8 -1 9  5 , 0 1 0  7 , 3 5 7  1 2 , 3 6 7  1 93 6 -3 7 1 8 , 3 1 3  1 6 , 83 7 3 5 , 1 5 0 
1 9 1 9 -2 0  1 3 ' 2 2 8  1 0 , 6 6 9  2 3 , 8 9 7  1 93 7 -3 8  1 9 , 2 5 2  1 8 , 0 7 3  3 7 '  3 2 5  
1 9 2 0 -2 1  8 , 4 2 2  1 4  ' 23 6  2 2 , 6 5 8  1 93 8 -3 9  1 9  ' 53 8 1 6 , 7 0 1  3 6 ,  23  9 
No t e s : Up t o  1 9 1 3 t r ad e data  wa s exp r e s s e d  i n  c a l endar year s . It has 
been conver t ed t o  f inanc ial year s on the a s s ump t ion that trade 
t o ok p l ace a t  a c ons t ant r at e  throug hout t he year . 
S ource : We s t ern Aus tralia , Stati s t i c al Re�i s t er s o 
Year 
1 90 7 -0 8 -
1 9 0 8 -0 9  
1 9 0 9 -1 0  
1 9 1 0 - 1 1  
1 9 1 1 -1 2  
1 9 1 2 -13  
1 9 1 3 -1 4  
1 9 1 4 -1 5  
1 9 1 5 -1 6  
1 9 1 6 -1 7  
1 9 1 7 -1 8  
1 9 1 8 -1 9  
1 9 1 9 -2 0  
1 9 2 0 -2 1  
1 9 2 1 -2 2  
1 9 2 2 -23 
No t e s : 
S o ur c e :  
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Table B . 3 
Va lue o f  Ove r s e a s  Tr ade a t  Fr eman t l e , 
1 9 0 7 -0 8  t o  1 93 8 -3 9 ! 
Cfm ) 
Expor t s  Impor t s  To tal Year Expor t s  Impor t s  To t a l 
6 . 7  
5 . 5 
4 . 0  
5 . 3 
6 . 6  
4 . 6  
3 . 6  
1 . 6 
2 . 9  
3 . 0 
1 . 8  
4 . 2 
1 2 . 3  
7 . 5 
8 . 2  
7 . 6 
1 
3 . 2  9 . 9  1 9 23 -2 4  9 . 9  6 . 5  1 6 . 4 
3 . 1 8 . 6 1 9 2 4 - 2 5  1 0 . 0  7 . 8 1 7 . 8  
3 . 6  7 . 6  1 9 2 5 -2 6  1 0 . 3 7 . 7  113 . 0  
4 . 2 9 . 5 1 9 2 6 - 2 7  1 0 . 2  9 . 2  1 9 . 4  
4 . 6  1 1 . 2  1 9 2 7 -2 8  1 2 . 8 8 . 7  2 1 . 5 
5 . 1 9 . 7 1 9 2 8 -2 9  1 2 . 2  9 . 2 2 1 . 4  
5 . 0  8 . 6  1 9 2 9 -3 0  1 2 . 9 8 . 6  2 1 . 5 
3 . 8 5 . 4 1 93 0 -3 1 1 3 . 5  3 . 8 1 7 . 3  
4 . 0  6 . 9  1 93 1 -3 2  1 2 . 5 2 . 6 1 5 . 1 
4 . 2  7 . 2 1 932 -3 3  1 2 . 1  3 . 6 1 5 . 7  
2 . 4  4 . 2  1 9 3 3 -3 4  1 3 . 7 3 . 4  1 7 . 1 
3 . 1 7 . 3 1 9 3 4 -3 5  1 2 . 9  3 . 9 1 6 . 8  
4 . 8  1 7 . 1  1 93 5 -3 6  1 4 . 9 4 . 9  1 9 . 8 
7 . 0 1 4 . 5  1 93 6 -3 7  1 5 . 3 5 . 4 2 0  0 7 
4 . 2  1 2 . 4 1 9 3 7 -3 8  1 6 . 5 6 . 2  2 �. 7 
6 . 3 1 3 . 9  1 93 8 -3 9  1 5 . 0  5 . 0 2 0 . 0  
I t  i s  no t po s s i b l e  t o  calcul ate  over s e a s  t r ad e  value s 
b e fore 1 9 0 7 - 0 8 , a s  s uf f ic i en t  d e t a i l  i s  no t provided unt i l  
t h e  1 9 0 7  e d i tion o f  t h e  S t a t i s t i c al Re g i s t er . 
See  al so  no t e s  t o  Table B . 2 .  
We s t ern Au s t ralia , St a t i s t i cal Re g i s te r s  and Commonwe alth o f  
Aus tralia , Year Books . 
Year 
1 9 03 -04 
1 9 04 -05  
1 9 0 5 -0 6 
1 9 0 6 -0 7  
1 9 07 -08 
1 90 8 -0 9  
1 9 0 9 - 1 0  
1 9 1 0 -1 1  
1 9 1 1 - 1 2  
1 9 1 2 - 1 3  
1 9 13 - 1 4  
1 9 1 4 -1 5  
1 9 1 5 - 1 6  
1 9 1 6 -1 7  
1 9 1 7 - 1 8  
1 9 1 8 -1 9  
1 9 1 9 -2 0  
1 9 2 0 -2 1  
No t e s : 
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Tab l e  B . 4 
Va lue o f  To tal  Tr ade a t  Fr emant l e  in 1 9 1 0 -1 1 Pr i c e s , 
1 9 03 -04 t o  1 9 3 8 -3 9  
1 
2 
Imp l i c i t  
De flator 1 
0 . 9 0  
0 . 9 4 
0 . 9 7 
0 . 9 9 
1 . 0 1  
0 . 9 7 
1 . 0 0 
1 . 0 0 
1 . 0 9  
1 . 0 8 
1 . 1 6  
1 . 2 8 
1 . 3 2  
1 . 4 5 
1 . 5 2  
1 .  6 1  
1 . 8 6  
1 . 8 1 
To t a l  
Trad e2 
[ m .  
1 6 . 9 
1 6 . 0  
1 4 . 7  
1 4 . 2 
1 3 . 5  
1 3 . 2  
1 3 . 0  
1 5 . 0 
1 4 . 9  
1 4 . 6 
1 4 . 1  
8 . 8 
8 . 7  
8 . 2  
6 . 6 
7 . 7  
1 2 . 8  
1 2 . 5 
Ye ar 
1 9 2 1 - 2 2  
1 9 2 2 -2 3  
1 9 23 -2 4  
1 9 2 4 - 2 5  
1 9 2 5 -2 6  
1 9 2 6 - 2 7  
1 9 2 7 - 2 8  
1 9 2 8 -2 9  
1 9 2 9 -3 0  
1 9 3 0 -3 1  
1 9 3 1 -3 2  
1 9 3 2 -3 3  
1 93 3 -3 4  
1 9 3 4 -3 5  
1 93 5 -3 6  
1 9 3 6 -3 7  
1 93 7 -3 8  
1 9 3 8 -3 9  
Imp l ic i t  
De flator 1 
1 . 7 1  
1 . 8 1 
1 . 8 1  
1 . 8 7 
1 . 8 5  
1 . 8 6 
1 . 8 8  
1 . 8 9 
1 .  7 0  
1 . 5 4 
1 . 43  
1 . 4 1  
1 . 4 6  
1 . 5 0 
1 . 5 7  
1 . 6 6 
1 . 6 9  
1 .  7 3  
To t a l  
Trade2 
& m . 
1 2 . 7  
1 1 . 9 
1 3 . 5  
1 3 . 9 
1 4 . 3 
1 5 . 2 
1 6 . 3  -
1 6 . 7 
1 8 . 4  
1 5 . 6 
1 6 . 1  
1 7 . 2 
1 8 . 4  
1 8 . 3  
1 9 . 8  
2 1 . 2 
2 2 . 1  
2 0 . 9 
The impl i c i t  deflator  i s  der ived by d ivid ing But l i n ' s  
cur r ent value e s t imat e s  o f  G . D . P .  by h i s  c ons tan t  value 
( 1 9 1 0 -1 1 = 1 0 0 ) e s t ima t e s  o f  -G . D . P .  
E s  t im:a te o f  t o tal t r ad e  in c ons t ant pr ices  der ived by 
d ivid ing current value s by the imp l i c i t d e f l a to r . 
Sour c e s : N . G . But l in ,  Aus tr al i an Dome s t i c Pr o duc t , Inve s tment and 
F o r eign Bo rrowing , 1 8 6 1 -1 93 8/3 9 ,  ( Camb r idge , 1 9 6 4 ) , and Tab l e  
B . 2 .  
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Tab l e  B . 5 
F r emant l e ' s Sh ar e o f  the To t a l  Va lue o f  Au s t ral ian Tr ad e �  
1 9 03 -04 t o  1 93 8 -3 9  
(P e r c en t ag e s )  
1 9 03 -04 1 6 . 8  1 9 2 1 - 2 2  5 . 2 
1 9 0 4 - 0 5  . 1 5 . 8 1 9 2 2 -2 3  5 . 6 
1 9 0 5 -0 6 1 3 . 2  1 9 23 - 2 4  6 . 2 
1 90 6 -0 7  9 . 8  1 9 2 4 -2 5  5 . 5  
1 9 0 7 -08  8 . 2  1 9 2 5 -2 6  5 . 8 
1 9 0 8 -0 9  7 . 4  1 9 2 6 -2 7  6 . 1  
1 9 0 9 - 1 0  6 . 0 1 9 2 7 - 2 8 7 . 2 
1 9 1 0 -l l  6 . 7  1 9 2 8 -2 9  7 . 2  
1 9 l l -1 2  7 . 3 1 9 2 9 -3 0  8 . 1  
1 9 1 2 - 1 3  6 . 0  1 9 3 0 -3 1  1 0 . 3 
1 9 1 3 - 1 4  5 . 4 1 93 1 -3 2  9 . 7 
1 9 1 4 -1 5  4 . 3  1 9 3 2 -3 3  8 . 7 
1 9 1 5 - 1 6  4 . 6  1 9 3 3 -3 4  9 . 2 
1 9 1 6 -1 7  4 . 1 1 9 3 4 -3 5  8 . 9 
1 9 1 7 - 1 8  2 . 9  1 93 5 -3 6  8 . 8  
1 9 1 8 - 1 9  3 . 3 1 9 3 6 -3 7  8 . 1  
1 9 1 9 - 2 0  6 . 8 1 93 7 -3 8  8 . 3 
1 9 2 0 - 2 1  4 . 8  1 9 3 8 -3 9  8 . 2  
Source s : Calcul a t ed f r om data in Commonweal th Bureau of Census and 
S t a t i s t i c s , Ove r s e a s  Tr ade Bul l et i n s , and We s t ern Aus t ralia 
S ta t i s t ical Re�i s t e r s . 
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Ap pendix C 
Shi pping St a t i s t i c s  
Th e r e  ar e thr e e  main mea s ur e s  o f  merchant shipping t o nnag e :  
g ro s s  regi s t er ed t onnag e  ( gr t ) , ne t r eg i s t ered  tonnage ( nr t ) and 
d e adwe ight t o nnage ( dwt ) . Gr o s s  r eg i s t e r ed t onnage i s  based  on the 
t o t al vo lume of enclo s ed ship s pace . Ne t r eg i s t er ed t onnage i s  b a s ed on 
t he t o tal v o lume o f  enclosed  ship  s pace which c an b e  u t i l i s e d  for 
p a s s engers  o r  cargo (1  t o n  = 1 0 0  cub i c  f ee t ) . Deadwe ight tonnage i s  
b as ed o n  the d i f f e r ence i n  we ight ( 1  t o n  = 2 , 2 4 0  l b s ) be tween a l oaded 
and empty ves s e l . Deadwe ight tonnage i s  us ual ly r eg arded a s  the bes t 
measure o f  shipping capac i ty , e s pe c ia l ly f o r  t anke r s , but the FHT ' s 
s ta t i s tics  s how only a ve s s e l ' s  ne t regi s t ered tonnage and gro s s  
r eg i s t ered t o nnag e .  Th e  g r o s s  r e g i s t e r ed t o nnag e o f  v e s s e l s  wa s only 
pub l i shed in agg r egate  f r om 1 9 1 9 -2 0  onwar d s . Thro ughout the the s i s , 
s h i pping t onnag e , unl e s s  o therwi s e  s pe c i f i ed , r e fer s t o  g ro s s  r eg i s t er ed 
t o nnage . 
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Tab l e  C . 1  
Ne t Re g i s t e r ed To nnag e o f  Sh i EEin� Ca l l in� a t  Fr emantle , 
1 9 03 -04  t o  1 93 8 -3 9  
( ' 0 0 0  t on s )  
Ove r - Int e r- Intra- Ove r - Int e r- Int r a-
Ye ar s e a s  s t ate s t a t e  To t al Ye ar s e as  s t ate  s ta t e  To tal 
1 9 03 -04 6 0 6  6 7 3  1 53 1 , 43 2  1 9 2 1 - 2 2  1 , 0 4 2  1 , 3 9 7  1 3 0 2 , 5 6 9  
1 90 4 -05 6 2 3  6 7 1  1 9 6  1 , 4 9 0  1 9 2 2 -2 3  1 , 0 7 1  1 , 4 4 6  1 03 2 , 6 2 0  
1 9 0 5 -0 6  6 1 2  6 7 1  2 0 7  1 , 4 9 0  1 9 23 - 2 4 1 , 1 9 0  1 , 5 6 6  1 3 2  2 , 8 8 8  
1 9 0 6 -0 7  5 8 8  7 6 7  2 0 9  1 , 5 6 4 1 9 2 4 - 2 5  1 , 2 5 7  1 , 6 8 8  1 6 1  3 , 1 0 6 
1 9 0 7 -08 6 43 7 7 0  1 9 0  1 , 6 03 1 9 2 5 -2 6  1 , 1 8 6  1 , 5 7 1  1 5 0  2 , 9 0 7  
1 9 0 8 -0 9  6 43 7 5 9  1 7 1  1 ,  5 7 3  1 9 2 6 -2 7  1 , 5 53 1 , 6 0 9  1 5 7  3 , 3 1 9 
1 9 0 9 - 1 0  7 8 9  909  2 2 6  1 ,  9 2 4  1 9 2 7 -2 8  1 , 53 5  1 ' 7 3 9  1 7 5  3 , 4 4 9  
1 9 1 0 -1 1 8 6 4  9 2 2  2 2 6  2 , 0 1 2  1 9 2 8 - 2 9  1 , 7 0 4 1 , 5 1 5  1 7 5  3 , 3 9 4 
1 9 1 1 -1 2  9 5 1  9 9 8  1 9 9  2 , 1 4 8  1 9 2 9 -3 0  1 ' 7 3 5  1 , 8 6 1  1 8 9  3 , 7 8 5  
1 9 1 2 - 1 3  9 7 6  1 , 1 6 4 1 8 2  2 , 3  2 2  1 9 3 0 -3 1  1 , 7 6 4 1 , 5 0 7  2 0 1  3 , 4 7 2  
1 9 13 - 1 4  1 , 03 3  1 , 3 3 0  2 0 6  2 , 5 6 9  1 93 1 -3 2  1 , 6 53  1 , 4 8 1  2 1 5  3 , 3 4 9  
1 9 1 4 -1 5  7 0 2  93 7 1 7 4  1 , 8 1 3  1 9 3 2 -3 3  1 , 6 1 2  1 , 6 6 8  2 0 6  3 , 4 8 6  
1 9 1 5 -1 6  1 , 03 7  7 8 1  1 9 0  2 , 00 8  1 9 3 3 -3 4  1 , 5 6 4  1 ,  7 1 5  1 3 2  3 , 4 1 1  
1 9 1 6 -1 7  1 ,  2 4 9  7 9 9 1 0 8 2 , 1 5 6  1 9 3 4 -3 5  1 , 7 2 3 1 , 8 2 7  1 3 3  3 '  6 83 
1 9 1 7 -1 8 6 5 8  3 04 84  1 , 04 6  1 93 5 -3 6 1 , 7 0 0  1 ,  7 7 7 1 7 0  3 , 6 4 7  
1 9 1 8 -1 9  9 8 4  5 8 1  8 5  1 ,  6 5 0  1 9 3 6 -3 7  1 , 6 8 5  1 , 6 2 7  1 9 4  3 , 5 0 6  
1 9 1 9 -2 0  1 , 04 6  1 , 1 1 2  1 4 8  2 , 3 0 6  1 93 7 -3 8  1 , 8 9 7  1 ' 7 3 8  1 5 2 3 , 7 8 7  
1 9 2 0 - 2 1  9 4 0  1 , 2 9 7  1 53 2 , 3 9 0 1 9 3 8 -3 9  1 , 9 9 5  1 , 8 4 5  1 6 7  4 , 0 0 7  
No t e : Data  prior  t o  1 9 0 6 -07  hav e  b e e n  conv e r t ed f r om calendar t o  
f inancial year s . 
Sourc e : FHT , Annual ReEo r t s . 
Year 
1 9 03 -04  
1 9 04 -0 5  
1 9 0 5 -0 6  
1 9 0 6 -0 7  
1 9 0 7-08 
1 9 08 -0 9  
1 9 0 9 -1 0  
1 9 1 0 - 1 1  
1 9 1 1 -1 2  
1 9 1 2 -1 3  
1 9 1 3 -1 4  
1 9 1 4 - 1 5  
1 9 1 5 -1 6  
1 9 1 6 -1 7  
1 9 1 7 -1 8  
1 9 1 8 -1 9  
1 9 1 9 -2 0  
1 9 2 0 - 2 1  
No t e : · 
S o ur c e :  
Ov e r -
s e a s  
2 2 6  
2 2 3  
2 0 9  
1 9 6  
2 1 1  
2 0 4  
2 3 8  
2 5 0  
2 8 2  
2 8 7  
2 9 8  
2 0 3  
2 5 9  
3 3 1  
1 5 4 
2 7 6  
2 9 1  
2 6 1  
Da t a  
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Table  C . 2  
Number o f  Ve s s e l s  Ca l l ing at Fr emantl e ,  
1 9 03 -04 t o  1 9 3 8 -3 9  
In ter- In t r a- Over- In ter-
s tate  s ta t e  To tal Year seas s tate  
2 6 7  3 0 8 8 0 1  1 9 2 1 -2 2  2 83 3 7 2  
2 7 4  3 2 4 8 2 1  1 9 2 2 -2 3  2 5 3 3 1 8  
2 7 7  2 6 8 7 5 4  1 9 23 -2 4 2 49 3 3 0  
2 6 9  2 2 2  6 8 7  1 9 2 4 - 2 5  2 7 7  3 5 2  
2 6 1  1 7 6  6 4 8  1 9 2 5 -2 6  2 5 8  3 1 6 
2 4 6  1 3 6  5 8 6  1 9 2 6 - 2 7  3 2 9  3 2 6  
2 60 1 7 4  6 7 2  1 9 2 7 -2 8  3 1 4 3 4 5 
2 7 4  2 0 2  7 2 6  1 9 2 8 - 2 9  3 5 7  2 9 7  
2 9 0  2 1 4  7 8 6  1 9 2 9 -3 0  3 3 9  3 6 2 
3 2 6  1 9 7  8 1 0  1 93 0 -3 1  3 6 0 2 6 1  
3 53 2 0 6  8 5 7  1 93 1 -3 2  3 1 6  2 63 
2 5 4  2 2 4  6 8 1  1 93 2 -3 3  3 0 4 2 9 6  
2 2 7  2 5 5  7 4 1  1 9 3 3 -3 4  2 87 3 1 4  
2 3 3  1 63 7 2 7  1 93 4 -3 5 3 2 8  3 3 2  
1 0 5  1 1 7  3 7 6  1 9 3 5 -3 6  2 9 7  3 1 8  
1 9 8  l l 9  5 9 3  1 93 6 -3 7  3 2 0  2 9 3  
2 9 8  1 3 2  7 2 1  1 9 3 7 -3 8  3 9 2  3 1 2  
3 4 8  1 3 8  7 4 7  1 93 8 -3 9  4 2 6  3 1 8  
p r i o r  t o  1 9 0 6 -0 7  has b een c onv e r t ed f r om 
f inanc i al year s . 
FHT , Annua l Re 12o r t s . 
In t r a-
s ta t e  To t a l  
1 3 4  7 8 9 
1 0 0  6 7 1  
1 1 9  6 9 8  
l l O  7 3 9 
9 5  6 6 9  
93  7 4 8  
9 2  7 5 1  
9 8  7 5 2  
1 04 8 0 5  
9 9  7 2 0  
9 3  6 7 2  
9 8  6 9 8  
7 6  6 7 7  
7 5  73 5 
1 0 7 7 2 2  
1 1 9  7 3 2 
1 0 6  8 1 0  
1 03 8 4 7  
cal end ar t o  
3 4 5 
Tab l e  C . 3 
Av erage S i z e  o f  Ve s s e l s  Ca l l in� a t  Fr emantle , 
1 9 03 -04 t o  1 9 3 8 -3 9  
( ne t  r eg i s t er ed tons ) 
1 9 03 -04  1 , 7 8 8 1 9 2 1 -2 2  3 , 2 5 6  
1 9 04 - 0 5  1 , 8 1 5  1 9 2 2 -2 3  3 , 9 0 5  
1 9 0 5 -0 6  1 , 9 7 6  1 9 23 - 2 4  4 , 13 6 
1 9 0 6 �0 7  2 , 2 7 8  1 9 2 4 -2 5  4 , 2 03 
1 9 0 7 -08  2 , 4 7 4  1 9 2 5 - 2 6  4 , 3 4 4  
1 9 0 8 -0 9  2 , 6 8 6  1 9 2 6 -2 7  4 , 43 7  
1 9 0 9 - 1 0  2 , 8 6 5  1 9 2 7 - 2 8  4 , 5 9 3  
1 9 1 0 -1 1  2 ,  7 7 3 1 9 2 8 - 2 9  4 , 5 1 3 
1 9 1 1 -1 2  2 ,  7 3 2  1 9 2 9 -3 0  4 , 7 0 2  
1 9 1 2 - 1 3  2 , 8 6 7  1 9 3 0 -3 1  4 , 8 2 2  
1 9 1 3 -1 4 2 , 9 9 6  1 93 1 -3 2  4 , 9 8 2  
1 9 1 4 -1 5  2 , 6 6 4 1 9 3 2 -3 3  4 , 9 9 4  
1 9 1 5 -1 6  2 , 7 1 0  1 9 3 3 -3 4  5 , 03 8 
1 9 1 6 -1 7  2 , 9 63 1 9 3 4 -3 5  5 , 0 1 l  
1 9 1 7 - 1 8  2 , 7 8 2  1 93 5 -3 6  5 , 0 5 1  
1 9 1 8 -1 9  2 , 7 8 2  1 93 6 -3 7  4 , 7 8 8 
1 9 1 9 -2 0  3 , 2 00  1 93 7 -3 8  4 , 6 7 5  
1 9 2 0 - 2 1  3 , 1 9 9  1 9 3 8 -3 9  4 , 7 3 2  
Source : Tab l e s  C . 1  and c . 2 .  
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B i b l iography 
Manuscript  Material  
De par tment o f  Ex t ernal Af f a ir s � Co r r e s pondence f i l e s , alphabe t i cal 
s er i e s , 1 9 2 5 -1 9 4 2  ( Aus tralian Archive s ,  Canberra , Depo s i t  CRS A9 8 1 ) .  
De par tment o f  Tr ade and Cus t oms � p aper s o f  t he Se c r e tary Commonwe alth 
Board of  Trade , 1 9 1 7 -1 9 2 5  ( Aus tralian Archive s ,  Canberr a , Depo s i t  CP  
7 03 / 5 ) . 
F r emantl e  Po r t  Au tho r i t y  Re cords  1 9 03 -1 9 3 9 (Fr emant l e  Po r t  Autho r i t y , 
Fr emant l e ) . 
Ha rbour and Li ght s De par tment Re c o r d s  1 9 03 -1 9 3 9 (J . S .  Ba t tye Li b r ary o f  
We s t  Aus tr alian Hi s tory , Perth , Acce s s ions 1 0 5 6  and 1 0 6 6 ) .  
Pub l i c  Wo rks De par tment Re cords  1 9 0 5 -1 93 9 (J . S . Ba t tye Li brary o f  We s t 
Aus t r al i an Hi s tory , Perth , Acc e s s ions 6 8 9  and 7 4 8 ) . 
Water s i d e  Wo rke r s '  Fe deration ,  Fe d e r al Re c o r d s  1 9 0 2 - 1 9 3 9  and Fr emant l e  
Branch Reco rds 1 8 9 1 -1 93 9 ( Au s t r al i an Na t i onal Univer s i t y , Archiv e s  
o f  Bus ine s s  and Lab our , De po s i t s  T6 2 and N2 8 ) . 
O f f i c i al 
1 .  Aus t ral ian 
( a )  Commonwe alth 
Re po r t  of  the Royal Commi s s ion o n  the Navigation Bi l l . 
Canberra , 1 9 0 6 . 
Re po r t  from the Ro yal Commi s s ion o n  Oc ean Sh ipping Se rvi c e s . 
Canberra , 1 9 0 6 . 
Re po r t  of  th� Ro yal Commi s s i o n  i n t o  Pi l l ag ing Sh i p ' s 
Cargoes . Canberra , 1 9 2 1 .  
Re p o r t  o f  the Ro yal Commi s s ion o n  the Navigation  Ac t .  Canberra , 
1 9 2 4 . 
BUCHAN AN , G .  ..:;.R;.;;e...;,p..;o_r_t_..;o..,.n_...;;T:...r...,a�n_s_.p..,_o_r-:-t _1._
0 n _ _;;
A,.;.u;_s:...t;;.,r,...
a.:;....;.l.;;;.i.;..a_w:...l.;;;. . .:..t h;.;;;...,,_.;S;;Jp._e.;;..c�i.;;..a_
1 
Re ference t o  Po r t  and Ha rbour Fa c i l i t ie s . 2 vols . 
--�------��=----------------------------------
Canberra , 1 9 2 7 . 
Re po r t  of  Commonwe alth Commi t t ee o n  the Co - o rdination o f  
Tr ansport  in Au s t ralia . Ca nb e rr a ,  1 9 2 9 .  
Tar i f f  Bo ard , Repor t and Recommenda t ions 
Imp o s i tion of Du t y  or Payment of Bo unty . 
on Bunker Coal 
Ca nberra , 1 93 2 .  
Royal Commi s s ion on the Whea t , Flour and Bread Indus t r i e s . 2nd 
Re por t .  Canberra , 1 93 5 .  
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Royal Commi s s ion on Mineral Oi l s  and Pe t r o l  and Ot her Pr o duc t s  
o f  Mineral Oi l s . Canberr a ,  1 9 3 5 . 
Report  o f  Commi t te e  of Inquiry Int o  t he S t evedor ing Indus t ry . 
( Chai rman J . B .  Tai t ) . Canb e rr a ) 1 9 5 7 . 
Re po rt o f  the Commi t tee o f  Ec onomi c In quiry . ( Ch a i rman J .  
Vernon ) . 2 v o l s . Canberr a , 1 9 6 5 . 
Commi s s ion o f  Inquiry In t o  the Ma r i t ime Indus try , Re po r t  on 
Ade quacy of Aus t r al ia ' s  P o r t s .  Canb e r r a , 1 9 7 6 . 
Bureau o f  Transport  Economic s  and Dir e c t o r  General of  Trans por t 
W . A .  A S t udy of We s t ern Aus t ral ian Po r t s . Canberra , 1 9 8 1 .  
( b )  We s t ern Aus tralia  
DOYNE , W . T .  Re po r t  Up on Propo s e d  Ha r b ou r  Wo rks a t  Fr eman t l e , and 
Im r ovement s  i n  the Nav i g at i o n  o f  the Swan River . Pe r th ,  
1 8 7 0 .  Bat t ye Libr ary , CO 1 8  1 6 5 . 
LE S LIE , W .  Re po r t  a s  t o  the b e s t  me thod o f  p r ovid ing Ap pl iance s  
and Ac commodation f o r  d e al ing wi th  Ca r g o  and Ve s s e l s  a t  
F r eman tl e ,  W . A .  Vo t e s  and Pr o c ee d ings , vol . 2 ( 1 9 03 -04 ) , 
p p  . 5 -1 3 . 
Re po r t  o f  the Royal Commi s s ion on O c e an Fr e ight s .  Pe r th ,  1 9 0 5 .  
Rep o r t  o f  t h e  Royal Commi s s ion on t he Coll i e  Coal Indus t ry . 
P e r t h , 1 9 1 6 .  
Re po r t  on Fr emant l e  Ha rbour and Cr o s s -Riv e r  Communications . 
P e r th , 1 9 1 7 . 
Bulk Hand ling o f  Wheat : Re po r t s  o f  Inve s t igat i ons Co nduc ted by 
Di r ec tion o f  Ho n .  J .  Li ndsay Mi n i s t e r  f o r  Wo rks and 
Lab our . Pe r th ,  1 9 3 2 .  
Re po r t  o f  t he Ro yal Commi s s ion o n  the Bulk Hand l ing o f  Wheat . 
P e r th , 1 9 3 5 .  
TYDEMAN , F . W .  Re po r t  on Al bany Ha rb our . Pe r th ,  1 9 4 8 .  
TYDEMAN , F .  W .  Report  on  For t of  Fr emant l e . 
1 9 4 9 . 
( c ) South Aus tralia  
3 vols . Perth , 
Fi r s t  Pr o g re s s Re po r t  o f  t he Pa r l i amentary St and ing Commi t t ee o n  
Pub l i c  Wo rks on  Bulk Hand l ing o f  Whe a t . Ad elaide , 1 9 3 4 .  
Minu t e s  o f  
Wo rks . 
Ev id ence , South Aus tr a l i an Commi t te e  on Pub l i c  
�--------------�--�--��------�-------
Ad e l aide , 1 93 4 .  
2 .  Br i t i sh 
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Re po r t  o f  Royal Commi s s i o n  o n  Sh ippi ng Ri ngs . 1 9 0 9  ( Cd . 4 6 6 8 ) . 
Royal Commi s s io n  on the Dominions : Second Int er im Repor t  • 1 9 1 4 
( Cd . 7 2 1 0 ) . 
Royal Commi s s ion on the Dominions : Fi nal Re po r t . 1 9 1 7  
( Cd . 8 4 6 2 ) .  
Min i s t ry o f  Tr ans po r t : Re po r t  o f  t h e  Commi t t e e  o f  Inquiry into 
the Ma j o r  Po r t s  of Gr eat  Br i t a in . ( Chai rman Lo rd 
Rochdal e ) . 1 9 6 2  ( Cmnd 1 8 2 4 ) . 
News pape r s  and P e r iodical s 
Au s t ral ian Financial Rev i ew 
Evening Ma il  
Port  o f  Fr eman t l e  Qua r t e r ly 
Th e Da i ly News 
Th e Ma i l  
Th e Sund ay Time s 
Th e Swan Le ader 
We s t  Aus t ralian 
Books 
ALBION , . R . G . Th e Ri s e  o f  Ne w Yo rk Po r t . 
publi shed 1 93 9 ) .  
Co nnec t i cut , 1 9 6 1 .  ( Fi r s t  
ALEXANDERS S O N ,  G .  and NORSTROM , G .  Wo rld Sh i pp i ng . New Yo rk , 1 9 63 • . 
BACH , J , A Mar i t ime Hi s to r y  of  Aus t r al i a . Mel bourne , 1 9 7 6 .  
BATTYE , J . S .  Th e Cyc l opedia o f  We s t e r n  Au s t r al ia . Pe r th ,  1 9 1 2 .  
BERSON , M .  Cockburn The Making o f  a Communi t y . Cockburn ,  W . A . , 1 9 7 8 .  
B IRD , J .  Th e Ma j o r Se apo r t s  o f  t he Un i ted Ki ngdom . Lo ndon,  1 9 63 .  
B IRD , J , Seapo r t  Ga teways of Aus t r al i a .  Oxf o r d ,  1 9 6 8 . 
B IRD , J .  Se apo r t s  and Se apo r t  Te rminal s .  Lo nd o n ,  1 9 7 1 .  
BLAINE Y ,  G .  The Tyr anny of Di s t anc e . Melbourne , 1 9 6 6 . 
-
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B OEHM , E . A .  Twe n t i e th Century Ec onomic Development in Au s t r al ia . 
Melbourne , 1 9 7 9 . ( Fir s t  publi shed 1 9 7 1 ) .  
B OOTH , K . E .  
Trucks . 
and CHANTRILL , 
London , 1 9 6 2 . 
e . G .  
B RANCH , A . E . El emen t s o f  Sh ipping . 
1 9 6 4 ) . 
Ma t e r i a l s  Hand ling wi th  Indu s t r ial 
Lo ndon , 1 9 8 1 .  ( Fi r st pub l i shed 
B RENNAN , F .  Th e Aus t r al ian Commonwealth Sh i p ping Li ne . Canber r a , 1 9 7 8 .  
BROODBANK , J . G .  Hi s tory o f  the Por t o f  Lond o n . 2 v o l s . London , 1 9 2 1 . 
BROWN , A . H . J .  and DOVE , C . A . ­
London , 1 9 5 0 . 
Po r t  ap e r a t i on and Admini s t r a t ion . 
BURLEY,  K .  Br i t i sh Sh i pping and Au s t r al i a  1 9 2 0 - 1 93 9 . Cambridge , 1 9 6 8 .  
B UTLIN , M . W .  A Prel iminary Annual Da t ab a s e  1 9 0 0 /0 1  to 1 9 7 3 /7 4 .  
Canb e r r a , 1 9 7 7 . 
BUTLIN , N . G . Au s t r al ian Dome s t i c  Pr o duc t ,  Inve s tment and Fo r e ign 
Borrowing 1 8 6 1 -1 9 3 8 /3 9 .  Cambr i dg e ,  1 9 6 2 .  
BUTLIN , N . G .  Inve s tment in Aus t r al i an Economic Dev e l o pment 1 8 6 1 - 1 9 0 0 . 
Cambr idge , 1 9 6 4 . 
BUTLIN , N . G .  and BARNARD , A .  and P INCU S , J .  Go vernment and Ca p i t a l i sm .  
S ydney , 1 9 8 2 . 
Commi s s ion In t ernational e d ' Hi s t o i r e  Ma r i t ime . Le s Gr and e s  Vo i e s  
Mari t ime s Dans L e  Monde XVe-XIXe S i e c l e s . Par i s , 1 9 6 5 . 
CORLETT , E . The Ship , The Revolut ion in Mer chant Shipp ing 1 9 50 -1 9 8 0 . 
Lo ndon , 1 9 8 1 .  
C ORNICK ,  H . F .  Do ck and Ha rb our En g ineer ing . 4 v o l s . Lo nd on , 1 9 5 8 - 1 9 6 2 .  
CROWLEY , F . K .  We s tr a l i an Suburb : The Hi s to r y  of  South Perth , We s t ern 
Au s t r al i a . Pe r th ,  1 9 6 2 .  
CROWLEY ,  F . K .  Aus tr al i a ' s We s t ern Thi r d . Melbourne , 1 9 7 0 .  
C ROWLEY ,  F .K .  and GARIS , d e  B .K .  A Sh o r t  Hi s t o ry o f  We s t e rn Au s t r al ia , 
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